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REPLY 

TOTBB 

REPORT OF MR. HERMANN LANDAU OF LONDON. 



The annexed report of Mr. Hermann Landau, of 
London, was submitted to the English bondholders and 
stockholders November 18th. It is the result of an investi- 
gation, made by the gentleman named, after two days of 
travel over a part of the Wabash lines and three or four 
hours of examination in the central offices of the Company 
in St. Louis. 

The accountant, who accompanied him, devoted two days 
to an examination of such books and papers as were 
necessary to enable him to make an estimate of the earn- 
ings and expenses of the lines between Detroit and Chicago. 
To this duty his labors were confined by the instructions 
of Mr. Landau, — which extended also to the method of 
estimating the expenses, adopted against my earnest 
protest. 

After this exhaustive examination of the affairs of a 
system embracing nearly 2,000 miles of railway, Mr. 
Landau arrives at the following conclusions : 

1. ^* As regards the disappointing results of the working 
for the year ending June 30, 1890," he is satisfied that it is 
largely due to *' abnormally low rates." 

This solution of the problem might, perhaps, have been 
obtained by reading the annual report of the Company, 
which calls the attention of stockholders to this subject 
(see pages 7, 8, 9 of that report); but why should Mr. Lan- 
dau call the result of the year's operations ^' disappoint- 
ing"? 
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The net gain of the year was $903,405.20 over the year 
ending June 30, 1889. 

The saving in expenses was $141,015.07, and the net 
profit per ton per mile was .0168, as against .0129 of the 
previous year, while the rate received per ton per mile was 
.0109 less than in 1889. 

If, at "abnormally low rates," the managers of the 
Wabash Railroad Company have made a larger profit per 
ton per mile than in any year since 1887, should this be 
called ''disappointing," and, inferentially, be made to imply 
a censure ? 

The truth is, that in no year of the last decade can such 
a record of economical administration be found, or any- 
thing approximating to it. In proof of this, I beg to refer 
to the mileage statistics given in the annual report by the 
Auditor for the ten years 1881 to 1890, inclusive, pages 34 
and 35 of the report. 

2. Mr. Ijandau finds the reasons given for the low rates 
"unsatisfactory, namely, that the Wabash was obliged to 
adopt these rates because some other road or roads have 
put them to that level." 

The only construction I can put upon this sentence 
is that Mr. Landau thinks the Wabash can maintain 
higher rates than all of its competitors. The low rates 
are first established by the traffic associations, in which all 
the lines are represented, and, following Mr. Landau's 
idea, the Wabash can separate from this alliance and 
secure traffic upon its own terms. This is certainly an 
original proposition. Apparently, however, the Inter- 
state Commerce Commissioners do not agree with him, 
for, in the extracts from their reports which he gives, I 
find the following reference to the reduction of rates by 
payment of commissions: " If the facilities of two lines 
are equal, and one pays higher commissions than the 
other, the advance [lower rates] must and will be met by its 
competitor as soon as known, to the mutual loss of both." 

That is to say, if a lower passenger rate is made by one 
of the competing lines, the other mtist and will meet it. 
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But, Mr. Landau says, '^ On the other hand, from inter- 
views I have had with other railway men, it was the 
Wabash Road that was accused of constantly lowering 
rates." 

This is a serious charge for a careful and impartial ex* 
aminer to make, upon the random accusations of '^ other 
railway men." What "other railway men"? Why not 
give their names? Were they officers of competing or 
hostile lines ? 

I feel sure that no intelligent holder of Wabash securi- 
ties can attach importance to such unsupported state- 
ments ; but at all events I assert that there is no founda- 
tion whatever for this gratuitous accusation. 

No road in the West has maintained established rates 
more faithfully than the Wabash, during the present 
administration, and to assert the contrary upon such evi- 
dence is not creditable to the judgment or fairness of Mr. 
Landau. 

3. Mr. Landau disapproves of the method under which 
United States railways obtain their supplies " through so- 
called purchasing agents," instead of following the English 
custom of inviting ** public tenders." 

The Wabash Company, in this respect, follows the uni- 
versal practice of railway companies in this country. For 
all supplies of magnitude, such as rails, ties and rolling 
stock, we invite bids from the leading mills, shops and 
contractors, and accept the lowest proposals of equal grade. 
All other purchases of the agent are made upon the same 
principle, and are subjected to close supervision. The 
English method may be preferable, but I am willing to 
submit to a comparison of our purchases with those of 
any railway company in this country, and even of English 
companies, and I believe that with the proper allowance for 
the diflference in the markets of England, it will not be 
unfavorable to the Wabash. 

4. " The pernicious system of permitting ticket agents 
all over the country, who advertise cut rates, are all cal- 
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culated to abstract large sums from the pockets of share- 
holders." 

No such ** pernicious system " is in force on the Wabash, 
nor do we employ ticket agents *' to advertise cut rates." 
Such agencies, as Mr. Landau ought to know, are inde- 
pendent of the railway companies, although enabled to 
drive a profitable trade in consequence of the sharp com- 
petition of railway lines. For this evil the Wabash Com- 
pany is not responsible. 

5. '*It is the President who is supposed to direct the 
policy of the road, but in reality it is the General Manager 
and the numerous freight and passenger agents." 

Mr. Landau, in this sentence, echoes a stale complaint 
which has been often controverted. The operating depart- 
ment of a railway in this country is not in direct charge of 
the President, but the General Manager is required to 
secure his approval of all important acts. Consequently, 
the President cannot shift the responsibility of manage- 
ment from his own shoulders to those of the General Man- 
ager and his staff. In the case of the Wabash the exec- 
utive officers and those of the operating department are a 
unit in the administration of the property. No steps in- 
volving changes of any magnitude are taken by the Gen- 
eral Manager without full consultation with the President, 
nor are they adopted without his approval. The officers 
of the Wabash act in perfect harmony, and its President 
wishes it to be understood that he assumes his full share 
of responsibility in the management. Many of Mr. Lan- 
dau's statements are of general application, and it is diffi- 
cult to understand whether he means in this particular to 
charge the President with neglect or not; but if monthly 
visits to St. Louis, and a large portion of his time spent 
upon the road and in the central offices of the Company in 
the West, indicate an active supervision, I claim the privi- 
lege of pleading these facts in his favor. 

6. Mr. Landau continues as follows: 

^*The most important point, however, in connection 
with my mission is this: That although something like 
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seven-tenths of Wabash securities (bonds, preference and 
common shares) have paid their assessments in London of 
two, eight and six per cent, respectively, I am yet told in 
the United States, on the authority of the President of 
the road himself, that the large majority of these bonds 
and shares are held there," etc. 

K this is *' the most important point " in connection with 
Mr. Landau's mission, it was hardly worth the trouble of 
crossing the Atlantic to establish it. The information 
would have been promptly furnished by cable within 
twenty-four hours, if proper application had been made 
for it. K accuracy in this matter is of any consequence, 
I am able to state that the whole amount of bonds and 
stock deposited by English holders under the plan of re- 
organization, and on which assessments have been been 
paid, is as follows: 

$ll,lri6,000 bonds out of a total of $30,000,000 

225,069 shares '* " '' 520,000 

or considerably less than one-half of the total amount in 
bonds and shares. 

These holdings have been reduced, as appears by the 
registration, by sales of over 60,000 shares of the prefer- 
ence, and of nearly 40,000 shares of the common stock, 
while in bonds there has been an increase of over 
$1,000,000, all of which was issued for assessments on the 
stock and bonds. 

Why these facts are of so much consequence in the 
present case I am unable to determine, as no disposition 
has been shown by the present managers to ignore the 
rights of any of the bondholders or shareholders. So long 
as I am at the head of the Executive Department of this 
Company, the minority interest will always be treated 
with all due consideration and respect, and from this 
point of view, I can see no sufficient reason for Mr. Lan- 
dau's pretentious announcement, nor for the elaborate 
and expensive preparations he advises. 

T. "In conclusion," says Mr. Landau, "I am con- 
strained to state that the local business of the road is not 
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fiuflSciently cultivated, as indicated by the fact that during 
last year no less a sum than $360,000 on balance was paid 
by the Wabash Railway for cars of foreign lines on their 
system, and that it would be infinitely more profitable to 
provide ample cars for coal and other local traffic," etc. 

Where in this loose statement is the proof that the local 
business of the road is not sufficiently cultivated ? What 
bearing upon the question has the payment for the use of 
cars from connecting lines ? The inference drawn by Mr. 
Landau from this item of expenditure is absurd upon its 
face. Freight cars laden at the seaboard are permitted by- 
connecting lines to run through, to their destination with- 
out breaking bulk, and may be returned laden with grain. 
For the use of these cars the proprietary companies are 
paid, by general agreement, | cent per car per mile. In the 
same way, if Wabash cars laden with grain, or packing 
house products^ billed through to the seaboard, are permit- 
ted to pass on and over the connecting lines, without break- 
ing bidk, to the seaboard, the Wabash Company receives 
the same mileage. In times of heavy grain movement, 
such as in 1889-90, it would be utterly impossible for the 
Wabash Company to handle such an immense tonnage 
without trebling or quadrupling its present stock of box 
cars, and to provide such a supply to meet a temporary 
emergency, at a cost of three or four millions of dollars^ 
with the risk of having half the number idle in the year 
following, would be an unpardonable blunder. As it is, 
the Wabash Company, with 8,000 box cars in its rolling 
stock, in the transportation of such large crops of grain, is 
obliged to forbid the passage of its cars beyond its own 
lines, or it would be crippled within a month after the 
movement began. The Trunk lines are much more liber- 
ally provided with rolling stock than most of the Western 
lines, and, consequently, are able to supply the deficiency — 
receiving a fair and regularly established mileage therefor. 
This is the solution of Mr. Landau's problem of car 
mileage balance. It is the best and the cheapest way to 
meet an extraordinary demand of the character described. 
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During the fiscal year ending June 30, 1890, the Wabash 
Hailroad transported nearly 1,600,000 tons of grain. With 
its own i-olling stock going through to the seaboard, it 
could not have handled one-third of the quantity. 

But what has this car mileage to do with the local 
traflRc, which Mr. Landau is *' constrained to state is not 
sufficiently provided for"? How does this indicate the 
alleged neglect ? Does it not prove exactly the contrary, 
inasmuch as the Wabash cars are kept thereby upon its 
own lines ? If this gentleman had made the proper inves- 
tigation he would have been ^'constrained" to state ex- 
actly the reverse of what he has said. His logic is not 
only at fault, but his conclusions are entirely erroneous. 

Doubtless the Wabash Company could use more cars 
profitably, but the local traffic is fairly well provided for, 
and no complaints on this score are made, except in the 
transportation of coal, for which we are providing as fast 
as the financial resources of the Company will permit. 
If, following Mr. Landau's suggestion, the managers 
should incur a floating debt of large amount to provide 
equipment to meet all the demands of exceptional yeaiti, 
we might reasonably expect a speedy return of that gen- 
tleman to these shores, and another exhaustive investiga- 
tion. 

I have said but little, thus far, in regard to the proposed 
link to complete our line between Detroit and Chicago, be- 
cause Mr. Landau's report, strangely enough, scarcely 
alludes to it, except in connection with the estimate fur- 
nished by Messrs. Price, Waterhouse & Co. of the busi- 
ness between Detroit and Chicago. Under Mr. Landau's 
patent method of estimating operating expenses, he at- 
tempts to prove that this line fell short $2,806 of earning 
its operating expenses and rentals, while on all of the lines 
of the Wabash, good, bad and indifferent, including this De- 
troit line, the operating expenses were 72^^ per cent, of 
the gross earnings. Is it possible that any intelligent man 
can be imposed upon by such a shallow calculation? 
I claim that my estimate of 72i per cent, for operating 
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expenses upon the same gross earnings is far more trust- 
worthy, and I beUeve railway experts in England will 
generally admit this to be the more reasonable and the 
more probable estimate. 

The completion of the line between Detroit and Chicago 
is no new project. It has been carefully and maturely 
considered, and is believed, by men more competent to 
judge than I am, to be one of the most important and 
promising enterprises ever presented to the Wabash Com- 
pany and nearly, if not quite, equal to the Chicago exten- 
sion, which has proved to be one of the best and most 
profitable parts of the system. I believe it to be a project 
which will be of especial advantage to the Debenture 
Bonds, and, but for this belief, I would not advocate its 
construction for a moment. 

After about two years of litigation, mainly stimulated 
by the opposition of the Grand Trunk Railway Company 
as a co-lessee and co-proprietor with the Wabash of the 
terminal facilities in Chicago, the Wabash Railroad Com- 
pany established its right to connect with these lines at 
Hammond, Indiana, and to use these terminal facilities 
for its Detroit Division. With these great advantages 
secured, with the privilege of using the very important 
terminals in Chicago and Detroit without additional 
rental— privileges reduced to a money valuation equal to 
a capitalization of at least five millions of dollars— it 
became obvious to the managers that the true interests 
of the Wabash required the construction of the proposed 
Unk. 

The importance of utilizing these expensive terminals, 
equal in value to more than one-half of the cost of the 
entire line, is fully realized by our enterprising neighbors 
of the Grand Trunk Company. Hence the opposition of 
that corporation. The real question for the Wabash 
proprietors to decide is whether they wish to avail of 
their great advantages in these practically free terminals, 
or whether they will submit to the veto of competing 
lines. 
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In the foregoing comments upon Mr. Landau's report, 
I have tried to meet his very superficial criticisms fairly, 
and with patient forbearance, but it is especially exasper- 
ating to be obliged to read what is ancient history in 
regard to the injurious rate competition, and find this 
lamentable state of things largely attributed to the man- 
agement of the Wabash. Dense ignorance of the facts, 
alone, can excuse such a perversion of the truth. Over 
this well-ploughed field of discussion Mr. Landau travels; 
turning up the various abuses of ticket commissions, the 
"scalping" of ticket agencies, and triumphantly points to 
"the abnormally low rates," as if a new discovery had 
been brought to light by him. He even quotes from a re- 
port of the Interstate Commerce Commission two years 
old, and consoles himself with the refiection that the ques- 
tion of commissions to ticket agents ^' has now been taken 
up " by the Commissioners, when the truth is, it was taken 
up two years since and its suppression attempted, only to 
end in a partial, if not complete, failure. The aid of Con- 
gress has also been invoked by the Commission, but thus 
far in vain. 

The railway problem in the United States is one of the 
most difiScult and complicated ever presented for solution 
in this country. It has been the absorbing theme of rail- 
way reports for several years, and has been during that 
time and is now the subject of earnest and anxious con- 
sideration among railway managers. The entire body 
of bondholders and stockholders in this country and in 
Europe are suffering from this unfortunate condition 
of affairs which confines to narrow limits the earning 
capacity of more than 160,000 miles of railway, represent- 
ing in bonds and stock nearly ten thousand millions of 
dollars. Any man who can come to this country and sup- 
pose that its citizens who are interested in railways are 
not conscious of these facts, while deeply deploring them, 
would be looked upon here as a modern Rip Van Winkle, 
and it seems incredible that such a visitor could return to 
the enlightened City of X^ndon and gravely report these 
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widely-known circumstances as something new, and as 
especially discreditable to the Wabash Company. 

I will only add to this somewhat lengthy statement 
that the managers of this Company will always welcome 
any fair and proper investigation of its affairs on the part 
of bond and stockholders, and if Mr. Landau had been 
disposed to treat us justly, he would have informed them 
that in answer to his question on this point I replied that 
I should be glad to have Messi-s. Price, Waterhouse & Co. 
make a yearly examination of our books and accounts, 
and that, if the expense would not be unreasonable, I 
would cheerfully recommend such an arrangement Ifor 
the ,1 special satisfaction of English holders of Wabash 
securities. 

New York, December 4, 1890. 

0. D. ASHLEY, 
President. 
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WABASH RAILROAD COMPANY. 

By HERMANN LANDAU. 



To the Provisional Committee of the 

Wabash Railway Bond and Shareholders. 

London, 18/^ November, 1890. 
Gentlemen, 

In compliance with your request, I proceeded on the 3rd 
of October to the United States of America, with a view 
to examining into the affairs of the Wabash Road, as well 
as to ascertain the advisability of building the new Rail- 
way as proposed by the Directors. 

Colonel Ashley, the President, gave me all the opportu- 
nities I required for my investigations ; he accompanied 
me to St. Louis, where the head offices of the Wabash 
Railway are located, and there, with the assistance of a 
representative of Messrs. Price, Waterhouse & Co., and 
the co-operation of the permanent Staff of the Company, 
I was enabled to gather the information I desired on your 
behalf. As regards the disappointing results of the work- 
ing for the year ending 30th of June, 1890, 1 have satisfied 
myself that the disappointment has not been in the volume 
of business done, but was largely due to abnormally low 
rates, and when I state to you that they have been, and 
are carrying live stock at 04.9 cent, or less than a 
farthing per ton per mile, you will be able to account in a 
measure for the high percentage of working. 

As regards the Railway, over the greatest portion of 
which I have travelled, I can only say that it is in first 
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rate condition. It is furnished with oak sleepers, and steel 
rails throughout, and, with the exception of small patches 
on the Chicago, St. Louis section, is thoroughly ballasted. 
Touching the fuel supply, the Boad passes through excel- 
lent coalfields, and obtains its fuel in many places at 90 
cents per ton ; the average price during the whole of last 
year being 110 cents per ton. Considering also the popu- 
lous districts through which the system runs, it seems to 
me the more wonderful that they should work at so high 
a rate. The only explanation that I was able to obtain 
was that rates were very low, but the reasons given me 
for these low rales I must confess to be most unsatisfac- 
tory, namely, that the Wabash was obliged to adopt these 
rates because some other road or roads have put them to 
that level; on the other hand, from interviews I have had 
with other railway men, it was the Wabash Boad that 
was accused of constantly lowering rates. The methods 
adopted in conducting the business of a Railway in the 
United States are to my mind not calculated to benefit 
Shareholders. The mode in which they obtain their sup- 
plies through so-called purchasing agents instead of, as in 
this country, by public tender, the unequal division of the 
responsibility by the Board of Directors, the pernicious 
system (not to use a stronger term) of permitting ticket- 
agents all over the country, who advertise cut rates, are 
all calculated to abstract large sums from the pockets of 
Shareholders. As regards a Board of Directors, it is as 
well for British Shareholders to know that Directors of an 
American Railway in the large majority of cases attend 
meetings to find an envelope with a note of from $5 to $10. 
It is the President who is supposed to direct the policy of 
the Boad, but in reality it is the General Manager, and 
the numerous freight and passenger agents. Touching the 
ticket agents, who are so prosperous that you will find 
them occupying the most expensive business premises in 
every large city of the United States, and whose business 
in this country would undoubtedly be held to be both im- 
moral and illegal, I am happy to say this question has 
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now been taken up by the Interstate Commerce Commis- 
sion, and I am pleased to annex herewith extracts from 
that Commission's report on this subject. 

*( One of the open qneetionB which operates as a dUtarbing element in 
** the present aspeot of railroad affairs is that which relates to the payment of 
^* commissions by common carriers. Commissions are paid by many roads 
" npon income receiyed from both freight and passenger traffic. Upon some 
** roads commissions are only paid npon passenger traffic Some roads pay 
'*no commissions * * * No established rate of commission npon the 
** sale of i>assenger tickets has ever been fixed, some roads having one rate 
" and some another, or the same road having different rates at different points 
** and at different times. The payment is not usually computed in the form 
** of a percentage, but as an agreed sum. For example, the first-class passen- 
'* ger &re from Chicago to St. Paul is $11 .50 ; the commission upon an 
** eastern ticket with a coupon, Chicago to St Paul, might be $1, $1.50, $2, $3, 
'* or $4, as the general ticket agent of the road in question should see fit to 
** offer or allow, although associations of roads at times undertake to fix the 
"amount by agreement. It is understood that the last-named sum has 
*'at times been paid upon such tickets, and that upon transcontinental 
** tickets commissions have even been allowed to the amount of $10 to $14, or 
*' more. Moneys received from this source have formed a very substantial 
" part of the income of ticket agents in all the Eastern States upon business 
" at the West, and also of those in the West upon business at the East. The 
** drain from this cause upon the net earnings of the roads has been 
*' very larga It is difficult to obtain authentic statistics upon the subject, 
*' for the reason that the whole system has grown up in secrecy, and its very 
" existence has hardly been known to the public at large. I'here can be no 
'* doubt bat that moneys paid in the manner above described as commissions, 
"are paid simply for the purpose of obtaining business, and should be 
" shown in railroad accounts as charges against railroad earnings, in the 
" same manner as it has been customary for such accounts to show money 
" expended for advertising, for maintaining joint agencies, and for wages 
** paid ticket agents upon their own lines. A custom, however, has grown 
'* up under which it has been usual to conceal this class of expenditure from 
" the knowledge of the public and of railroad stockholders as well. This has 
" been d^ne by the simple process of deducting all moneys paid out by way 
** of commissions before stating gross earnings in the annual balance sheet 
" In other words, the money so expended is treated as though the company 
** never had it and by this manipulation of the account the fact of its expen- 
" diture is not disclosed « * * There can be no doubt but that the 
*' payments made on this account in past years by the various roads in the 
*' United States have amounted to many millions of dollars annually, and that 
«* payments of several hundred thousands of dollars by single roads have 
** not been at all unusual * * * The situation, then, is this : If all lines 
(• competing for a certain traffic pay the same commissions, the payment is of 
" no use to any of them ; while if they pay different commissions, the one 
** paying the highest rate may secure business which it otherwise wonld lose. 
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'* but very likely at the expense of the oomfort and oonyenienoe of the 
*' trayeller. If the facilities of two lines are equal and one pays higher oom- 
*^ missions than the other» the advance must and will be met by its competi- 
" tor as soon as known, to the mutual loss of both * * « The direct effect 
'* is the payment of large sums of money from corporate earnings, for which 
*< the stockholders and the public receive no adequate return. The sums so 
** paid are in the aggregate appalling, while the aggregate receipts are not 
'* at all increased. No travel is originated by the system, as is sometimes 
« true in respect to excursion trains and rates. It only operates to direct, 
'< and often to divert, traffic which seeks to be transported. Considered in its 
<* totality, the money so paid out is the money of railroad stockholders 
«( * • * rphe tendency of the system is also directly in the line of fostering 
** other irregularities and evils. The class of persons called * scalpers' are 
*< mentioned above as persons not recognized by the carriers as having a 
'* legitimate employment It is a matter of common observatiou, however, 
<* that this class is numerous. In all considerable cities they have fine 
*' offices, and all appearances indicate that their business is both considerable 
** and profitable. Their income comes directly or indirectly from railroad 
«< companies. It comes from the purchase at one price and the sale at a 
*' higher price of tickets which the companies have once sold, but which in 
'* the hands of the purchasers, have been availed of for railroad service 
' * in part only or perhaps not at alL So long as a railroad company recognises 
" such a ticket as valuable for any purpose there would seem to be reasons 
" of sound policy requiring their redemption by the company itself at 
*< its regular offices. A fair rule to this end would take away very much of the 
<< income on which scalping offices are now supported and tend greatly to 
** reduce their number. It is believed, however, that railroad managers 
*< themselves are not always in hostile relations to scalpers, but that in times 
" of rate war, and sometimes also when competition has not reached the point 
'* of open belligerency, they avail themselves of the services of this class of 
<* persons. This subject is thought to be of sufficient importance to justify 
*' the Commission in bringing it to the attention of Congress and of the 
«* public. »' 

In connection with the proposed new line which the 
present manageraent of the Wabash Railway is so desir- 
ous of building, I annex herewith the report of Messrs. 
Price, Waterhouse and Co. as to the value of the traffic of 
that portion of the Railway between Detroit and Chicago, 
which is now conducted over the Chicago and Atlantic 
Road, also Colonel Ashley's estimate of the value of that 
traffic, leaving it to the Bond and Shareholders to decide 
upon this question. 

The most important point however in connection with 
my mission is this. That although something like seven- 
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tenths of Wabash securities (bonds, preference and com- 
mon shares) have paid their assessment in London of 
two, eight and six per cent, respectively, I am yet told 
in the United States, on the authority of the President of 
the Eoad himself, that the large majority of these bonds 
and shares are held there, and in that case of course we 
on this side have to abide by the decision of the majority 
in the United States. It is more than probable that the 
President's statement as regards the quantity of bonds 
and shares registered as held in the United States is cor- 
rect, but we know on this side that a large number of 
all United States Eailway securities, especially of the 
non-dividend-paying class, held in this country still stand 
in the names of the United States firms simply endorsed 
by the same in blank. In order therefore to enable you to 
bring about a better state of affairs, it is absolutely 
essential that all bonds and shares, both preferred and 
common, should forthwith be deposited in the names of 
Trustees in this country, with a proviso that they shall 
at no time give any vote or proxy without having pre- 
viously consulted the Bond- and Shareholders in this 
country by means of a properly advertised public meet- 
ing. To show that the Road is not the hopeless concern 
which the present quotation of its securities would indicate, 
and that it will well repay the Bond- and Shareholders to 
take the trouble of complying with my suggestion of 
registering their securities forthwith, in other words 
asserting their power, I hereby annex the comparative 
statements certified to by the permanent Auditor of the 
Company, showing that had the rates been the same for 
the year ending June, 1890, as they were for the year 
1882, there would be a dividend of six per cent, on the de- 
bentures, seven per cent, on the preferred stock, and five 
I)er cent, on the ordinary shares. 

I also annex comparative statements, also certified to by 
the permanent Auditor of the Wabash Railway, based 
upon the rates of the St. Louis and San Francisco Road, 
which would actually give a dividend of twenty-five per 
cent, on the ordinary shares of the Wabash Railway. 
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In conclusion, I am constrained to state that the local 
business of the Eoad is not sufficiently cultivated, as in- 
dicated by the fact that during last year no less a sum 
than $350,000 on balance was paid by the Wabash Railway 
for cars of foreign lines on their system, and that it would 
be infinitely more profitable to provide ample cars for coal 
and other local traffic for which, the President admitted 
to me, there is a great and constant demand, than to 
incur a debt of three-and-a-half million dollars in build- 
ing a line of very doubtful advantage, or to go in for 
competitive through traffic at rates which result in ab- 
stracting much of the profit obtained from local business. 

I remain. 

Gentleman, 

Yours faithfully, 

HERMANN LANDAU. 
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APPENDIX I. 



47, Ada^' Ezfbbss BuiiiDiMOS, 

Ghigaoo, mih Oddber, 1890. 
H. Landau, Esq. 

DiAB Snt, 

WABASH BAILBOAD. 

At your request we have made an examination of the books of the 
Wabash Bailroad, with the object of ascertaining the approximate income and 
expenditure in respect of the above Company's Chicago and Detroit traffic for 
the year ending 30th June, 1890, and in enclosing you a statement thereof, 
which we have prepared, we beg to report as follows: 

The total length of line between Detroit and Chicago is partly the propertv 
of the Wabash Company, and partly that of the Chicago and Atlantic Bail- 
road, who give ronning powers to the Wabash Bailroad at a rate settled some 
time since by arbitrators. 

The statement enclosed shows on the credit side the earnings both from 
freight and passenger through traffic, to which we have added an estimate of 
the local traffic, based on an average month's traffic. As the local traffic be- 
tween stations on the Wabash Bailroad and Chicago is proportionately smaller 
in amount, and the differences in mileage would be as numerous as there are 
stations, we have, in order to simplify this account, deducted the average 
of the total operating exj>enses over the whole line from such local traffic, 
dealing only on the debit side of the account with the through traffic charges. 

The first item of expenditure is a charge of 1} cents per cwt. to cover the 
expenses at the Chicago termini This is an estimate which has appeared in 
the books for some years as chargeable against this division in respect of ter- 
minal facilities, payable out of the general funds of the Company. It is stated 
by the General Msmager that 1 cent per cwt. would be a fairer estimate of this 
charge, that being the charge allowed by other companies to the Wabash 
Company in calculating its proportion of through traffic, but inasmuch as 
this estimated late appears on the books, we have, in preparing the account, 
taken this rate as bemg a correct one. 

The other items on Uie debit side of the account are, we think, fully ex- 
plained in the account 

The charges for rentals are as follows: 
Chicago and Atlantic Bulroad— 
One-half of 6 per cent on the capitalized valuation of the 

line as settled by arbitration $46,751 88 

Chicago and Western Indiana Bailroad— 
For the rent charge made by this Company against the 

Wabash Bailroad for the use of the lin e 18, 860 30 

60,602 18 
From which must be deducted the balance of the account 
sent herewith 57, 796 04 

Showing a deficit of $2,806 14 

Yonrs faithfully, 

PBICE, WATEBHOUSE & CO. 
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Office of 

The Wasash Bailboab Compakt, 

196 Broadway. 

Nxw YoBK, 0<Mer 31, 1890. 

Hbbicaiih Landau, Esq., 

New York. 

DbabSib, 

The statement made up by your aocotrntant of the operating expenses of 
that portion of the Wabash traffic between Chicago and Detroit, included in 
oar Detroit Diyision, npon a basis adopted by yon, against my earnest protest, 
is enoneons and misleading. The charge of 1| cents per ton for handling 
freight in Chicago, for example, and amounting to $99,576.14, is not only 
largely excessiye, under any circumstances, but is not a proper charge, be- 
cause a Tery large portion of it comes back to us from other companies, just 
as the New York Central collects its terminal charge firom Western connec- 
tions. 

In explanation of this, I enclose a letter receiyed this morning from Mr. 
B. G. Butler, our Commercial Agent at Detroit, who is quite famJHar with the 
troffio. 

The method adopted by you for estimating the operating expenses between 
Chicago and Laketon Junction, and between Laketon Junction and Detroit 
being the same as the ayerage rate per ton per mile upon the whole system, 
is obyiously unfkir and incorrect^ because that cost includes the items of 
$99,576.14 and $19,833.51— and thus charges the amount of $119,409.61 twice. 

The entire gross earnings of the Detroit Diyision for the year were 
$1,828,177.04, and of this your estimate credits the Chicago and Detroit traffic 
with but $813,866.76. In my judgment this estimate is much too small, but I 
accept this part, not to be too particular in a statement which I wish to be con- 
seryatiye. So fiir, howeyer, as the operating expenses are concerned, the only 
fair way, in my opinion, is to take the ayerage operating expenses of the whole 
line, and apply the same to the gross earnings. The resxdt of this calcula- 
tion giyes net earnings of $223,818.86. This is about as accurately as we can 
estimate the traffic of the Detroit and Chicago line for the year ending June 
30, 1890, and is a much more trustworthy guide than the estimate you haye 
adopted against my protest. But eyen this is not a fedr criterion of the traffic 
of a new line, inasmuch as we should haye in addition all of the local business 
of 150 miles of road, no share of which do we now receiye. 

I belieye that within a year after the opening of the proposed new line the 
profits will be more than double the amount I haye stated aboye, and that it 
will earn a surplus oyer its interest charge of at least one per cent, on Deben- 
ture <«B " bonds. 

I am strongly opposed to any extensions which are not clearly and decidedly 
for the adyantage of the Wabash bondholders and stockholders, but this link 
between very important and costly terminals, the rental of which we must 
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pay whether this new line ia constraoted or not, is so obvionsly in their inter- 
est that I do not hesitate to advocate it strongly. 

Yonrs truly, 

O. D. ASHLEY, 

President. 



INCOME ACCOUNT OP THE CHICAGO & DETROIT LINE. 

Tear ending Jxme 30, 1890. 

Gross earnings as per estimate $813,886 76 

Operating expenses based upon those of the entire system 72 ^f^ — 

called 72 J per cent 590,067 90 

Net earnings $223,818 86 

Pbwdint Ashlbt's estimate. 
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APPENDIX n. 

THE WABASH RAILROAD COMPANY. 

1>. B. HowASD, ilttdttor. 
£. B. Pbtob, AsiU AadHtjOT, 

Auditob'8 OmoSt 

St. Loxtib, Mo., OdU^ 28(^ 1890. 

O. D. AsHLBT, Esq., FrtsidMd^ 

195 Broadway, New York. 
DxAB Sib, 

When Mr. Landau was here, he called my aUention to the percentage of 
operating expenses to earnings, as shown by tiie statements of the St. Louis 
and San Frandsoo Bailroad, at the same time making unCayourable comment 
on the higher rate as shown by our statements. I said to him at the time that 
the gross earnings should be taken into consideration, and that a low average 
rate would, of necessity, increase the percent, of operating expenses. I also 
tried to explain to him that the St Louis and San Francisco Bailroad was 
running through a territory which paid them a much higher rate than that 
obtainable on the Wabash lines. Had we obtained the same rates in 1890 that 
we obtained in 1882, which is a less rate than the Frisco obtained in 1889, our 
earnings would have been oyer eighteen million dollars, while our operating 
expenses would haye remained precisely the same, and the percent, of opera- 
ting expenses to earnings would haye been 53/o^o* ^^^ ^^^ earnings would 
haye been $8,386,525.44--«uffioient to haye paid all fixed charges ; also 6 per 
cent on aU the debenture bonds, and also 6 per cent, on the entire Capital 
Stock, both common and preferred. 

I do not know as these figures will be at all conyincing to Mr. Landau. 
His wholesale denunciation of railroad methods and railroad management in 
this country leads me to belieye that he will be hard to conyince, but neyerthe- 
lees, these are the &cts, and I enclose a statement for your consideration, 
thinking possibly that you might be able to make use of some of these figures 
in this connection. 

Yours respectfully, 

D. B. HOWABD, AMd\U^. 

The ayerage rate per ton per mile on the — 

St Louis and San Francisco in 1889 was $1.33 

Ours in 1882 0.951 

" " 1889and 1890 0.647 
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Had we obtained the same rates in 1889 and 1890 as the St. Louis and San 
Francisco Bailroad Company obtained in 1889, onr earnings would have been 
$23,698,493.52, and operating expenses 40.81 per cent St Louis and San 
Francisco operating expenses, including improvements being 57.17 per cent, 
and without improyements 53.94 per cent. $23,698,493 of earnings would have 
paid oyer 16 per cent on the Capital Stock, assuming the operating expenses 
to be the same. It certainly would have cost us no more in 1889 and 1890 to 
haul one ton a mile at 1.33 reyenue than at 0.647. 

I enclose two sets of statements— one earnings, expenses and income at 
rates attained by the St Louis and San Francisco in 1889, and the other at 
rates attained by us in 1882. 



THE WABASH KAILROAD COMPANY. 



Eamingst Expenses, and Income Account, Tear ending June dOih, 1890, 
at Rates prevailing in 1882. 

Eabminos. 

Freight— 1,430,197,832 tons, one mile @ 0.951 cents per ton $ o. 

per mile 13, 601, 176 63 

Passenger— 149,183,008 passengers, one mile @ 2.373 cents 

per passenger per mile 3,540,112 78 

Mails 352,948 10 

Express 333,099 14 

Miscellaneous 231 ,409 97 

18,058,746 62 
Opbbatino ExFENSKS 9,673,221 18 

Net earnings 8,385,626 44 

Per cent of operating expenses to earnings $53.57 
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iNoom AOOOUMT. 

$ c. 

Kel eaaings brought down 8,385,625 44 

Snncby amounts leodyed for rent of tracks, eto 272,434 51 

8,657,959 95 

Okces, rentals, etc 851,473 41 

Net reyenne applioable to interest 7,806,486 54 

Interest on bonds and rentals leased lines 2,652,820 82 

Surplus, after paying interest 5, 153, 665 72 

65^ on $30,000,000 debenture bonds 1,800,000 00 

Snrplns available for diridends on stock 3,853,665 72 

6^on $62,000,000 Capital Stock 3,120,000 00 

NbtSukplus 233,665 72 



THE WABASH EAILEOAD COMPANY. 



Baimings, .Bepen^e^, and Income Aeecuni, Tear ending June 30(^ 1890, oi 
Boies dbU^ned hy Ihe 8L Louis and San F\rancisco R R. in 1889. 

Eabkinos. 

Freight— 1,430,197,332 tons, one mile @ 1.33 cents per ton per $ c 

mile 19,021,624 61 

Fkissenger— 149,183,008 passengers, one mile @ 2.52 cents per 

passenger per mile 3,759,411 80 

Mails 352,948 10 

Express 333,099 14 

HiBoellaneoas 231,409 97 

23,698.493 52 
Ofkbatoio ExpmsBS 9,673,221 18 

Net earnings 14,025,272 34 

Per cent of operating expenses to earnings. $40.81 
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iMOOia AOOOUMT. 

Net earnings broaght down 14,025,272 34 

Sundry amounts reoeiyed for rent of tracks, etc 272,484 51 

14,297,706 85 
Taxes, rentals, etc 851,473 41 

Net reyenue applicable to interest 13,446,233 44 

Interest on bonds and rentals leased lines 2,652,820 82 

Sorplns, after paying interest 10,793,412 82 

6^on $80,000,000 debenture bonds 1,800,000 00 

Sorplns ayailable for diyidends on stock 8,993,412 62 

16^on $52,000,000 Oapital Stock 8.820,000 00 

NnSxJBPLUB 678,412 62 



[U6619] 
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REPORT OF 



IMk GEO. S. MORISON, 



CONCERNING CONSTRUCTION OF THE LINK 
IN THE LINE OF 



The f AMSfl lAiLEOiD Mm 



BETWEEN 



DETROIT AND CHICAGO. 



JUNE 1. 1891. 
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Chicago, June 1, 1891. 

Messrs. 0. D. Ashley and James F. Joy, 
Committee of the Directors of 

The Wabash Railroad. 

Gentlemen: 

At your request I have made a study of the proposed 
extension of the Wabash Railroad from a point near Mont- 
pelier, Ohio, on the Detroit Division, to a connection with 
the Chicago and Western Indiana Railroad at the Illinois 
and Indiana State line, legally called the Montpelier and 
Chicago Railroad, and now submit a report in relation to 
this proposed extension. 

Through the courtesy of Mr. C. M. IJays, General 
Manager, who provided me with a special car, I was en- 
abled to observe carefully the present line between Detroit 
and Laketon Junction. Mr. U. H. Ellis, Engineer of the 
Fort Street Union Depot Company, showed me the new 
terminal arrangements at Detroit, and also gave me full 
information concerning the new line. I did not go over 
the line of road between Montpelier and Hammond, but 
nearly twenty years ago I had occasion to explore this 
region carefully, and I know the nature of the country 
through which the line will pass. 

As a general principle, it may be said that the number 
of i-ailroads now existing in the United States is more than 
enough to do the business of the country. On the other 
hand, the facilities possessed by existing railroads in the 
way of terminals, second tracks and means of handling 
business effectively are, to a large extent, inadequate. 
These facihties must be improved, generally by direct bet- 
terments of the hues now in existence, but in some cases 
also by supplying unconstructed links, the effect of which 
will not be to open new lines of travel, but to avoid the use of 
the expensive parts of existing routes. If a proposed new 
line is in the nature of a new road, there is a strong pre- 
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sumption against building it. If, however, it is simply in 
the nature of an improvement of an existing line, the ex- 
pediency of building will depend on the relation between 
the cost of the new line and the economies to be derived 
from the improvement. 

In order, therefore, to form a clear idea of the subject, 
it is expedient to consider the following subjects in their 
order : 

1. The Wabash Railroad as it now exists east of the 
Mississippi River. 

2. The character and cost of the extension which it is 
now proposed to build. 

3. The characteristics of the new line which would then 
be opened between Chicago and Detroit, and probable 
financial results. 

With these subjects properly considered, it should be 
easy to form a conclusion as to the expediency or inex* 
pediency of building the Montpelier and Chicago Itailroad. 

Wabash Railroad East of the Mississippi River. 

The Wabash Railroad east of the Mississippi River is a 
peculiar system, consisting of a collection of lines with 
many termini both east and west. It has four western 
termini on the Mississippi River ; it has two eastern ter- 
mini at Detroit and Toledo ; it has one northern terminus 
at Chicago. 

As now operated it consists o£ three principal lines with 
five principal termini; these three lines, however, being con- 
nected with each other, while there are a number of small 
branches besides. 

The three principal lines may be described as follows : 

1. The line from Toledo, Ohio, to Quincy, Illinois, 471 
miles long, which was the original main line, and which 
has branches at its western end to Keokuk and Hannibal. 

2. The St. Louis and Chicago line, 286 miles long, which 
crosses the first-named line, of which it uses 20 miles from 
Bement to Decatur. 
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3. The Detroit-Chicago line, which, as now operated, 
uses 103 miles of the Chicago and Erie Railroad between 
Laketoii Junction and Hammond. A line 21 miles long, 
from Laketon Junction to Peru, connects this with the 
first-named line. 

This description does not correspond with either the 
legal organization or the operating divisions of the system, 
but is given to show the relations into which the system 
has been developed. The last of these three lines is the 
one we have to consider. 

The route, as now operated between Detroit and Chi- 
cago, comprises the following lines: 
Detroit to Laketon Junction. Wabash Rail- 
road 1 73 miles 

Iiaketon Junction to Hammond. Chicago and 

Erie Railroad 103 '* 

Hammond to Chicago. Chicago and Western 

Indiana Railroad 20 *' 

Total 296 miles 



Of the 173 miles from Detroit to Laketon Junction, 114 
nailes from Detroit to Butler was built originally as the 
Detroit and Butler Railroad, and is an excellent line, the 
grades (with one or two exceptions, to be referred to here- 
after) nowhere exceeding 0.5 per cent. (26 feet per mile). 
The remaining 59 miles from Butler to Laketon Junction 
was the old Eel River Railroad, originally a cheaply built 
line with some grades of one per cent. (53 feet per mile). 

The line from Laketon Junction to Hammond is a part 
of the Chicago and Erie Railroad, How owned absolutely 
by the New York, Lake Erie and Western Railroad. The 
trains of the Wabash Railroad are run over this line under 
a lease which expires June 30, 1892, the Wabash Railroad 
paying an annual rental of $90,000, besides a share of the 
cost of maintenance and station service, and being pre- 
cluded from handling local business. 

The 20 miles of the Chicago and Western Indiana Rail- 
road from Hammond to Chicago is really nothing but the 
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Chicago terminal, the Wabash Railroad being one of the 
five proprietors of the Chicago and Western Indiana Rail- 
road. 

At Chicago the Wabash Railroad has the terminals of 
this proprietary line, which are excellent. 

At Detroit the Wabash Railroad leases its terminals 
from the Detroit Union Depot and Station Company, 
which owns extensive grounds along the Detroit River, 
immediately below the terminal grounds of the Michigan 
Central Railroad. These grounds are admirably adapted 
for through and river traffic, and, although a little too far 
from the city, answer fairly well for local freight traffic, 
but are very inconvenient for passenger traffic. The same 
grounds are used by the Canadian Pacific Railway. The 
Fort Street Union Depot Company is now building a 
passenger station which will be used by the Wabash Rail- 
road in common with the Canadian Pacific Railway and at 
least two other railroads. This station will be practically 
a mile nearer the centre of the city than the present pas- 
senger station, and will be quite as well located as the 
Michigan Central passenger station. 

With the completion of the new Fort Street Station the 
terminals used by the Wabash Railroad, both at Chicago 
and Detroit, will be all that are needed to secure traffic in 
competition with other railroads. 

The Montpelier and Chicago Railroad. 

The proposed extension, to be built under the name of 
the Montpelier and Chicago Railroad, will leave the Detroit 
Division about a mile and a half west of Montpelier Station 
and, following a course almost due west, will connect with 
the Chicago and Western Indiana Railroad at Hammond 
at the same point where the Chicago and Erie Railroad 
now connects. The length of this line is 153.3 miles. The 
last three miles will be parallel to the Chicago and Calumet 
Terminal Railway, a local line now controlled by the 
Northern Pacific Railroad, and if arrangements could be 
made to run over this short piece of road (which is in the 
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nature of a belt line) the amount of new road to be built 
would be reduced to 150 miles. 

The Montpelier and Chicago Railroad is not properly a 
new scheme; its location is almost identical with that of 
the Chicago and Canada Southern Railway, which was 
partially constructed about twenty years ago. The Canada 
Southern System was projected as a low grade line from 
Buffalo to Chicago, and was located through between the 
two cities on the most direct low grade route which it was 
possible to find. The total mileage of the system, including 
branches to St. Clair, Detroit and Toledo, was about 600 
miles, of which two thirds, including the main line from 
Buffalo to Fayette, Ohio, and the three branches, had been 
finished when the panic of 1873 put an end to construction. 
The entire line had no grade exceeding 16 feet per mile. 
The greater part of the system subsequently passed into 
the control of the Michigan Central Railroad, which now 
makes its through line to Buffalo by this route. The por- 
tion of the line between the Detroit River and Fayette is 
owned by the Lake Shore and Michigan Southern Railway. 
A few miles of the Wabash Railroad from Montpelier east 
are built on the old grade of the old Chicago and Canada 
Southern Railway, and the construction of the proposed 
new line will occupy the remainder of this line. 

The line of the Montpelier and Chicago Railroad will 
pass through a country specially adapted to a low grade 
line, and which does not differ materially from the country 
traversed by other roads in this section, but the part of the 
line in La Grange and Elkhart Counties goes through an 
exceptionally rich farming country, from which excellent 
local shipments may be expected. There are no towns of 
any importance on the whole line, and the local business 
must be simply the business of an agricultural community. 
While this business will support the local station expenses 
and perhaps the expenses of maintaining the road, it cer- 
tainly would not justify the construction of the line. 

From Montpelier Junction to a connection with the Chi- 
cago and Calumet Terminal Railway Companjr, the new line 
will cross twelve other railroads, two of which, the Michigan 
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Central and the Baltimore and Ohio, are crossed at the same 
point. Five of these raihoads (L. S. & M. S. Ry. ; C. & 
G. T. Ry.; L. N. A. & C. Ry.; M. C. and B. & 0. R. Rs.) 
should be crossed by over or under crossings. In two cases 
(G. R. & I. R. R. and Vandalia Line) grade crossings can- 
not be avoided without unreasonable expense. In the 
other five cases it will probably be expedient to put in 
grade crossings first and subsequently go over. 

The entire line would be built with no grades exceeding 
0.5 per cent. (2G feet per mile), which is probably as light 
as it is expedient to use. The Chicago and Canada South- 
ern location was made with reference to using a lighter 
grade (0.3 per cent, or 16 feet per mile), but the use of this 
grade now would materially increase the cost, besides 
rendering it very difficult to avoid grade crossings of 
other railroads, and 0.5 per cent, grades are in use on 
the line between Detroit and Montpelier. 

The location has been completed, except in Lake County 
(the county next to the Illinois State line), where the 
country is flat, and the principal questions relate to inter- 
ference with existing improvements. A few deviations 
have been made from the Chicago and Canada Southern 
locations, the difference in grade rendering some of these 
deviations desirable. In some instances; such as some of 
the crossings of other railroads, the location should be re- 
examined before work is actually done. The whole line is 
exceedingly direct, with no curves sharper than two de- 
grees (2,865 feet radius), and the road would be one over 
which heavy freight trains could be hauled economically 
and over which passenger tiains could be run at very high 
speeds. 

The estimate of the cost of the line made by the 
engineer (Mr. C. H. Ellis) is $2,957,200, being an 
average of $19,300 per mile. I have gone over this 
estimate in detail as far as possible with Mr. Ellis 
and feel satisfied that the estimate is ample. In 
other words, it is safe to estimate that the cash cost of the 
new line would not exceed $20,000 per mile, or $3,000,000 
for the entire line; this to be the cost of a road built on 
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the same standard as the line from Detroit to Butler, with 
timber structures for all lesser openings, but with cuts and 
fills of ample width, and well ballasted track. The esti- 
mate makes ample provisions for such structures as will 
be needed, but provides nothing for rolling stock. If 
arrangements are made to use three miles of the Chicago 
and Calumet Terminal Railway Company's track, the cost 
could probably be reduced by an amount in excess of the 
capitalized value of the rental of that small piece of road. 

New DETRoiT-CmcAGO Line. 

The new Detroit- Chicago line would be composed of the 
following lines: 

Present Wabash Railroad 98 miles 

Montpelier and Chicago Railroad 153 " 

Chicago and Western Indiana Railroad 20 '* 

Total 271 miles 



This will be the shortest line between Detroit and 
Chicago. There are now four lines operated between 
Detroit and Chicago, the distances being as follows: 



Michigan Central Railroad (old line) 285.5 miles 

Lake Shore and Michigan Southern Railway. 284 '* 
Chicago and Grand Trunk Railway (via 

Durand) __ 319 '' 

Wabash Railroad (present route) 296 



i( 



These are the routes over which passenger trains are 

now handled. The Michigan Central Railroad has a route 

273 miles long by way of its Air Line Division, but uses 

it only for through freight and local business. The greater 

part of the passenger business is now done by the Michigan 

Central Railroad, which is the best line, makes the best 

time, and at present has much the most conveniently 

located passenger station in Detroit. The Lake Shore and 
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Michigan Southern Railway does not work for the Detroit 
passenger business. The Grand Trunk route is too long. 

The new line would have no grades ascending eastward 
exceeding 0.5 per cent. (26 feet per mile), and with two 
exceptions it would have no grades ascending westward 
exceeding 0.6 per cent. These two exceptions are on the 
Detroit and Butler line, the worst being the grade ascending 
from the River Raisin to Adrian. Both of these grades 
could and should he reduced. 

The new line would have but little curvature and is a 
line over which passenger trains could be run at a high 
speed. The best time which the Michigan Central could 
make between the two cities could be made easily by this 
new line. 

The passenger terminals at each end of the line would 
be excellent, fully equal to those of the Michigan Central 
Railroad. The freight terminals would be good, though 
not quite as conveniently situated at Detroit as those of 
the Michigan Central Railroad. 

So far as the local business between the two cities is 
concerned, the new road should be able to get its full share 
as soon as it became thoroughly established. Through 
eastern business is of course dependent principally on con- 
nections. 

Comparative Results. 

Comparing the new line between the two cities with 
the line now operated by the Wabash Railroad between 
the same terminal points, we find the following differ- 
ences: 

The new hne is 25 miles shorter than the old line, thus 
changing a difference of 10.5 miles in favor of the Mich- 
igan Central Railroad to a difference of 14.5 miles against 
the Michigan Central Railroad, and saving 25 miles in the 
mileage of every through train. 

The maximum grades on the new line would be uniform 
for the entire distance, 0.5 per cent. (26 feet per mile). On 
the present line this grade practically extends only 114 miles 
to Butler, the grades between there and Chicago being 
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materially heavier, though I do not know definitely what 
they are on the Chicago and Erie Railroad. The same 
locomotive which now takes 35 cars between Detroit and 
Butler takes but 25 cars between Butler and Chicago. On 
the new line that locomotive would take 35 cars the en- 
tire distance. 

The fixed charges on the present line are an annual 
rental of $90,000 paid to the Chicago and Erie Railroad. 
On the new line they would be the interest on an invest- 
ment of $3,000,000, which at five per cent, would be 
$150,000. This is an increase of $60,000 per year. 

The maintenance expenses paid by the Wabash Rail- 
road on the line from Laketon Junction to Hammond are 
about $40,000 a year. The average maintenance of way 
expenses on the whole Wabash system for the year 1890 
were about $725 per mile, which would make the main- 
tenance expenses of the new line about $110,000 per 
year, or $70,000 more than the present charge. 

The Wabash Railroad is precluded from doing any 
local business on the present line between Laketon Junc- 
tion and Hammond. It would have the whole local busi- 
ness on the line between Montpelier and Hammond. 

On the new line the Wabash Railroad would be inde- 
j>endent and could operate its trains to the best possible 
advantage. On the old line its conveniences must be 
second to those of the company owning the line. 

Summing up the results of these comparisons we have 
the following advantages: 

1. A saving of 25 miles on through passenger service. 

2. A saving of distance and grades for freight service. 

3. Local business. 

4. Independence. 

As against these advantages we have the following dis- 
advantages: 

1. Increase of fixed charges $60,000 

2. Increase of maintenance expenses 70, 000 



Total $130,000 
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To complete the comparison we must reduce the disad- 
vantages as far as possible to a money value. 

In passenger service it does not seem likely that there 
will be any saving in operating expenses. The service is 
now performed by two trains each way daily, running 296 
miles, a total daily mileage of 1,584 miles. On the new 
line this mileage would be reduced to 1,484 miles, but it 
would probably be necessary to run an additonal train be- 
tween Montpelier and Laketon Junction, 77 miles, and re- 
turn; this would be a light train, but the cost of running 
it would balance the saving of mileage on through trains. 
The advantage for passenger service must be found en- 
tirely in increased earnings. 

In the matter of freight train service, there would be a 
considerable saving in operating expenses. At present, 
with trains of 35 cars hauled by one engine between De- 
troit and Butler, and trains of 25 cars between Butler and 
Chicago, the train mileage amounts to 10.54 miles for each 
car hauled through from Detroit to Chicago. With 35 
cars hauled by one locomotive through by the new road 
from Detroit to Chicago, the train mileage amounts to 7.74 
miles for each car hauled through between the two cities. 
The new line therefore represents a saving of 2.8 miles of 
train service on each car hauled between Detroit and Chi- 
cago. During the year 1890 the total number of cars, 
loaded and empty, hauled between the two cities was 
49,541, or say in round numbers 50,000. This gives a sav- 
ing of 140,000 miles of train servic-e between the two 
cities in favor of the new line. The average cost 
of operating locomotives (including switch engines) 
on the Wabash Railroad in 1890 was a little over 15 
cents, and the average cost of the various items 
included under the head of Conducting Transportation, 
33 cents. If we consider the cost of train service as equal 
to the cost of running a locomotive, plus f of the average 
cost per train-mile of conducting transportation charges, 
we have a cost per train-mile of a little over 28 cents ; or, 
with a slight addition for saving on car mileage, say 30 
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cents. This would make the total saving in the expenses 
of running freight trains about $42,000 per year. 

It would therefore appear that the actual saving in 
expenses from operating the new line would still be $90,- 
000 less than the increase in expenses ; in other words, the 
new line must be able to earn $90,000 a year in excess of 
the line now operated to justify its construction. 

During the year 1S90 the earnings of the four passenger 
trains running between Chicago and Detroit was $349,217, 
or, as all of these trains run daily, $957 per day, or about 
60 cents per train-mile, which barely equals the passenger 
share of operating expenses per train-mile on the whole 
Wabash system, and is 28 cents less than the average 
earnings of passenger trains. The earnings of passenger 
trains of this class running between two important cities 
ought to exceed the average earnings per train-mile. With 
the short line established, the earnings of these trains 
should be at least one dollar per mile, this being $1,484 
per day, or $540,000 a year, an increase of $190,000. Even 
with this increase the passenger earnings per mile between 
Detroit and Chicago would be only $2,000 per mile, or 
little more tlian one-quarter the passenger earnings per 
mile on the Michigan Central Railroad. (See page 39, 
Report of Commissioner of Railroads, State of Michigan, 
1890.) Of this increase of $190,000 per year it would per- 
haps be fair to credit one-half to the new terminals at 
Detroit, and one half to the better character of the through 
line, thus making the increased profit from passenger 
train service $95,000. This of course is estimate and con- 
jecture, but it seems to me very moderate. 

Making another estimate in a different way, the aver- 
age earnings per passenger train mile on the entire Wa- 
bash system for 1890 were 88 cents, or 28 cents more than 
that of the four trains between Detroit and Chicago. If 
we consider that the improvements of the new line simply 
increase the revenue of this train so that it shall earn 88 
cents per mile on the reduced mileage, the gross earnings 
of these passenger trains Avould be $1,306 per day, or $350 
more than the present earnings, this difference amounting 
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to $127,000 per year. On the basis of either estimate, the 
increased earnings from through passenger trains only 
would exceed the increased annual expenses due to the 
construction of the new line. 

If these estimates are correct, the Wabash Railroad on 
the completion of the new line would be in as good a posi- 
tion as it now is, without taking into consideration any 
earnings from local business or any of the advantages in 
the way of increased freight traffic which it would derive 
from the independence of its new position. 

The foregoing results may fairly be obtained without 
any increase of rolling stock. The passenger trains as now 
run have abundant seating capacity for the increased 
number of passengers. The number of locomotives re- 
quired to handle freight trains would be reduced, and the 
estimates have been made on the assumption that there 
would be no increase of freight traffic. If additional 
rolling stock is obtained, it will be for new business not 
now performed, not considered in the foregoing calcula- 
tions, and which would be a source of additional revenue. 

Conclusions. 

The conclusions which I draw from a study of the situa- 
ti^ is that the assured increase of net revenue which the 
Wabash Railroad would derive from owning its own line 
between Montpelier Junction and Hammond, instead of 
running its trains over the Chicago and Erie between 
Laketon Junction and Hammond, is enough to justify the 
construction of the new line. 

On the other hand, the right of the Wabash Railroad to 
run its trains over the Chicago and Erie terminates in 
about thirteen months. I have no knowledge as to whether 
this arrangement can be renewed or not, but if it cannot 
be renewed and no arrangements can be made with any 
other railroad, the question is not whether the advantages 
of the new line justify its construction, but whether the 
Wabash Raili oad shall continue to operate a line between 
Detroit and Cliicago. 
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A comparison of the line between Detroit and Chicago 
with the line between St. Louis and Chicago may help 
solve this question. Before the Wabash Railroad was 
built into Chicago, nearly all the business between St. 
Louis and Chicago was done by the Chicago and Alton 
Railroad, a comparatively small portion being done by the 
Illinois Central. The Chicago and Alton still does the 
best business between the two points, but the Wabash 
Railroad gets a good share. Detroit is about one-half as 
large a city as St. Louis, and it would seem probable that 
the Wabash Railroad might bear ihe same relation to the 
Michigan Central between Detroit and Chicago that it 
does to the Chicago and Alton between St. Louis and 
Chicago. 

There is another matter which should be considered, 
and that is the eastern connections at Detroit. The rail- 
roads coming into Detroit from the east are four in num- 
ber: 

1. The Lake Shore and Michigan Southern Railway, 
entirely on Anjierican soil, which sends its through business 
by way of Toledo, and can never be a feeder to any road 
running west from Detroit. 

2. The Canada Southern Railway, which is now operated 
by the Michigan Central Railroad, the two making a single 
through line. 

3. The Grand Trunk Railway, which has its own line to 
Chicago, by way of Sarnia, over which its through Chicago 
business passes. 

4. The Canadian Pacific Railway, the last line built into 
Detroit from the east, and which has no western connec- 
tions beyond. 

The first of these four railroads can never give any Chi- 
cago business to the Wabash Railroad, and the south- 
western business is exchanged at Toledo. The second and 
third give some southwestern business to the Wabash 
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Railroad at Detroit, but send their Chicago business over 
their own lines. The fourth gives its business to the 
Wabash Railroad. 

By constructing this new line and so improving the ser- 
vice between Detroit and Chicago, the business relations 
with the Canadian Pacific would be strengthened and the 
business from this source increased. The relations with 
the Grand Trunk Railway would hardly be affected, as its 
own line between Detroit and Chicago is so long as to be 
of little value. The only railroads which could be antagon- 
ized would be the Michigan Central Railroad, which now 
does nearly all the business between Detroit and Chicago, 
and the Lake Shore and Michigan Southern Railway, whose 
territory would be somewhat encroached upon in northern 
Indiana. The only method in which either of these rail- 
roads could manifest their antagonism would be by divert- 
ing their southwestern business to other roads than the 
Wabash, and this is not likely to be done. The Lake 
Shore and Michigan Southern Railway has now more in- 
timate connections with another railroad to the southwest; 
both railroads can reach the southwest through their Chi- 
cago connections; the business from the southwest, which 
the Wabash gives to these two lines and which it could 
divert, exceeds that to the southwest which the two lines 
give to it. 

If my conclusions are correct, the new line to be built 
between Montpelier and Hammond would be a self-sup- 
porting investment simply from the saving it would ef- 
fect in the handling of freight traffic apd the increase 
which might be expected in passenger earnings without 
any increase in train service. It would also appear that 
its influence on the general railroad system would not be 
likely to antagonize other railroads, or in any way affect 
the general coui'se of business. It is therefore not properly 
in the nature of a new road, but an improvement of an 
existing line, and the expediency of building it depends 
on the economies which result from its construction. 

It would also seem that there is no danger of its being 
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a burden to the Wabash Railroad. In fact, the Wabash 

Ilailroad would get the local business of the new line and 

its own independence without cost. It would also gain 

the advantage of shorter distance and generally better 

facilities for all business between the two cities. 

It must be observed that there is a general increase of 
passenger earnings on the railroad system throughout the 
whole country as compared with freight earnings, and it 
seems likely that within the next 25 years the earnings of 
passenger trains will become nearly 40 per cent, of the 
entire railroad earnings. These earnings are always great- 
est between two important cities, and the Chicago-Detroit 
line of the Wabash Railroad would be no exception to the 
rule. 

So far as traffic exchanged with lines east of Detroit is 
concerned, the Detroit-Chicago line of the Wabash Rail- 
road must depend principally on its connection with the 
Canadian Pacific. This is a new line which is just begin- 
ning to develop, and there seems to be no good reason why 
it should not in time become very important. 

In brief, it may be said that with this new line completed 
the Wabash Railroad will, without any increased actual 
charges, be put in a position in which it can derive its full 
measure of benefit from the probable increase of traffic 
which is to be expected on this route. 

It may also be added that it would seem very desirable 
that, if the new line is to be built, it should be built so that 
it can be opened at least as soon as the Fort Street Station 
is opened and in season for the heavy passenger traffic 
which all Chicago lines will have in 1893. 

I believe it is for the interest of the Wabash Railroad 
Company to construct the Montpelier and Chicago Rail- 
road. 

I am, 

Very respectfully, 

GEO. S. MORISON. 
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Mr clarence D. ASHLEY 



OH .THE TITLB OF 



THE WABASH RAILROAD COMPANY 



TO THE TITLHS, RIGHTS AND FRANCHISES OF 

THE MONTPEUER & CHICAGO RAILROAD CO. of Ohio 



THE MONTPEUER & CHICAGO RAILROAD CO. of Indiana 



(DETROIT AND CHICAGO EXTENSION), 



AND THE LEGALITY OF THEIR ORGANIZATION. 
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New York, January 6, 1892. 

OssiAN D. Ashley, Esq., 

President Wabash Railroad, New York. 

Dear Sir : 

In accordance with the instructions contained in your letter 
of November 16, 1891, addressed to me, I have taken two 
trips West, one to Detroit and the other to Montpelier, Ohio, 
to investigate the various steps and proceedings in reference 
to the proposed mortgage of the Wabash Railroad Company 
upon the new line to be constructed between Montpelier, 
Ohio, and Hammond, Indiana. I have consulted with Mr. 
James F. Joy and Mr. Wells H. Blodgett, both of whom 
have most courteously given me all the aid and information 
in their power, and I now respectfully submit the following 
report: 

The Montpelier and Chicago Railroad Company of Ohio 
was duly incorporated on the nth day of January, 1889, 
by filing its certificate with the Secretary of State, which 
certificate is recorded in his office in Volume 47, page 115, 
of Records of Incorporations. 

The certificate stated the object of incorporation to be 
" for the purpose of constructing and operating a railroad, 
" the termini being the Village of Montpelier, County of 
** Williams and State of Ohio, and the Indiana State Line at 
"about the centre of Section Nineteen, Florence Town- 
" ship, in said County and State." 

The statutory requirements were all carefully and ac- 
curately complied with, stock subscription books duly 
opened, the stock fully subscribed, and the Company duly 
organized on the 12th day of January, 1889. On the same 
day and immediately after the Stockholders* meeting, the 
Board of Directors held a meeting and elected the officers 
of the Company. 
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A Stockholders' meeting was held at Montpelier, Ohio, 
on the 1 2th day of December, 1891, at which all the Stock- 
holders were present, and participated in the proceedings. 
At that meeting a new Board of Directors was elected, and 
the following resolution was unanimously adopted : . 

*' Resolved, That as the Montpelier and Chicago Railroad 
" Company is now without money or resources, and is 
" therefore unable to complete its line of railroad extending 
" from the Village of Montpelier in a westerly direction to a 
** point on the western boundary line of Williams County, 
" near the centre of Section Nineteen (19) in Florence Town- 
** ship, in said County of Williams, therefore, in considera- 
" tion of the premises, and of the sum of one dollar to it paid 
" by the Wabash Railroad Company, the President and Sec- 
" retary of said Montpelier and Chicago Railroad Company 
** are hereby authorized, empowered and directed to sell, 
** assign, transfer and convey to the Wabash Railroad Com- 
** pany all the road, roadbed, right of way, work, material, 
" and other property of the Montpelier and Chicago Rail- 
" road Company, including all its rights, privileges, ease- 
" ments and franchises of every kind and nature." 

On December 12, 1891, and immediately after the Stock- 
holders' meeting, there was a meeting of the Directors 
elected at said Stockholders' meeting, all being present. 
At that meeting, David Staufler was elected President, and 
George Strayer, Secretary. The following resolution was 
then unanimously passed by the Board : 

" Whereas, The stockholders of the Montpelier and 
" Chicago Railroad Company did, at a meeting duly called 
" and held at Montpelier, Ohio, on the 12th day December, 
" 1 89 1, by their unanimous vote adopt the following resolu- 
** tion, to wit : * Resolved, That as the Montpeher and 
" * Chicago Railroad Company is now without money or 
'* ' resources and is therefore unable to complete its line of 
" * railroad extending from the Village of Montpelier in a 
" * westerly direction to a point on the western boundary 
" * line of Williams County, near the centre of section nine- 
** • teen (19) in Florence Township in said County of Wil- 
** * liams, therefore, in consideration of the premises, and of 
" * the sum of one dollar to it paid by the Wabash Railroad 
" * Company, the President and Secretary of said Mont- 
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pelier and Chicago Railroad Company are hereby, au- 
thorized, empowered and directed to sell, assign, transfer 
and convey to the Wabash Railroad Company, all the 
" * road, roadbed, right of way, work, material and other 
" * property of the Montpelier and Chicago Railroad Com- 
pany, including all its rights, privileges, easements and 
" * franchises of every kind and nature.* Now, therefore, 
" be it Resolved, by the Board of Directors, that the Presi- 
" dent and Secretary of the Company be, and they are 
" hereby, authorized to execute in the name of the Company 
" on its behalf and under its corporate seal, a deed conveying 
" to the Wabash Railroad Company, a corporation duly or- 
" ganized under the laws of Ohio, all the road, roadbed, 
" right of way, work, material and other property of the 
" Montpelier and Chicago Railroad Company, mcluding all 
''"^^ rights, privileges, easements and franchises of every 
"kind and nature." 

^n pursuance of these resolutions, the following convey. 
3nce Was executed and delivered : 

^^ ' * His deed, made and entered into this 24th day of De- 
^^ cember, 1891, between the Montpelier and Chicago Rail- 
u f^^^ Company, a railroad corporation organized under the 
^^ ^^^ of Ohio of the first part, and the Wabash Railroad 
'* , ^pany, a railroad corporation also organized under the 
"l^V^S of the State of Ohio, party of the second part, WIT- 
** U^SSETH : 

** That WHEREAS, Said first party. The Montpelier and 
** Chicago Railroad Company, has acquired and now owns in 
•* part a roadbed and right of way for a railroad within the 
" State of Ohio, extending from the Town or Village of Mont- 
" pelier, in Williams County, in a westerly direction to a point 
" on the western boundary line of said county, which point is 
" also on the boundary line between the States of Ohio and 
" Indiana, and near the centre of Section Number Nineteen 
" (19) in Florence Township in said County of Williams ; and 

" Whereas, Said first party is, from lack of means and 
" other resources and for other causes, now unable to com- 
" plete the construction of its proposed line of railroad over 
•' and upon its said right of way and roadbed ; and 

" Whereas, The Wabash Railroad Company is also incor- 
" porated under the laws of the State of Ohio, and has 
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" authority to construct and operate a railroad over the same 
" route, or line above described, to wit : From said town or 
" Village of Montpelier, in a westerly direction to a point on 
" the western boundary line of said Williams County, which 
" point is also on the boundary line between the States of 
** Ohio and Indiana, and near the centre of Section Number 
" Nineteen (19) in Florence Township in said County of 
" Williams; and 

" Whereas, At a meeting of all the stockholders of said 
" Montpelier and Chicago Railroad Company, duly called by 
" the President thereof and held at said town or Village of 
" Montpelier on the 12th day of December, 1891 — of which 
" meeting due notice was given in the manner provided by 
** law — it was, by a concurrent vote of all the stockholders 
" of said Montpelier and Chicago Railroad Company (all of 
*' which were present and voting in person or by proxy), by 
" resolution declared that said Company was unable to com- 
" plete its said line of railroad, and that in consideration of 
** the premises, the said Montpelier and Chicago Railroad 
** Company should, by its President, for the sum of onedol- 
** lar to it paid by the Wabash Railroad Company, transfer 
" to said Wabash Railroad Company all its said roadbed 
" and right of way above described, which said resolution so 
** passed by said stockholders was in the words and figures 
" following, to wit : 

" * Resolved, That as the Montpelier and Chicago Railroad 
** * Company is now without money or resources, and is 
" ' therefore unable to complete its line of railroad, extending 
" * from the Village of Montpelier in a westerly direction to a 
" * point on the western boundary line of Williams County, 
'* * near the centre of Section Nineteen (19), in Florence Town- 
** * ship in said County of Williams, therefore, inconsideration 
** * of the premises, and of the sum of one dollar to it paid by 
" ' the Wabash Railway Company, the Presidentana Secre- 
" * tary of said Montpelier and Chicago Railroad Company 
" * are hereby authorized, empowered and directed to sell, as- 
" * sign, transfer and convey to the Wabash Railroad Com- 
"*pany, all the roadbed, right of way, work, material and 
" * other property of the Montpelier and Chicago Railroad 
" * Company, including all its rights, privileges, easements 
" ' and franchises of every kind and nature.' 

*' Now, THEREFORE, in consideration of the premises, and 
** of the sum of one dollar to it paid by the Wabash Railroad 
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" Company, the receipt whereof is hereby acknowledged, the 
"said Montpelier and Chicago Railroad Company does 
" hereby sell, assign, transfer and convey unto the said Wa- 
" bash Railroad Company, all of its right of way and roadbed 
"above described, including work done upon said line and 
" right of way and roadbed, and all the material furnished 
"therefor, together with all its privileges and easements as 
" fully as the same are or may be possessed by said Mont- 
"pelierand Chicago Railroad Company, and said Wabash 
"Railroad Company shall have the right to enjoy all said 
"property and privileges to the same extent that said Mont- 
"pelier and Chicago Railroad Company might have en- 
" joyed said property, privileges and easements had this 
" deed not been made. 

"In witness whereof, the said first party, the Mont- 
"pelierand Chicago Railroad Company, has caused these 
" presents to be signed in its gorporate name by its President 
" and attested by its Secretary, and the corporate seal of said 
"Company to be hereto affixed, the day and year first above 
" written. 

" Montpelier and Chicago Railroad Co., 
" By David Stauffer, 

" President. 
"Flora Strayer, ) ,,..^ 
"Simon Waterston, \ Witness. 

" Attest : [corporate seal.] 

"George Strayer. 

" Secretary. 

"State of Ohio,) ^ 
"Williams County, P^-- 

" Be it remembered, that on the 24th day of December, 
"one thousand eight hundred and ninety-one, before me 
"Simon Waterston, a Notary Public in and for said county, 
"personally appeared David Stauffer, President of the Mont- 
"pelier and (Jhicago Railroad Company, to me known to be 
"the real person, as such President, who bein^ by me duly 
"sworn, did depose and say : That he resided in the Village 
" of Montpelier, Ohio ; that he was the President of the Mont- 
"pelier and Chicago Railroad Company ; that he knows the 
" corporate seal of the said Company ; that the seal affixed to 
"the foregoing indenture or instrument was such corporate 
" seal ; that it was so affixed by order of the Board of Direc- 
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" tors of said Company, and that he signed his name thereto 
"by like order as President of said Company ; and said 
" David Stauffer acknowledged to me that he executed the 
"said indenture or instrument and signed, sealed and deliv- 
" ered the same as the free and voluntary deed of the said 
" Montpelier and Chicago Railroad Company for the uses 
" and purposes therein expressed. 

" In witness whereof, I have hereunto set my hand and 
" affixed my hand and official seal, this 24th day of Decem- 
"ber, 1 89 1. 

" Simon Waterston, 

"Notary Public." 

The foregoing transfer was authorized by Sections 3409, 
3410, 341 1 and 2^413 of the Revised Statutes of Ohio, by 
which it is provided, that any Railroad Company within 
the State of Ohio, which from lack of means or any other 
cause, is unable to complete the construction of its proposed 
road, may sell the same to any other company incorporated 
under the Laws of Ohio, with authority to construct and 
operate a railroad over the same route or any part thereof, 
and that such transfer shall include all work done upon 
such line of road, with all rights and easements, and shall 
vest the title in such grantee. 

That such transfer shall be made by deed, and that be- 
fore such transfer shall take place a meeting of the Stock- 
holders shall be called, at which meeting a resolution shall 
be passed by a concurrent vote of two-thirds in interest of 
the Stockholders present. 

On November 25, 1890, a special meeting of the Stock- 
holders of the Wabash Railroad Company was held at St. 
Louis, Mo., pursuant to sixty days prior notice duly given, 
stating the business to be brought before the meeting. 

At this meeting the following resolution was duly, 
adopted, having received a total vote of 704,462, which con- 
sisted of 435,732 shares of stock, and 26,873 Debenture Bonds 
casting ten votes each, no votes being cast against the same, 
to wit : 

" Resolved, That the Board of Directors and officers of this 
" Company be, and they are hereby authorized to arrange for 
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" the construction or acquisition of a road from a point at or 

" nearMontpeiier,in Williams County, Ohio, to the Indiana 

" State Line, and from thence in the State of Indiana to a 

" connection with the tracks of the Chicago and Western 

" Indiana Railroad Company at Hammond, Ind., and they 

" are hereby authorized to issue the bonds of this Company 

"for Three Million Five Hundred Thousand Dollars, to be 

" used in the construction and equipment of said line, and 

*' secure the same by a mortgage on the above described 

" road. The principal and interest of the bonds hereby au- 

" thorized may be payable in gold coin ; they shall bear in- 

*' terest at the rate of five per cent, per annum, payable 

" semi-annually, and they shall mature on such date as the 

" Board of Directors shall deem advisable. The authority 

" hereby conferred upon the Board of Directors and officers 

" of the company is intended to include and shall include 

" the power to purchase, if they think it advisable, the whole 

" or any part ol the right of way, property, franchises and 

" capital stock of any other railroad, or any railway cor- 

" poration organized for the above mentioned purpose 

"under the laws of Ohio and Indiana/' 

Prior to the execution of the deed hereinbefore set forth, 
and in compliance with the provision of Section 3280 of 
the Revised Statutes of Ohio, a certificate made and ac- 
knowledged by the President and Directors of the Wabash 
Railroad Company, setting forth the foregoing stockhold- 
ers' meeting, and the above Resolution passed thereat, and 
further certifying that the capital stock of said Company 
consisted of 520,000 shares, and that of that number of 
shares 435,732 thereof were cast in favor of the adoption 
of said resolution, was filed with the Secretary of State of 
Ohio. 

All the stock of the Montpelier and Chicago Railroad 
Company has been assigned to the President of the Wabash 
Railroad Company, who holds the same for the said Com- 
pany under a declaration of Trust duly executed by him. 

The Wabash Railroad Company has thus acquired all 
rights, privileges, franchises, rights of way, road-beds, &c., 
of the Montpelier and Chicago Railroad Company of Ohio. 

The said Wabash Railroad Company has power to build 
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the proposed road under Section 3280 of the Revised 
Statutes of Ohio, which reads as follows, to wit: 

" May construct branch roads, A company may con- 
** struct branches from the main line to towns or places 
" within the limits of any county through or into which its 
" road passes, or to a connection with any railroad which is 
" or may be built within this State, or to any coal or other 
" mine, if, at a meeting of the stockholders called for that 
" purpose, the holders of a majority of the capital stock 
** of the Company, by a vote, in person or by proxy, so de- 
** termine ; and upon such determination the president and 
" directors shall make and acknowledge a certificate setting 
" forth the facts, and file the same with the secretary of 
" state." 

The said Company is authorized by the laws of Ohio to 
extend its lines over the proposed right of way into Indiana, 
by Section 3279 of the Revised Statutes of Ohio, which 
reads as follows, to wit : 

** Certain companies may extend road into other States. Any 
** company organized for the purpose of constructing a rail- 
" road to the boundary line of this state, may extend its 
" road into and through any adjoining state under the 
" regulations which may be prescribed by such adjoining 
" state ; and the rights, powers, and privileges of such 
" company over such'extension, in the construction and use 
" of such road, and in controlling the property and applying 
" the money and assets thereon, shall be the same as if the 
** road were built wholly within this state." 

It is further authorized to build said road by Section I. of 
an act passed by the Legislature of Indiana and approved 
March 7, 1863, which reads as follows, to wit: 

" Section I. Be it enacted by the General Assembly of the 
** State 0/ Indiana, th'dt r2ii\ro2id companies incorporated by 
" special charter under the laws of the states of either Ohio 
" or Illinois, or under any general law of either state, with 
" their termini at the boundary of either state, may con- 
" tinue their roads into this state so far as may be hecessarj 
" to form a connection with any road already built in this 
" state, and may for such purpose purchase and hold such 
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'*real estate as is necessary for depot buildings, machine 
" shops, stock yards, tracks, crossings and sidings.'* 

-All requisite maps and surveys of the proposed road have 
heen duly filed, and every detail has received attention. 

Having thus acquired the right to build the road, the 
^gbt to issue bonds and secure the same by a first mort- 
ffsge upon the proposed road, is given by the following 
statute. 

Section 3286 of the Revised Statutes of Ohio provided 
that: 

" A company may issue bonds, convertible or otherwise, 
" bearing a rate of mterest not exceeding seven per centum 
"per annum, to an amount not exceeding two-thirds of its 
'Jj^pital stock, actually subscribed, for one or more of the 
" following purposes : Completing or extending its road, 
"constructing branch roads, laying double or additional 
"track, increasing its machinery or rolling stock, building 
'j^^Pots or shops, making improvements, paying its in- 
" funded debts, or redeeming its bonds ; and it may secure 
"the bonds issued for such purposes by mortgage on its 
" property, or otherwise, if authorized by the vote, in per- 
" son or by proxy, of holders of a majority of the stock upon 
"<^* all the installments called for by the board of 

" directors have been paid ; but such vote shall be taken at 
" a meeting of the stockholders, of which thirty days* notice 
"shall be liven/' 

Section I. of an act of the Legislature of the State of 
Indiana, approved February 5, 1852, and entitled " An Act 
authorizing Railroads * * * to borrow money, &c.," is 
as follows : 

*' That every railroad " (enumerates other corporations) 

" organized under the laws of this state, heretofore incor- 

*^porated or hereafter to be incorporated within this state, 

" shall have full power and authority from time to time to 

" borrow money upon its own credit, at any rate of interest 

" per annum not exceeding the legal rate of interest allowed 

" by the law of the state where the loans may be negotiated, 

" or the money borrowed, to be agreed upon between the 

" parties, for the sole purpose of constructing its roads, and 

" furnishing material therefor, * * * may mortgage its 
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" road, income, mills, real estate and other property, and 
** may by its president, or other officers or agents, sell, dis- 
" pose of or negotiate such bonds, notes, or the stock of such 
" company, at such times and at such places, either within 
" or without this state, and at such rates, and for such 
" prices, as in the opinion of such company, will best ad- 
" vance its interests/' 

All the preliminary steps having been taken, as shown 
above, the Wabash Railroad has thus the power to execute 
the proposed mortgage. 

The present mortgages upon the Wabash Railroad cover 
only the properties described therein, and do not and will 
not cover the new line of road. 

On February 28, 1890, the Montpelier and Chicago Rail- 
road Company of Indiana was duly incorporated by filing 
its certificate of incorporation with the Secretary of State 
of Indiana. 

This certificate states the purpose of organizing the 
company to be the construction of a contemplated railroad, 
which is therein described as follows, to wit: 

" The eastern terminus of said road shall be on the east 
" line of the State of Indiana, on the east line of the frac- 
" tional section number Twenty-eight, town number Eight, 
" north of Range Fifteen east, in Richland Township, in 
" Steuben County in said State of Indiana ; thence running 
" in a westerly direction through the counties of Steuben, 
" Lagrange, De Kalb, Porter, Noble, Elkhart, St. Joseph, La 
" Porte and Lake, to terminate on the west line of said State 
" where the Chicago and Western Indiana Railway strikes 
" the west line of said State of Indiana at or near the Vil- 
" lage of Hammond in said Lake County and State of In- 
" diana ; the length of said railroad, as near as may be, to 
" be one hundred and fifty miles." 

The said Company was duly organized and the stat- 
utory requirements complied with. 

All the capital stock of this Company has been assigned 
to the President of the Wabash Railroad Company who 
holds the same in trust for said Wabash Railroad Company 
under a declaration of trust. 
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As the proposed line of road described in this Company's 
charter is the same as that portion of the proposed Detroit 
extension which runs through Indiana it was thought wise, 
as a mere matter of precaution, to take the proceedings 
which will now be set forth. 

On December 9, 189 1, a meeting of the Stockholders of 
the Montpelier and Chicago Railroad Company of Indiana 
was held at Hammond, Indiana, all the capital stock of the 
Company being represented. 

At that meeting the following resolution was unanimously 
adopted : 

''Resolved, That the President and Secretary of this Com- 
'* pany be, and they are hereby, authorized in its name, and 
'* lor the sum of one dollar, to sell, assign, transfer and con- 
" vey to the Wabash Railroad Company every part and 
" parcel of the right of way, roadbed, property, and uncom- 
" pleted railroad of the Montpelier and Chicago Railroad 
" Company, together with all its rights, privileges, fran- 
" chises and easements, and that the Board of Directors be 
" and they are hereby authorized to pass such resolution 
" and perform all such acts as may be necessary to carry 
" this resolution into efifect'* 

On December 12, 1891, a meeting of the Board of Di- 
rectors of the Montpelier and Chicago Railroad Company 
of Indiana, was held at Montpelier, Ohio. All the mem- 
bers of the Board were present. At that meeting the fol- 
lowing resolution was unanimously adopted : 

"Whereas, The Stockholders of the Montpelier and Chi- 
" cage Railroad Company did at a meeting duly called and 
" held at Hammond, Indiana, on the ninth day of December, 
" 1 891, by their unanimous vote, adopt the following reso- 
" lution, to wit : * Resolved, That the President and Secretary 
" * of this Company be and they are hereby authorized in its 
" * name and for the sum of one dollar, to sell, assign, transfer 
'* ^ and. convey to the Wabash Railroad Company every 
" ' part and parcel of the rights of way, roadbed, property 
" 'and uncompleted railroadof the Montpelier and Chicago 
" * Railroad Company, together with all its rights, privileges, 
" * franchises and easements, and that the Board of Directors 
" ' be and are hereby authorized to pass such resolution 
" *and perform all such acts as may be necessary to carry 
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** * this resolution into effect/ Now, therefore, be it 
** Resolvedyhy the Board of Directors that the President and 
" Secretary of the Company be and they are hereby author- 
" ized and directed for the sum of one dollar, to execute in 
'* the name of the corporation and under its corporate seal a 
" deed conveying to the Wabash Railroad Company every 
" part and parcefof the right of way, roadbed, property and 
" uncompleted railroad of the Montpelier and Chicago Rail- 
" road Company, together with all its rights, privileges, fran- 
" chises and easements." 

On December 14, 1891, the following conveyance was 
duly executed and delivered : 

" This deed, made this fourteenth day of December, in the 
"year one thousand eight hundred and ninety-one, between 
** the Montpelier and Chicago Railroad Company, a corpo- 
" ration organized under the laws of Indiana, of the first part, 
" and the Wabash Railroad Company, a consolidated corpo- 
" ration organized under the laws of Indiana, Ohio, Illinois, 
** Missouri and Michigan, of the second part, WITNESSETH : 

" That WHEREAS, On or about the first day of June, 1880, 
" the Wabash, St. Louis and Pacific Railway Company, a 
" consolidated corporation organized under the laws of In- 
'* diana, Ohio, Illinois and Missouri, executed a mortgage or 
" deed of trust, whereby it conveyed to the Central Trust 
** Company of New York, aiid James Cheney, of the State of 
** Indiana, all its lines of railroad in the State aforesaid ; 
" and, 

" Whereas, Afterwards, to wit, in the year 1886, decrees 
" foreclosing said mortgage and ordering the sale of said 
" mortgaged property were entered in the Circuit Court of 
"the United States for the District of Indiana, the Circuit 
" Court of the United States for the Eastern District of 
" Michigan, the Circuit Court of the United States for the 
"Northern District of Ohio, the Circuit Court of the United 
" States for the Southern District of Illinois, and the Circuit 
" Court of the United States for the Eastern District of Mis- 
" souri ; and, 

" Whereas, The railroad and property described in said 
" mortgage, and a part of which was situated within the 
" State of Indiana and part in said adjoining States, was 
" afterwards, on the 26th day of April, 1886, sold under fore- 
" closure decrees at the City of St. Louis, in the State of Mis- 
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"souri, on the line of said railroad as an entirety, which sale 
" was made after notice thereof had been given by publica- 
"tion once a week, for six successive weeks in one public 
"newspaper, published in each of the cities of New York 
"and St. Louis; and, 

"Whereas, At said sale the property and railroads afore- 
"said were purchased by James F. Joy, O. D. Ashley, 
"Thomas H. Hubbard and Edgar T. Welles; and, 

"Whereas, SaicJ purchasers and their associates did in 
"the year 1889 form a corporation under the laws of Indiana 
"by nlin^ in the office of the Secretary of State, a certificate 
"specifying the name and style of said corporation, the 
" number of directors, the names of the first board of direc- 
"tors and the period for which they should serve, the 
"amount of original capital and the number of shares into 
" which it was divided, which corporation so formed was 
"known as the Wabash Eastern Railroad Company of In- 
"diana; and, 

"Whereas, The corporation formed as aforesaid was 
"afterwards consolidated with certain other railroad corpo- 
" rations, org^anized under the laws of Ohio, Illinois, Michi- 
"gan and Missouri, and owning railroads in said other States, 
"which formed continuous lines with said railroad in the 
"State of Indiana, which consolidated company took the 
"name of the Wabash Railroad Company; and, 

" Whereas, The Montpelier and Chicago Railroad Com- 
" pany owns a line of railroad in this State which has not 
"yet been completed, equipped or put in operation, and 
" which will, when completed connect with and intersect 
" the line now owned by said Wabash Railroad Company ; 
"and, 

" Whereas, The Board of Directors of said Montpelier 
"and Chicago Railroad Company did on the twelfth day of 
"December, 1891, with the consent of all the Stockholders 
" of said Company, by resolution, authorize and direct the 
" President and Secretary of said Company in its name and 
"for the sum of one dollar, to sell, assign, transfer and 
"convey to said Wabash Railroad Company all and every 
"part and parcel of its said right of way, roadbed, property 
"and uncompleted railroad, together with all its nghts, 
" privileges, franchises and easements ; 

"Now, therefore, KNOW ALL MeN BY THESE PRESENTS: 

" That, in consideration of the premises and of the sum of one 
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" dollar to said Montpelier and Chicago Railroad Com- 
" pany paid by said Wabash Railroad Company , the'receipt 
" whereof is hereby acknowledged, the said Montpelier and 
** and Chicago Railroad Company, has granted, bargained 
" and sold, assigned and set over, and by these presents it 
" does grant, bargain, sell, assign and set over unto said 
" Wabash Railroad Company every part and parcel of its 
" said right of way, roadbed, property and uncompleted rail- 
" road, commencmg at a point on the Indiana State Line in 
** Steuben County, where it connects with a line of railroad 
** now owned by said Wabash Railroad Company, and extend- 
** ing from thence through the counties of Steuben, Lagrange, 
** DeKalb, Noble, Elkhart, St. Joseph, La Porte, Porter and 
" Lake, to a point at or in the vicinity of Hammond in 
" said County of Lake where it connects, or may hereafter 
" connect, by lease or otherwise, with the tracks of the 
" Chicago and Western Indiana Railroad Company, together 
** with all the rights, privileges, franchises and easements 
" thereunto pertaining, and which are now owned or vested 
" in said Montpelier and Chicago Railroad Company. 

" To HAVE AND TO HOLD the same unto the said Wabash 
" Railroad Company and its successors and assigns forever. 

" In witness whereof, the said party of the first part, 
" The Montpelier and Chicago Railroad Company, has 
" caused these presents to be signed by its President and 
" attested by its Secretary and the corporate seal of said 
" Company to be hereunto affixed, the day and year first 
** above written. 

" Montpelier and Chicago Railroad Company, 
" By David Stauffer, 

** President. 
" Attest : 

** Geo. Strayer, 

" Secretary. 
" Attest: . 

" M. E. Griswold. [corporate seal.] 

" Joseph Baldwin. 



" State of Indiana, ) . 
" De Kalb County, j ^^•^ 

** Be it remembered, that on this 14th day of December, 
" one thousand eight hundred and ninety-one, personally 
" came before me the undersigned, a Notary Public within 
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"^ and (or the county aforesaid, David Stauffer, who bein^ by 

** me duly sworn, did depose and say : That he is the Presi- 

** dent of the Montpelier and Chicago Railroad Company, 

"and in the foregoing instrument; that the name oi said 

" Company is signed to said instrument by him, as President 

"of said Company by virtue of the order of the Board of 

" Directors; that the seal of the Company attached thereto 

" is the proper and genuine seal of said Company, and is 

" affixed thereto by order of said Board of Directors. And 

"the said David Stauffer, as President, acknowledged the 

" execution of the annexed instrument to be the act and 

" deed of the Montpelier and Chicago Railroad Company 

" for the uses and purposes therein expressed. 

" In witness whereof, I have hereunto set my hand and 
''affixed my notarial seal this 14th day of December, 1891. 

"J. H. Rose, 

" Notary Public." 

This conveyance is made in pursuance of Section 7 of an 
Act of the Legislature of the State ol Indiana entitled ** An 
" Act to authorize, regulate and confirm the sile of rail- 
" roads, &c." 

Approved March 3, 1865. 

The act provides for the incorporation by the purchasers 
0/ railroads sold under decree of foreclosure. Section 7 of 
said act reads as follows, to wit : 

" Any railroad company incorporated under the pro- 
" visions of this act shall have the power and authority, to 
" acquire, by purchase or contract, the road, roadbed, real 
" and personal property, rights and franchises of any other 
" railroad corporation or corporations which may cross or 
" intersect the line of such railroad company, or any part of 
" the same, or the use and enjoyment thereof, in whole or 
" in part, and may also purchase or contract for the use and 
** enjoyment, in whole or in part, of any railroad or railroads 
" lying within adjoining states, may assume such of the debts 
" and liabilities of such corporations as may be deemed 
" proper; and upon purchasing any such railroad or rail- 
" roads, all the real and personal property of such corpora- 
" tions, so purchased, and also the rights, powers and fran- 
" chises of the same, shall become vested in the railroad 
" company so purchasing the same, together with all the 
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" rights, powers, privileges and franchises conferred by the 
^ charter of the roads so purchased, and all amendments 

* thereto and the provisions of this act, and the company 
' so purchasing or acquiring the title to or use of such rail- 

* road or railroads shall have power to complete, maintain 

* and operate the same. ^ * * Provided^ that the pro- 

* visions of this act shall not be so construed as to authorize 

* any railroad company organizing under the same to con- 
' solidate with or acquire by contract or purchase, the 

* road, roadbed, real and personal property, rights and 

* franchises of any railroad, already built, equipped and 

* operated within the state of Indiana, and which may cross 

* or intersect the line of the road of any company organized 

* under this act ; but the powers of consolidation and pur- 

* chase shall be and is hereby limited and restricted to such 

* roads within the state of Indiana as may cross and inter- 

* sect the same, and which have not been equipped and 

* operated in whole or in part/' 

These various proceedings have been carried out pur- 
suant to a plan devised by Mr. Wells H. Blodgett, general 
solicitor of the Wabash Railroad Company, and have re- 
ceived his personal supervision. 

In my opinion everything has been done strictly in con- 
formity with the laws of Ohio and Indiana which is neces- 
sary to vest the ownership of the proposed line in the 
Wabash Railroad Company and to enable it to execute a 
valid mortgage which will be a lien upon the said line as 
now surveyed and constructed and as it will be when 
constructed, and I am authorized to state that Mr. Blodgett 
is ot the same opinion. 

Yours very respectfully, 

CLARENCE D. ASHLEY. 
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Tbe Wabash, St Lonis & Pacific Railway Company. 



On the 29th of May, 1884, the property of The Wabash, 
St. Louis & Pacific Railway Company passed into the 
possession of Receivers Solon Humphreys and Thomas E. 
Tutt by order of the United States Circuit Court for the 
Eastern District of Missouri. 

The operations of the years 1882 and 1888 proved, con- 
clusively, that the fixed charges of the Corporation, as 
then established, could not be provided for from the net 
earnings of the system, consisting of about 8,500 miles of 
road. It was then decided by the Directors that a reor- 
ganization would be necessary, and a plan was accord- 
ingly prepared by one of the members of this Committee, 
which, after slight modification, met the approval of 
the Board. (See Appendix, Exhibit A.) Messrs. Joy and 
Ashley were then authorized to visit London in order to 
confer with the English Bondholders and Stockholders. 
After several weeks of consultation a Committee was ap- 
pointed at a meeting in London, to the members of which 
further n^otiations were referred. Upon the return of 
Messrs. Joy and Ashley to New York, the negotiations 
were resiuned by cable and mail without much success, 
but in March, 1885, Mr. Joy paid another visit to London 
and addressed a full meeting of the security holders. 
The meeting finally adopted some of the main features of 
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the plan, but left others to be settled by the London Oom- 
mittee, of which Mr. John Morris was Chairman. Points 
of difference were developed between the endorsers of 
Company notes secured by Collateral Trust Mortgage 
Bonds and the holders of General Mortgage Bonds, and 
these were not definitely reconciled until after a pro- 
tracted conference in New York between Captain Francis 
Pavy and Mr. James Bald, representing the London Com- 
mittee and the holders of Collateral Trust Bonds. 

Finally, in July, 1885, an agreement was reached and 
under its provisions the present Purchasing Committee 
took charge of the proposed reorganization. The duties 
and powers of the Committee are fully set forth in the 
document called '^The Agreement of July 16, 1885." (See 
Appendix, Exhibit B.) 

Following these instructions, which were ratified and 
confirmed by the holders of General Mortgage and Collat- 
eral Trust Bonds and the Stockholders, the Purchasing 
Committee proceeded to foreclose both the General and 
Collateral Trust Mortgages, and at the sale, under decree 
of the Court, became the purchasers of the entire property, 
subject to the prior Mortgagee and to the conditions of the 
decree. These conditions involved the payment of all 
debts declared by the Court to be liens on the property of 
the Company, consisting partly in Receiver's Certificates, 
and partly in labor and supply claims contracted during 
the six months prior to the Receivership. Until these 
stipulations were fully carried out, possession of the prop- 
erty could not be obtained. These claims, admitted by the 
Court as preferred liens, aggregating more than $4,000,000, 
were thus to be paid in cash before the Purchasing Com- 
mittee could continue the process of reorganization. 

All the plans and calculations of the Committee and the 
negotiating parties had been founded upon the assump- 
tion, that the lines of the Company, relieved from the 
compulsory obligation of paying interest at 6 per cent, on the 
General Mortgage and Collateral Trust Bonds, aggregat- 
ing $26,000,000, would be able to meet the interest on the 
prior or underlying mortgages without difficulty. Their 
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efforts, therefore, had been wholly directed to the comple- 
tion of an agreement which would reconcUe the conflict- 
ing claims of these two Mortgages, and to obtain the con- 
sent of these Bondholders to interest payment dependent 
upon income. 

A contest between these two Mortgages would have 
plunged the Corporation into costly, protracted and ruinous 
litigation,— broken up the system and probably have 
destroyed the value of the bonds in question, while for the 
Stock there would have been no hope whatever. 

The Committee therefore welcomed with great satisfac- 
tion the end of this first stage of negotiation, after a very 
trying experience with the naturally disappointed and 
indignant holders of General Mortgage Bonds. These 
Bonds had been sold in London at or near their par value, 
with the confident expectation of receiving six per cent, 
interest on the investment, and to propose such a radical 
change in the conditions of the Mortgstge was equivalent 
to a confession of weakness incomprehensible to the 



The members of the Committee charged with the nego- 
tiation, while conscious of this, saw no other way out of 
the troubles of the situation and felt obliged to insist upon 
the change. 

It may not be considered superfluous here to state, that 
whfle feeling great sympathy for the holders of Gleneral 
Mortgage Bonds, the Committee felt bound to advocate 
such measures of reorganization as then appeared essen- 
tial to its success and permanence. It was difficult, 
however, to disabuse the Bondholders of the impression 
that the Committee were responsible for the issue and 
sale of the Bonds, and for the circumstances which 
had brought the Company to bankruptcy. Criticism and 
censure, freely lavished upon the Committee through the 
press and by excited Bond and Shareholders at the meet- 
ings in London, were patiently submitted to in view of the 
importance of harmonizing interests by the adoption of 
measures necessary to their preservation. 

Meantimei the Committee were successful in securing 
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the assent of the Stockholders to the agreement of July 
15, 1886, and by May, 1886, had collected upwards of 
$3,400,000 from them in subscriptions for the stock to be 
issued by the new Corporation. It became, therefore, 
reasonably certain that the terms of the Decree of Sale 
could be complied with, so far as payment of the obliga- 
tions recognized by the Court was in question. At tills 
juncture, however, the Committee were compelled by the 
imfortunate results of the traffic of 1885, as officially an- 
nounced by the Receivers, to recognize the inutility of a 
reorganization which would fail to accomplish its purpose 
and prove to be an inadequate remedy for existing 
troubles. It was obvious to the Committee that an attempt 
to carry out the former design of the junior interestSj 
which would involve in prior mortgage obligations the 
payment of fixed charges considerably exceeding the net 
earning capacity of the system, would only result in fresh 
bankruptcy, and that relief of this character would be 
ephemeral and unsatisfactory. 

After thorough investigation and consultation with the 
proprietary interests, the Committee decided that, in 
justice to the contributors of new capital, material con- 
cessions must be asked of the senior Mortgages on the east 
side of the Mississippi River, which were then in default. 
Unless these could be obtained, it appeared evident to the 
Committee that the reorganization scheme would be un- 
successful, and in the administration of their ti*ust, the 
members of the Committee were unwilling to expose the 
junior interests to such probably disastrous consequences. 

Guided by these considerations, the Committee issued 
a pamphlet circular to the holders of Mortgage Bonds on 
the main lines east of the Mississippi River, including the 
Chicago Division, briefly stating the facts of the case and 
asking their assent to a reduction of interest to five per 
cent, on new bonds to be issued in exchange for outstand- 
ing securities. (See Appendix, Exhibit C.) Books were 
opened for the signatures of assenting Bondholders, and 
fair progress had been made in this direction when an or- 
ganized and formidable opposition, on the part of some of 
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the holders of Second and Consolidated Mortgage Bonds, 
developed itself ^ while, at the same time, foreclosure suits 
were commenced in the Illinois Circuit Courts. 

The diflBculties which this entire change of plan must nee- 
eeearily have encountered, can only be appreciated by refer- 
ence to the existing Mortgages and to the standing which 
these securities had for many years held in the stock mar- 
ket. Fourteen Mortgages, of which nine were first liens 
upon the main lines east of the Mississippi River, and 
nearly all bearing seven per cent, interest, were asked to 
reduce, voluntarily, the interest on their Bonds to five per 
cent., and to extend the time of payment of the principal 
forty years. The First Mortgages were considered per- 
fectly safe securities and the Seconds but little inferior, 
while the burden of both was not generally considered 
an excessive one. The amount of all the securities 
involved in these new propositions was upwards of 
$29,000,000, and since 1884 the interest on this sum had 
been in default and was still accumulating without pros- 
pect of payment. Opposition, under these circumstances, 
was to be anticipated, and while the Committee could see 
dearly that nothing less than this reduction of interest 
and extension of time would accomplish a permanent 
reorganization, it was not easy to convince Bondholders 
that their safety demanded such a sacrifice. The opposi- 
tion which now presented itself, and which soon made 
itself conspicuous in the Courts, effectually checked the 
new movement of the Purchasing Committee, and again 
they were compelled to wait for more favorable develop- 
ments. 

In July and August, 1886, meetings of the Mortgage 
Bondholders were held in New York, and a Committee, of 
which Mr. Henry V. Poor was Chairman, were charged 
with the duty of investigation and report. This Commit- 
tee, after a careful examination, gave the result of their 
labors in a full report to a subsequent meeting, recom- 
mending some changes in the plan, and, upon their adop- 
tion, advised Bondholders to accept the propositions of the 
Purchasing Committee. (See Appendix, Exhibit D.) 
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Promptly acceding to the suggestions of Mr. Poor's Com- 
mittee, the books were reopened with the amendments, 
and gratifying success followed. The C!ommittee of Con- 
solidated Mortgage Bondholders, uniting with some of the 
discontented holders of First Mortgage Bonds, refused, 
however, to accept the new proposals and continued their 
aggressive suits. These culminated in the Autumn of 
1886 in the decision of the United States Court in Illinois, 
which removed Receivers Humphreys and Tutt from the 
control and possession of the lines east of the Mississippi 
River, and appointed Hon. Thomas M. Cooley as Receiver 
in their stead. On January 1, 1887, this change was en- 
forced and the separation of the system, imder different 
Receivers, was accomplished. 

Notwithstanding these annoying and embarrassing ob- 
stacles, the Purchasing Committee, feeling satisfied that 
no practical solution of the difficulties of the Corporation 
could be reached, except upon the conditions substanti- 
ally as advocated by them and approved by Mr. Poor's 
Committee, persevered steadily in urging their acceptance 
by the Bondholders, and finally succeeded in securing the 
assent of a clear majority of all the Mortgages. The sep- 
aration of the lines under two Receiverships, while adding 
to the complications of the case and largely increasing the 
expenses, was not considered a serious impediment, and 
its financial outcome, it was evident, could not be advan- 
tageous to the Bondholders in whose interest the step had 
been taken. 

On March 1, 1887, the Purchasing Committee organized 
the Wabash Western Railway Company, and having ful- 
filled the conditions of the decree and paid the obliga- 
tions of Receivers Humphreys and Tutt, received a deed, 
and conveyed to that Company the main lines west of 
the Mississippi River. During the Winter suit was com- 
menced by some of the east line Bondholders against 
Receivers Humphreys and Tutt and the Purchasing Com- 
mittee for the net earnings of 1886, over and above the 
interest paid on Mortgagee west of the River and amount- 
ing to about $1,500,000. The Court decided against the 
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petitioners, and the error of the Bondholders in sepa- 
rating the lines and romoving a part of them from the 
jurisdiction of the Missouri Court was thus practically 
demonstrated. 

During the year 1887 satisfactory adjustments were 
agreed upon with the opposing Bondholders represented by 
two Committees of First, Second and Consolidated Mort- 
gages, and in November, after full consultation with repre- 
aentatiyes of the opposing Bondholders, a new plan of 
reorganization was agreed upon and promulgated. This 
plan, dated November 21, 1887 (see Appendix, Exhibit E), 
involved the payment of all overdue interest on the First 
Mortgages in cash, and the funding of that due on the 
junior Mortgages in the new First Mortgage Bonds. It 
provided, also, for a foreclosure of all the Mortgages and 
the issue of new mortgage bonds on a five per cent, in- 
terest basis. 

The plan required the Purchasing Committee to arrange 
for the advance of a further sum of about $3,000,000, 
but was accepted after thorough consideration in view of 
meeting the claims of opposing Bondholders, and in view 
of the importance of bringing the reorganization to a 
successful conclusion. Under the new plan large deposits 
of bonds were at once secured, and it was soon demon- 
strated that nothing could be accomplished by malcontent 
Bondholders in opposition. Two new Committees were, 
however, organized to obstruct and delay the proceedings, 
one in behalf of Second Mortgage and one representing 
First Mortgage Bondholders. An amicable settlement 
was soon after arranged with the former, but the oppo- 
sition of the latter, representing some four or five millions 
of First Mortgage Bonds on the main line and Decatur 
branch, became more active and more hostile at every 
phase of the contest. 

The foreclosure proceedings, under the various Mort- 
gages, were finally consolidated and a decree of sale was 
obtained in March, 1889, after long and exhaustive argu- 
ments in Court. This decree contained an unusual stipu- 
lation which compelled the buyer to pay an " upset price'' 
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equal to the amount of First Moi*tgage Bonds and interest, 
on the main line from Toledo to St. Louis, and the Pur- 
chasing Committee were thus obliged to provide a further 
amount of from $5,000,000 to $6,000,000 in cash to pay oflf 
the amount of Bonds held by the opposing Bondholders, 
as well as those which should not have accepted the terms 
of reorganization. In order to provide this large sum, it 
became necessary for the Committee to sell a sufficient 
amount of the new bonds in advance of issue to pay off 
the outstanding bonds. The undertaking presented very 
serious difficulties, and, under unfavorable conditions of 
the money market, might have baffled the plans of the 
Committee ; but, by the aid of the Central Trust Company 
in advancing the requisite sums, the difficulties were 
overcome, and the Committee finally succeeded in selling 
all the new bonds (about $6,000,000) at ninety-five per 
cent, and accrued interest to date of issue. 

While conscious of the serious responsibilities thus as- 
sumed, the Committee saw no alternative but to accept 
the consequences of a sale under the decree, and therefore 
carried out their programme of purchase, even before the 
funds had been secured, relying upon their ability to dis- 
pose of the bonds in time to meet all advances. 

On the 1st of July, 1889, Receiver McNulta, whb had 
succeeded Judge Cooley, under direction of the Court, 
turned over the control of the east lines to the Committee, 
and the Wabash Western Railway Company assumed the 
management. In August, the consolidation of the various 
Companies previously organized on lines east of the Mis- 
sissippi River with the Wabash Western was perfected, 
and the new Company, as now organized, began its cor- 
porate life under the name of The Wabash Railroad Com- 
pany. 

This outline of the operations of the Purchasing Com- 
mittee gives but a sketch of one of the most complicated 
and difficult railway reorganizations ever carried through 
in the United States. Obliged to deal with the often con- 
flicting claims of thirty-nine mortgages, — ^inheriting by 
purchase the legal reclamations of many leased lines, — and 
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obliged to raise more than $12,000,000 in cash to pay off 
the obligations developed in the contention, the Commit- 
tee were, at times, almost overwhelmed by the difficulties 
of the case, especially as they were obliged to depend upon 
the resources within their own control to provide for all 
money required in excess of the amount collected from 
Stockholders and Debenture Bondholders. Without cor- 
porate credit and without securities immediately available, 
it seemed almost a hopeless task to raise the large sums 
required, but there was no alternative. Hesitation would 
have involved complete and probably disastrous failure. 
Thoroughly satisfied, however, with the fairness of the 
propositions, and convinced that the safety of the holders 
of Wabash securities largely depended upon a successful 
reorganization, the Committee took all the risks and 
steadily continued their efforts to bring order out of chaos, 
and to place the Wabash property upon a substantial and 
enduring basis. 

If the Committee had been content to perform no larger 
duties than were imposed upon them by the agreement of 
July 15, 1886, they would have paid out the fund (about 
$3,400,000) raised by contribution of jimior security hold- 
ers; they would have discharged, to that extent, the Re- 
ceiver's debt; they would have organized a new company 
upon the title obtained by foreclosure of the General and 
Collateral Trust Mortgages, and would have distributed 
stock and income bonds of this Company among the con- 
tributors to the fund. But the stock would have been 
worthless and the income bonds would never have received 
a payment from income. The new Company would have 
b€^n life subject to a large floating debt, and subject also 
to immense accumulations of interest overdue and unpaid 
upon First and Second Mortgage Bonds. The Mortgages 
by which these bonds were secured would have been 
speedily foreclosed. The new stock and income bonds 
would have been extinguished, the money piiid out would 
have produced no possible benefit to the parties who con- 
tributed it, but would have been used for the holders of 
senior securities who did not contribute it, because it 
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would have diminished the Receiver's debt which they 
would otherwise have been compelled to assume. 

The Committee foresaw this, and the statistics of the 
property have now verified their forecast. 

To prevent such disaster it was necessary to make a new 
and different plan of reorganization. This was done. But 
the new plan involved apparent concessions from senior 
securities that provoked determined opposition. 

It involved also the payment, in the first place, of great 
sums of money to discharge defaulted interest, and, after- 
wards, still larger sums to pay the ** upset price " fixed by 
the Court. In effect this decision of the Court was equiv- 
alent to an order on the Committee to pay in cash certain 
classes of bonds whose holders opposed the reorganization. 
But, while involving these liabilities, the plan did not pro- 
vide, nor was it possible to provide the cash to meet them. 

To enter upon the execution of the plan without such 
provision would, by many, be deemed hazardous, if not 
impracticable. The Committee succeeded in carrying it to 
a fortunate conclusion, in part by the credit extended them 
by the Central Trust Company; in part by the judicious 
sale of properties not essential to the operation of the 
present system; in part by an advantageous sale of the 
new bonds corresponding to the old bonds paid off; and in 
part through the good fortune that sometimes attends 
persistent effort. 

They feel a just pride in the outcome, which has given 
to the holders of First and Second Mortgage Bonds new 
securities better than those they were compelled, reluc- 
tantly, to relinquish; has given to the junior security 
holders stock and income bonds of a value now substantial 
and steadily increasing; and has effected a reorganization 
which, with average business prosperity and fair manage- 
ment, should be permanent. 

Innumerable suits have required close and unremitting 
attention— suits involving in the aggregate claims for 
millions of dollars — while resistance to excessive charges 
for legal services and compensation of Mortgage Trustees 
has been constantly necessar}'' to extricate the embarrassed 
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Corporation from the toils and burdens of bankruptcy. 
Some of these suits are still pending, but, in nearly every 
instance, the Committee, represented by able counsel, 
have defeated the claimants in the Courts of primary 
jurisdiction, and it is believed that the position of the 
Committee as defendants will be ultimately sustained. 

Among these suits are the following: 

The Toledo, Peoria & Western Railway Company Trus- 
tees brought suit April 26, 1886, in the United States 
Circuit Court for net earnings under the lease, and in 
July, 1886, a decree was entered against Humphreys and 
Tutt, Receivers, for $99,571.17, which sum was paid. On 
July 5, 1888, the Court ordered additional payment for 
rental balance of $221,509.80. On a rehearing in June, 
1890, this decree was set aside and the petition was dis- 
missed. No appeal has been taken in this case. 

The Indianapolis, Peru & Chicago Mortgage Trustee 
brought suit in July, 1886, for net earnings and rental. 
In October, 1889, the Master in Chancery reported due to 
the Trustee, $226,058.65. In April, 1891, the Court dis- 
missed the petition. An appeal has been taken by the 
Trustee to the Supreme Court of the United States. 

The St. Joseph & St. Louis Railway Company brought 
suit in 1886 for $121,235.00 rental. The Court dismissed 
the petition, and an appeal was taken by the St. Joseph & 
St. Louis Railway Company to the Supreme Court of the 
United States. 

The Trustee of the Omaha Division Mortgage brought 
suit in 1886 for arrears of rental amounting to $222,254.87. 
The Court awarded $27,416.66 in 1889. Both parties ap- 
pealed. 

Suit of same Company for possession of the Elevator at 
Council Bluflfs resulted in a decree in 1887 in favor of the 
Omaha Company, passing to it the title of the Elevator as 
an appurtenance of the Mortgage. On appeal to the 
Supreme Court of the United States, May 11, 1891, this 
decree was reversed. 

A suit by the same Company was begun in 1886 for an 
apportionment and distribution of the rolling stock on 
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that Division. In 1887 a decree was given in favor of the 
Omaha Company. This was carried on appeal to the 
United States Supreme Court, and in October, 1890, the 
appeal was dismissed. Several other petitions were filed 
by the Omaha Company, claiming additional equipment 
and mileage on same to the amount of $68,626.14. This 
claim was dismissed by the Court. Subsequently another 
suit was begun in the United States Court for the Eastern 
District of Missouri, and this is still pending. 

Suit by the Trustee of tbe Clarinda Branch Mortgage 
was b^un in 1886 for arrears of rent amounting to $27,- 
052.75. In March, 1888, a decree for $13,234.32 was 
granted by the Court, but upon a rehearing in September 
the decree was vacated and set aside. The suit goes to 
the United States Supreme Court on appeal of the Trustee. 

The Trustees of the Quincy, Missouri & Pacific Mortgage 
brought suit for $114,600. The Court dismissed the peti- 
tion and the Trustees appealed. 

Suit brought in 1886 by the St. Louis, Ottumwa & Cedar 
Rapids Railway Company Mortgage Trustees for arrears of 
rental of $45,140 was compromised and withdrawn by con- 
solidation of that Branch with the hues of the Wabash 
Western. 

In September, 1886, Thomas Thatcher, Receiver of the 
Centreville, Moravia & Albia Railway Company, brought 
suit in the United States Circuit Court for surplus earn- 
ings of that line. This case is now pending and undeter- 
mined. 

In December, 1889, the Wabash Railroad Company filed 
its petition against the Chicago & Western Indiana Rail- 
way Company in the Circuit Court of Cook County, 
Illinois, to restrain the latter Company from interfering 
with the operation of its trains over the tracks of the 
Chicago & Western Indiana Railway Company between 
Dolton and Auburn Junction. In July, 1890, after a 
hearing, the Court granted a perpetual injunction. Thia 
settled a very important question for the Wabash Com- 
pany, the Chicago & Western Indiana Company having 
claimed additional rental of upwards of $100,000 per 
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annum from the Wabash. In the result, the use of the 
tracks is given to the Wabash for its traffic between 
Detroit and Chicago, by payment of a proportionate 
rental on cost of the line from Hammond, Indiana, to 
Auburn Junction, calculated upon a wheelage basis. 

The decision in this case, which is final, opens the way 
for the construction of an air line extension from the 
Detroit Division, at or near Montpelier, Ohio, to a connec- 
tion with the Chicago & Western Indiana at or near 
Hammond, Indiana, thus shortening the line between 
Detroit and Chicago twenty- five miles, and giving to the 
system an independent, direct and short line of remark- 
ably easy grades between these two large and rapidly 
growing Cities, the terminals in which were already in 
the possession of the Wabash Company. The value of this 
judicial confirmation of the rights claimed by the Com- 
mittee will be more thoroughly appreciated when it is 
understood that it enables the reorganized Company to 
utilize terminals valued at $5,000,000 for the benefit of 
the Detroit and Chicago line at but small additional 
rental. 

In September, 1890, the Wabash Company, having been 
peremptorily ordered by the Chicago & Erie Railway 
Company to cease using the track of that Company, be- 
tween Laketon and Hammond, Indiana, under the con- 
tract made with the Chicago & Atlantic Railway Com- 
pany, applied for an injunction restraining the Chicago & 
Erie from interference with its trains. This suit was 
transferred to the United States Circuit Court of Indiana, 
which allowed a writ of assistance to the Chicago & Erie. 
Pending an appeal, the matter was settled by a new 
agreement between the parties. 

In May, 1885, the Des Moines & Fort Dodge Railway 
Company intervened in the Wabash Receivership to 
recover $60,000 for breach of contract entered into by the 
Des Moines & Northwestern Company and itself. The pe- 
tition was defeated in the Court of primary jurisdiction, 
and on appeal to the Supreme Court of the United States 
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was finally decided in October, 1890, in favor of the 
Wabash. 

Early in 1890, suit was brought by Messrs. Patterson and 
Chamberlain, Counsel for opposing First Mortgage Bond- 
holders, for an allowance for Counsel fees, compensation 
and expenses of the Committee in charge, amounting 
to about $75,000. The Court, after a full hearing, dis- 
missed the petition. 

The Equipment Bond suits which originated in 1876 and 
1877, and which are the relics of the reorganization 
of that period, have also added to the perplexities of 
the Purchasing Committee and the expenses of reorgan- 
ization, although, strictly speaking, the grievance of the 
complainants belongs to the ancient history of the Boad. 
For the information of security holders in the New Com- 
pany a condensed statement of the case is given: 

The litigation respecting the $600,000 Equipment Bonds 
was begun in May, 1878, in Fountain County Circuit 
Court, Indiana, by David Tyson and others. This suit was 
subsequently removed to the United States Circuit Court 
of Indiana and was prosecuted by a number of the 
Equipment Bondholders seeking to establish, on behalf of 
the entire issue of Equipment Bonds, a lien subject to the 
first two mortgages in Ohio and Indiana. Judge Gresham 
in the United States Circuit Court, in 1883, granted a 
decree establishing a lien on behalf of all of these parties, 
which the Supreme Court of the United States held 
was erroneous and set aside in May, 1884. While this 
cause was pending in the Circuit Court of the United 
States, James Compton brought suit in the Court 
of Common Pleas of Lucas County, Ohio, upon the 
defaulted coupons on 150 bonds, in the year 1880, and 
obtained a decree on behalf of those coupons and bonds 
alone in that Court. This cause was appealed to the Dis- 
trict Court, and by the District Court reserved to the Su- 
preme Court, which, in the month of May, 1887, affirmed 
the decree of the Common Pleas Court, holding that Comp- 
ton was entitled to a lien upon the property formerly be- 
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longing to the Toledo & Wabash Sailroad Company situ- 
ated within the State of Ohio, but subject to the hen of 
the firsttwo mortgages in Ohio. To the then pending fore- 
dosure proceedings Compton was made a party in Febru- 
ary, 1888, and set up his decree rendered in the Supreme 
Court of Ohio, and the question as to the legality of that 
decree and its binding force as against the Purchasing 
Committee and the Wabash Railroad Company has been 
referred to Master Commissioner Bluford Wilson, who has 
just reported in favor of the lien of the Compton decree, 
subject to the lien of the original First and Second Mort- 
gages in Ohio. 

In 1883, the Adelbert College of Western Reserve Uni- 
versity, the owner of two $500 Equipment Bonds, brought 
a suit similar to that of Compton in the Court of Common 
Pleas of Lucas County, and, after the issues were made 
up, allowed the same to rest, awaiting the decision in the 
Compton case by the Supreme Court of Ohio. A large 
uumber of holders of Equipment Bonds asked leave to be 
made parties to the Compton case, after the decision of 
the Supreme Court of Ohio in 1887, in order to get the 
beuefit of that decree, and, on being refused, made appli- 
cation to be, and were, made parties to the Adelbert Col- 
lege case, and in this last case issues have been joined; and 
there are now holders of about $100,000 par value of the 
Equipment Bonds in that case seeking to enforce the lien 
for themselves and all others who may come into the suit, 
against the property situated in Ohio in that suit. Upon ap- 
plication of some of the defendant Trustees, an order of re- 
moval has been made in that suit to the United States 
Circuit Court; a motion to remand has been filed by the 
holders of Equipment Bonds opposed to the removal, which 
motion is now pending for hearing. 

One of the most troublesome debts of the old Company 
was that held by the New York & Pacific Car Trust Com- 
pany, amounting to $3,196,000. This debt was not only^ 
secured by the rolling stock originally purchased under the 
contracts, but had been guaranteed, principal and interest,. 
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by the St. Louis & Iron Mountain Railway Company. 
Belying upon this security, the Managers of the Car Trust 
were not disposed to accept the proposition of the Com- 
mittee to exchange their certificates for Second Mortgage 
Bonds. Suits were pending in the United States Court 
against the Iron Mountain Company, and one had already 
been decided, in the lower Court, in favor of the Car 
Trust Company. It became of urgent importance, there- 
fore, to bring the matter to a close, not only to release the 
rolling stock, but to relieve the Iron Mountain Company 
of the consequences of a guarantee undertaken for the 
sole benefit of the Wabash Company. After much nego- 
tiation the settlement was accomplished, and the Car 
Trust Certificates have been wholly exchanged for Second 
Mortgage Bonds. 

Nearly all of the Bonds and Stock certificates of the old 
Company have been exchanged for the new securities, ac- 
cording to the agreement of November 21, 1887, and the 
articles of consolidation, and the affairs of the reorganized 
Corporation, after an experience of two years, appear to 
be upon a substantial financial basis. It is not the prov- 
ince of this Committee to discuss the general railway situ- 
ation, nor to anticipate the remedies which must, sooner 
or later, be applied to cure prevalent troubles, but it will 
not be considered out of place here to congratulate the 
holders of Wabash securities upon the strength of the 
new Company, as compared with the old, in its ability to 
maintain its financial integrity during a period of unusual 
depression in the railway interest. 

The great, overshadowing danger from the start was in 
the threatened disintegration of the lines of a system con. 
trolled by so many mortgages and arranged in something 
like a stratified form of debt, composing one mass com- 
pactly piled, but liable to a disruption which would have 
weakened the whole structure, and probably have de- 
stroyed a large part of it. The system composed of so 
many lines, liable to separation by foreclosure of the divi- 
sional mortgages, would have been irretrievably injured 
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by any process of dissecting the main lines, while, at the 
same time, each mortgage derived much of its real 
strength from the miity of the divisions. Something like 
the consequences of secession threatened the Corporation, 
if the union of the parts could be broken. The Commit- 
tee were obliged to consider this problem at every phase 
of the struggle, and found one of their greatest difficulties 
in meeting and opposing movements which led directly to 
a catastrophe equivalent to a dissolution of the system. 
[Hie first threat of a tedious and destructive contest be* 
tween the General Mortgage and Collateral Trust Bond- 
holders having been with diflSculty averted, the same peril 
opened up in the east and west lines, and again in the ag- 
gressive attitude of the east line mortgages. If the lines 
on either side of the Mississippi River had been forced into 
separate systems, it would heve been only the prelude of 
a disintegration of the east lines. The Chicago Division, 
now one of the best parts of the system, with its valuable 
terminals, was threatened with isolation, and the Detroit 
Division was in danger of being forced into separate or- 
ganization. Watchful competitors stood ready to acquire 
the dismembered parts, and opposition to the Pur- 
chasing Committee was encouraged by the . promise 
of such interference. But these expectations of 
a peaceable disruption of the consolidated lines 
could not have been realized. Questions of the most 
intricate character were involved, embracing title to 
rolling stock, terminals, depots, shops and land; all 
essential to the system and all liable to the claims of the 
various disputants. Such questions were inevitable in 
r^ard to property acquired by consolidation and purchase 
running through many years, and no settlement could 
have been reached except at the end of an exhausting and 
bitter contest at the sacrifice of millions of dollars. 

The system of the Wabash, St. Louis & Pacific Railway 
Company, at the date of Receivership, May 29, 1884 (not 



Digitized by VjOOQIC 



^<o. 



incIudiDg lines operated jointly), consisted of the following 
roads and obligations: 

Miles. Mtge. Debt. 
Main line from Toledo to East St Louis, East Han- 
nibal, Elyaston, and Camp Point 646.4 $19,1 10,000 00 

Cfhicago Division. 247.2 4,600.000 00 

Detroit Division 110.2 1,868,000 00 

Havana Division 180. 1,600.000 00 

Indianapolis Division 159.8 8,276,000 00 

Cairo Division 268.6 8,867.000 00 

Toledo, Peoria A Western 246.1 6,689,000 00 

Havana, Rantoul A Eastern (Narrow Gauge) 76. 800,000 00 

EelRlver Railroad 98.2 2,792,000 00 

Bdwardsville Branch 8.6 

Pike County Railroad 6.1 

Attica <fc Covington 14.8 

Cliampaign A Sidney 11.7 

Peoria, Pekin A Jacksonville 76.2 

Springfield <fc No. Weetern 44.1 

St. Louis, JersejTville A Springfield 71.4 

Main line from St. Louis to Harlem and Iowa State 

Line. 878. 10,888,600 00 

Brunswick A Chillicothe 88.8 804,600 00 

Chillicothe to Pattonsburg 41.4 626,000 00 

Omaha Division 148. 2,860,000 00 

Clarinda Branch 21.6 264,000 00 

Iowa Division 182. 2,269,000 00 

Centreville, Moravia A Albia 24. 400,000 00 

Boone Co. A Booneville 21.7 100,000 00 

Salisbury to Glasgow 14.7 

St. Louis, Otlumwa A Cedar Rapids 48.4 822,600 00 

Quincy, MUsouri A Pacific 184. 1,204,000 00 

Dee Moines A St. Louis 66.8 

Des Moines A No. Western (Narrow Gauge) 1 14.9 

St. Joseph A St. Louis 76.2 600,000 00 

Funded Debt Bonds and Scrip 8,009,676 00 

General Mortgage Bonds 16,000.000 00 

Collateral Trust 6,000,000 00 

Floating Debt (about) 4,000,000 00 

New Tork A Pacific Car Trust Ass'n. * .... 8,196,000 00 

Total Mileage and Debt 8,468.6 $98,910,176 00 



On these lines the fixed charges of interest and rentals 
(exclusive of taxes) were $5,420, 060 52 
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The following lines were lost by the foreclosure of the 
mortgages: 

Miles. Debt 

IndiADApotis Diyision 109. S |S,275,000 00 

HiTant " 180. 1,600,000 00 

Odro " 268.6 S.867,000 00 

Omiha •• 148. 2,860.000 00 

Iowa " 182. 2.269,000 00 

Toledo, Peoria A Western 246.1 6,689,000 00 

HsTuia, Rsntonl A Eastern 76. 800,000 00 

CUrinda Branch 21.6 264,000 00 

Centreville, MoravU A AlbU 24. 400,000 00 

Quincy, MiswMiri A Pacific 184. 1,204,000 00 

St Joseph <k St. Looifl 76.2 600.000 00 

1,410.6 |21,708,(K)0 00 

The following lines have been sold, viz. : 

Peoria, Pekin A JacksonvUle 76.2 

Springfield, A No. Western 44.1 

St Loais, Jerseyyille A Springfield 71.4 

Des Moines A No. Western (Narrow Gauge) 114.9 

806.6 

And the following are still held in trust by the Purchas- 
ing Committee, viz.: 

Atlica A Corington 14.8 

Champiijrn A Sidney 11.7 

BieMolnesA St. Louis. 66.8 

98.8 

Recapitulation. 

lines owned and operated in 1884 8,468.6 miles. 

Miles. 

I«t by foreclosure 1,410.6 ' 

Sold 805.6 

Held by Porchasing Committee 98.8 

Bemiinder now in possession of The Wabasli Railroad 
Co 1,644.1 8,453.6 miles. 

Total debt in 1884 subject to fixed rate of interest |98,910,176 00 

Tolal present debt eubiect to fixed rate of interest 48.000.000 00 

Debt sabject to income 80,000,000 00 

Redaction in debt subject to fixed interest 46,910.176 00 

Bednction in all debt 16.910,176 00 

Obligatory interest in 1884, including Car Trust $5,632,770 52 

Obligatory interest in 1891 8,669,576 00 

Reduction $2,968,196 52 



The result of the reorganization, as shown by these fig- 
nres, is a reduction in obligatory interest bearing debt 
from $98,509, 175 to 148,000,000, and in amount of fixed 



Digitized by VjOOQIC 



^^^ 



interest charges from $5,592,000 to $2, 667,000, The value 
of this reduction to the proprietors of the Wabash is strik- 
ingly apparent when it is borne in mind that the lines now 
operated earned $1,904 net per mile in 1890, as against 
$754 net per mile in 1884, with freight rates two mills per 
ton per mile lower in 1890 than in 1884. In 1890, the 
Company, operating 1,750 mfles of road, moved 6,832,358 
tons of freight against 6,358,761 on 3,453.6 miles in 1884. 
The net earnings per ton per mile in 1890 were 0.168 
against 0.120 in 1884, with rates reduced in the former 
year two mills per ton per mile. 

These are conclusive evidences of the wisdom of cutting 
oflE the branches of the Wabash system, which, in 1884, 
overburdened its net earnings with chaises which the 
lines themselves have never been able to meet since sepa- 
ration. Two or three of these lines might have been 
retained with profit, perhaps, to the Wabash, but the 
Committee had no control over the situation sufi&cient to 
warrant an interference with the foreclosure proceedings 
which separated them from the system. 

Every mile of the present Wabash system is believed to 
be fairly productive, and, if judiciously managed, should 
become more valuable; but the proprietors should not 
ignore the fact that, including a part of the Debenture 
Bonds and Stock, the Company is over-capitalized to the 
extent, at least, of such bonds and stock as were issued in 
acquiring some of the lines which have passed into other 
hands. Judicious additions to the system by extension, 
and the construction of connecting links may be of great 
importance in giving room for its necessary growth and 
expansion; but beyond movements to perfect and 
strengthen the present system by independent and shorter 
lines between important terminal points embraced within 
it, no action seems to be required in the interest of the 
proprietors. 

It will, perhaps, now be realized that a reorganization 
which, before its completion, called upon every class of 
mortgage debt for substantial concessions and upon the 
Stockholders for a large money contribution — which was 
obliged to contest the claims of leased lines, Mortgage 
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Trustees, and their Counsel— meet the numerous attacks 
of opposing bondholders, and finally to reconcile all these 
conflicting elements, was of itself a task of great magni- 
tude, but it will, probably, never be well understood how 
much more difficult the undertaking was rendered by the 
peculiar circumstances of the bankruptcy— circumstances 
which were used against the Committee with great effect. 
The first visit of Messrs. Joy and Ashley to London, 
which occurred while the disaster was fresh upon the 
mmds of the astonished and exasperated owners of Gen- 
eral Mortgage Bonds and Preferred Stock, was intensely 
trying and disagreeable on account of the utter impossi- 
bility of explaining, satisfactorily, the errors of the past. 
Coming upon the heels of a failure which provoked undis- 
guised censure, it seemed impossible to convince English 
holders of the securities that the new propositions were 
those of disinterested men. They were consequently re- 
ceived in that spirit and the difficulties proportionately 
increased. This lack of confidence has been a trouble- 
some factor in the work of the Purchasing Committee 
throughout the entire period of the reorganizing process. 
It was the theme of legal briefs in the Courts, of news- 
paper articles, and of pamphlets and circulars, and in one 
notable instance was the groundwork of an important 
order of the United States Circuit Court, in which the 
Purchasing Committee came in for a considerable share of 
entirely undeserved censure. 

Forced to bear these imputations patiently in order to 
carry their trust to a successful issue, the Committee 
have, nevertheless, felt keenly the injustice of such at- 
tacks which they now have the right and power to repel. 

Looking back at this distance upon that period of 
excitement and danger, the Purchasing Committee hope 
to be relieved from the injurious suspicions and accusations 
then entertained by offering the evidences of their work 
in the success and permanence of the reorganization. 
They found the Company and its property in the coils of 
one of the most desperate and apparently hopeless bank- 
ruptcies ever witnessed in the United States, and after a 
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struggle of several years, have been enabled to extricate 
the property and place it upon a solid footing. 

Perhaps the claim which they now make as having 
faithfully administered a very important and difficult trust, 
may be recognized and admitted. 

At all events, the work is done. Time alone can prove 
its efficiency and permanency, but all practical measures 
have been adopted to insure a durable reorganiaztion. 

The negotiations of the Committee with the English 
Bondholders and Shareholders have been greatly aided and 
facilitated by the Railway Share Trust and Agency CSompany 
(Limited) of Loudon through the active exertions of Captain 
Francis Pavy, its able Manager. The London Committee, 
of which Mr. John Morris was Chairman, co-operated effect- 
ively also in reconciling differences and smoothing the 
way to harmonious relations. The Purchasing Committee 
desire to acknowledge these important services and to 
give due credit to those who have contributed so much to 
the success of the reconstruction of the Company. The 
intelligent mediation of such men has exercised a powerful 
influence in promoting agreement and unity of action, and 
should be recognized by the Bondholders and Shareholders 
who have thus been saved from endless litigation and 
probably from very disastrous consequences. 

A condensed statement of the accounts of the Committee 
is hereto annexed. 

The receipts aggregate $13,747,536.12 and the expendi- 
tures $13,722,676.d3, leaving a balance of $24,859.19 in the 
hands of the Committee. Several claims are still outstand- 
ing, but the available a^ssets will doubtless be sufficient to 
settle them and to repay a portion of the advance made by 
the Wabash Western Railway Company. 



James F. Joy, 
0. D. Ashley, 
Thos. H. Hubbard, 
Edgar T. Welles, 



Purchasing 
Committee. 



New York, November, 1891. 
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Condensed Statement of Beceipts and Expenditures 



OF tBM 



PURCHASING COMMITTEE. 



Receipts. 

Stock rabscrijptionB of |8 per share on Preferred and $6 per 

share on Common Stock $8,S98,817 86 

Debenture Bond assessment ^% 484,498 60 

Coupons collected of Receiver McNuIta 616,410 88 

Penalty Fund — penalties on delayed stock and bonds 19,862 OO 

Interest— Sandr7 Accounts 189,098 61 

Wabash Western R'y Co. advance 600,000 00 

W. S. Hook for Peoria, Pekin k Jacksonville, and Springfield 

h Northwestern Roads 1,196,898 41 

On accomit sale of Des Moines <k Northwestern Road 269,884 40 

Received for detached coupons 1,069 60 

Sale of Des Moines Union R'y Co. bonds and stock 68,146 97 

Sale of Des Moines Union R'y Co. bonds and stock 140,7 1 7 96 

Proceeds $1,000 Great Western let Mtge. Bond 1,118 70 

Sale 89 shares Quincy Bridge Co. stock and dividends 12,818 00 

Proceeds sale of $6,686,000 Wabash 1st Mtge. Bonds and ac- 
crued interest 6,006,496 86 

Proceeds sales 10 shares St Joseph Union Depot Co 6,600 00 

" " 1 share Memphis Cotton Exchange 224 66 

$8,000 Chicago Division Mtge. Bonds 4,086 87 

Lotin Quincy 6,126 00 

" " Mississippi Valley TransporUtion Stock 87,000 00 

Supplies and Materials received from J. McNnlta, Receiver . . • • 277,661 66 

Insurance premium returned 8,687 96 

Sundry Accounts — Pool bidances, etc 1,688 08 

Rentals on steamers and property in Burlington and Chicago. • 92,906 48 

Dividends and interest on sundry bonds and stock 70,682 94 

Toledo Elevator Company rebates 12,404 77 

Interest on Detroit Divirion Mortgage 112,868 87 

Wet Earnings " " •' 62.48189 

" ** Champaign d Southeastern R'y 8,689 84 

Sundries — Clarinda Branch and amount refunded by Chicago 

d Western Indiana R*y Co 4,846 18 

American Refrigerator Co 41,966 66 

Coupons collected on Des Moines Union Co. bonds. . • • 6,960 00 

Balance received of E. F. Allen, Master Commissioner 18,868 80 

Dividend on Peoria A Pekin Union Stock 6,000 00 

Lots sold in Chicago 86,684 00 

Rebate of special tazin Chicago 161 78 

Property, Account sale Steamer Morley and dividends on Mis- 
sissippi Valley Transportation Co. stock 148,806 00 

Amount judgment of J. F. How, Trustee 9,848 47 

ToUl $18,747,686 18 
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EZPENDITURES. 

Paid Reoelvera Humphreys and Tatt for Beoeiyers^ debts, by 

orderof Court $2,782,404 70 

' '* for Mortgage Bonds not in reorganization 4,888,227 79 

" oyerdne coupons and interest on 1st Mtge. Bonds 4,287,078 62 

" supplies Re<^yer Ckx>ley in excees of taxee paid by him. . . 54.864 87 

« Liabilities of Receiyer McNulto in excess of assets collected 412,488 62 
" Redemption of notes and interest arrears on Burlington 

property 28,795 00 

" Taxee in arrears 24,225 46 

" Coupons, personal iijury suits, rights-of-way, eta 88,048 98 

" Legal expfenses. Court costs, etc. 294,487 98 

" Ei^nses of incorporating Wabash Western Railway Com- 
pany 46,025 00 

" Trustees (15 mortgages) 29,820 86 

" Expenses of incorporation and consolidation of The Wabash 

Railroad Company 52,000 00 

" Reorganisation expenses to date, compensation of Central 
Trust Co., payments to Purchasing Committee on ac- 
count, engraying and printing mortgage bonds, etc., 

etc. 876.626 22 

" Loss in operation of Eel Riyer, Dee Moines h St. Louis, 

and Des Moines d Northwestern Roads 102,601 26 

" Balance Steamer Line 8,924 44 

" Interest on 1st and 2d Mortgage Bonds for two months 

prior to consolidation 277,168 84 

" on account Wabash Western R'y Co. adyance 80,000 00 

Balance 24,869 19 



$18,747,586 12 
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EXHIBIT A, 



REORGANIZATION PLAN 



OFTHK 



Wabasb, St. Louis aM Pacific 



RAILWAY COMPANY. 



.^xTO-xTSfP e, iee4. 
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Report of the Committee of Directors on Plan of 
^ Reorganization. 



The nndersigned, a Committee of the Board of Directors 
of the Wabash, St. Louis & Pacific Railway Company, 
after a careful consideration of the financial position of the 
Company, respectfully submit the following report: 

By order of the Court, the Receivers appointed June 1st, 
have undertaken payment of interest on all the mortgages 
upon the original main lines of the Consolidated Companies, 
except the General and Collateral Trust Mortgages, and the 
f oUowing mortgages on leased and acquired lines, viz. : 

The Detroit and Eel River Division; 

The Indianapolis ** 

The Iowa " 

The Havana " 

The Cairo '' 

The Toledo, Peoria & Western Railway; 

The Quincy, Missouri & Pacific Railway; 

The Centerville, Moravia & Albia Railway; 

The Havana, Rantoul & Eastern Railway. 

Assuming interest payment on all the mortgages included 
in the order of Court, it seems only necessary at the present 
time to deal with those which will remain in default. In 
r^ard to the leased and acquired lines not included in the 
order of the Court, it is evidently impracticable to form 
any plans or to make any definite propositions until a re- 
organization of the company has been accomplished. It is 
proposed, therefore, to leave the adjustment of these claims 
to the new corporation which the report of the committee 
contemplates. If the measures suggested can be carried 
into effect, the new company can treat with these various 
interests with a reasonable certainty of being able to carry 
out the obligations then assumed. Meanwhile, if the 



Digitized by VjOOQIC 



^6, 



Beceivers, who have been ordered to keep separate accounts 
by the Court, can make satisfactory arrangements with the 
holders of these securities, by appropriating to each line 
the net earnings thereof, the interests of the latter would 
be fairly protected until a new company inay be in a 
position to negotiate with them. 

Leaving these subordinate questions, therefore, to be 
met when the parties have acquired the legal right to 
make new engagements, it is proposed to accompUsh a 
reorganization by foreclosure of the general mortgage and 
collateral trust mortgage, under an agreement which may 
be embodied in the decree of sale, if practicable. If these 
preliminary measures can be carried out, it is proposed 
to reoiganize on the following basis: 

The new company, upon its acquisition of the property, 
subject to the liens prior to the general and collateral trust 
mortgages, will issue in satisfaction thereof, the following 
securities: 

1. Debeotare mortgage bonds, interest eiz per cent, 

dependent npon income and not comalatiTe.. • . .$20,000,000 00 

2. First preferred stock six per cent, about 4,000,000 00 

8. Second " « " 28,000,000 00 

4. Common " " 27,000,000 00 

The second preferred and common stock, stated here in 
round numbers, should be issued to correspond with the 
amount of old stock. 

In order to show the proposed distribution of the new 
securities as above specified, the following statement of 
the debt to be provided for is presented: 

General mortgage bonds issned • . $16,000,000 00 

Collateral tmst mortgage bonds issued 6,671,000 00 

of which $1,000,000 guaranteed at (90<^ say $900,000. 
Beceivers* and Company's notes guaranteed and endorsed. 2,888,666 66 
St. Louis, Iron Mountain <fc S. R. Co., adranoe as lessee, 

secured by $1,829,000. 

Collateral tmst mortgage bonds 1,100,000 00 

$20,164,666 66 
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The collateral trust mortgage bonds are held as follows: 

By the Si. Louis, Iron Mountain d S. R. Co., purchased 

at 90)H» for advances under the lease |4,000,000 00 

By the St. L. ifc L M. Co. as collateral for $1,100,000. • . 1 ,829,000 00 

" indiyiduals 671.000 00 

guaranteed at 90^ 1,000,000 00 

^ the Mercantile Trust Co. to secure endorsers and 

guarantors of notes as aboye 1,760,000 00 

By pledged as collateral for endorsed notes 250,000 00 

Total $10,000,000 00 



Foreclosure of the collateral trust mortgage, will release 
the securities controlled by that mortgage, and render 
them available in settlement of the claims specified in the 
foregoing list, so far as the interests of the new company 
may admit of such an appropnation of the securities. 
Among these securities are the following, which it is pro- 
I)osed to turn over to the St. Louis, Iron Mountain & 
Southern Eailway Company in part settlement: 

General Mortgage Bonds $1,000,000 00 

Humeston k Shenandoah first Mortgage I,t42,000 00 

Wabash R. Co. Mortgage 7 per cent, of 1879 400,000 00 

Detroit Diyision Mortgage 199,000 00 

1,160 shares St. Louis h Miss. Valley Trans. Co 116,000 00 

$S.057,000 00 



In the agreement of foreclosure it is proposed to provide 
that the new stock, viz. : 

Second Preferred Stock about $21,000,000 00 

Common " " " 27,000,000 00 

shall be offered to the holders of preferred and common 
stock at not exceeding eight doUars per share, the sub- 
scribers also receiving for the money subscribed, first pre- 
ferred stock entitled to six per cent, dividends after pay- 
ment of interest on the debenture bonds. In round 
numbers this will produce the sum of $4,000,000 in cash, 
and the purchasing agents will then control the deben- 
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ture bonds and this sum to provide for the claims before 
specified. 
These claims, it is proposed to settle as follows: 

1. Exchange Debenture Mtge. bonds for General Mort- 

gage bonds at par $17,000,000 00 

(This will inclade the $1,000,000 now in the Collateral Trust, to 
be tamed oyer to the St Loais, Iron Mountain A S. R. Co.) 

2. Settle the claims of the St L., I. Mountain A S. R. Co. as follows : 
Turn over bonds, etc., released by foreclosure of the 

Collateral Trust as before stated $8,067,000 00 

And debenture bonds for balance 2,272,000 00 

Thus arranging for the entire amount of Collateral Trust 
bonds held by that company, as follows: 

Amount purchased at 90 $4,000,000 00 

Amount held as collateral 1 ,829,000 00 



$5,829,000 00 
8. Settle for |1 ,000,000 Collateral Trust bonds guaran- 

teed, by payment of amount in cash $900,000 00 

4. Pay Receiyers' and endorsed notes in cash 2,888,666 66 

(Thus releasing $8,000,000 CoU. Trust bonds.) 
6. Pay individual holders of ^ 67 1,000 Coll. Trust bonds. 

One-half in cash 886,600 00 

One-half in Debenture bonds. 886,600 00 

The Debenture mortgage bonds required in the foregoing 
settlement, would be as follows: 

For General Mortgage Bonds issued $16,000,000 00 

For General Mortgage Bonds I. Mountain R. Co 1,000,000 00 

For bal. Collateral Trust Bonds I. Mountain R. Co 2,272,000 00 

For Collateral Trust Bonds held by individuals 886,600 00 

$19,607,600 00 
Leaving a balance for other purposes of. . . ., 892,600 00 

$20,000,000 00 

The cash required will be as follows: 

To pay for $1,000,000 'guaranteed Collateral Trust Mtge. 
bonds $900,000 00 

To pay Receivers' and Company notes guaranteed or 
endorsed 2,888,666 66 

To pay individual holders of Collateral Trust bonds one- 
half of amount of $671,000 886,600 Oa 

Total cash requirements ^ $8,619,166 6ft 
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Which would be provided in the cash subscription of the 
stockholders, and leave a balance of $880,888.84. 

A successful conclusion to this proposed foreclosure and 
reorganization, would relieve the new company of the fol- 
lowing amount of fixed interest bearing claims, viz. : 

Oenend Mortgage Bonds, e^ $16,000»000 00 Int $960,000 00 

Collateral Trost, " 6,671,000 00 " S40,S60 00 

FkNOiiig debt, eecored, '' 8,488,666 66 *< 209,019 00 

$S5,164,666 66 $l,609,S79 00 

The calculations of the committee, as to the necessary 
concessions, have been based upon the earning capacity of 
the lines controlled by the company during the two years, 
1882 and '83, and although it is more than probable that in 
the near future much better results will be shown, it is 
safer to found our expectatioivs on the minimum capacity 
of the property, rather than on hopes and anticipations. 

The earnings and expenses of the two years have been 
as follows: 

1882. 1888. 

Oroos EamiDge $16,861,690 86 $16,916,120 76 

Operatiiig Ezpensef 11,664,762 11 18,880,926 80 



NetEamings $6,186,988 26 $8,684,194 46 

Interest, Rentals and Taxes 6,769,960 20 6,621,897 62 



Deficit $688,021 96 $2,087,708 16 

Debit Balance to Income Acck, Jan'y 1, 1882 $1,462,868 69 

Adddefidtin 1882 688,021 96 

1888 2,087,708 16 



Debit balance Income Aoct, Jan'y 1, 1884 $4,078,688 70 

The average annual deficit of the two years has there- 
fore been $1,310,362.56, and the proposed adjustment wiU 
cover that deficiency, and not only enable the new com- 
pany to commence operations with a reasonable assurance 
of earning its fixed charges, but to progress as rapidly 
towards interest on the debenture mortgage bonds and 
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dividends on the stock, as the growth of the business and 
the prosperity of the company will permit. 

The plan now submitted for the approval of the Board 
of Directors, contemplates the preservation of the most 
valuable part of the system under much more favorable 
conditions than heretofore, and offers the possibility of 
adjusting the relations of the parent company with its 
allied connections and extensions, upon equitable terms. 
It contemplates also, the protection of each interest in the 
order of priority, asking of each only such concessions as 
the financial circumstances of the company require, and 
so arranged as to add greatly to the future peace, security 
and prospects of all concerned. 

It proposes a method of amicable adjustment of claims 
secured by mortgage and collaterals, which treated in a 
spirit of hostility, would involve the property in expensive 
and tedious litigation, interfere with its traffic facilities 
and operations, interrupt the payment of interest op senior 
mortgages, and result finally perhaps, in the extinction of 
the junior interests. 

In view of these possible complications and disastrous 
consequefices, it has been the design of the committee to 
present a scheme which in its fair and just consideration 
of each interest, would commend itself to the calm judg- 
ment of the mortgage bondholders, creditors and stock- 
holders. In order to adjust the concessions and burdens 
as equitably as the conditions would permit, it has been 
necessary to examine the nature and origin of the claims, 
as well as the legal status of the claimants, and this has 
been done with a conscientious desire to arrive at an im- 
partial judgment. 

The general mortgage covers, as a junior mortgage, all 
the lines belonging to the company. In a foreclosure 
designed to exclude creditors secured by the collateral 
trust mortgage and to extinguish the stock, the general 
mortgage bondholders would encounter the hostile oppo- 
sition of the stockholders and hazard the possession of a 
large portion of the rolling stock, as well as the control of 
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terminal facilities. The struggle, which would be the 
inevitable result, would not only be prolonged and ezpen- 
sive, but might lead to default on important senior 
mortgages, and threaten the value of the general mort- 
gage bonds with a great and permanent depreciation. 

The plan offered embraces all the advantages now pos- 
sessed by the general mortgage, except that its interest is 
made dependent upon the capacity of the property to pro- 
duce more than the interest on senior mortgages. As a 
matter of fact, this is exactly the position of the gen- 
eral mortgage bondholders now, for unless the property 
earns more than the fixed charges on prior liens, they can 
neither receive interest on their bonds nor dividends on 
any stock into which the bonds might be converted, in 
case of successful foreclosure, and as an equivalent for the 
concession stipulated, possession of rolling stock and ter- 
minfd facilities is surrendered, and a troublesome claim 
removed by a cash contribution from the stockholders. 

The only disadvantage which could be urged by the 
bondholders, is the increase in the amount of the deben- 
ture bonds by the sum of $3,000,000 over the amount of 
general mortgage bonds outstanding; but as this extin- 
guishes a secured debt to that extent and removes a very 
serious and threatening complication, it is a matter of sec- 
ondary importance to the owners of general mortgage 
bonds. 

The holders of collateral trust mortgage bonds, and 
the endorsers and guarantors of notes secured by them, 
are asked to surrender about $6,400,000 of the bonds in 
exchange, partly, for bonds held in the collateral trust, 
while the endorsed paper and secured claims, amounting 
to about $3,600,000, are to be paid in cash. 

To arrive at a fair understanding of the nature of these 
claims, a brief retrospect of the history of the Wabash^ 
St. Louis & Pacific Railway Co. is essential. 

At near the close of the year 1881, the company found 
itself unable to meet the heavy interest payments which 
matured in December and in January and February of the 
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ensuing year. The causes which led to this unfortunate 
result it is unnecessary to discuss in this paper, but 
it is only just to the managers to say, that it was 
as unexpected to them as to the bondholders and stock- 
holders. Having great faith, however, in the capacity of 
the consolidated system of roads to work out of its critical 
position, four of its directors advanced at once the sum of 
$605,000 to meet the interest payments of December. 
This money is represented by $671,000 of collateral trust 
bonds. To meet interest and car trust payments of the 
year 1882, and to pay for the completion of roads in pro- 
cess of construction, these four directors also endorsed the 
paper of the company, and guaranteed some of the collat- 
eral trust bonds, to an aggregate amount of about 
$3,300,000. Every dollar of this money advanced by the 
four directors or obtained on paper endorsed by them, has 
been appropriated to pay the interest on mortgage bonds, 
instalments on equipment, the almost entire reconstruction 
of the St. Charles Bridge, and the completion of roads in 
process of construction as aforesaid. 

In the spring of 1883 the lines of the Wabash were 
leased to the St. Louis, Iron Mountain & Southern By. Co., 
and the bonds held by that company simply represent the 
amount advanced by it as lessee to maintain the interest 
and car trust payments. For these bonds the St. L., I. M. 
& S. Ry. Co^paid 90 per cent, in cash. 

For two years and a half, therefore, four directors of the 
company, and the Iron Mountain Co. as lessee, have 
sustained the Wabash Company with their means and 
credit, without the slightest compensation or profit. But 
for this assistance the company must have defaulted in 
1881, and the general mortgage bondholders, as well as 
some of the senior bonds, would have been in a much 
more unfortunate position than at the present time. 

The troubles of the Wabash Company have resulted 
from the meagreness of the profits of a la^e business, due 
partly to crop failures and heavy disasters by flood, and 
partly to severe competition, while at the same time the 
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company had assumed heavy burdens of interest on leased 
and acquired lines which have shared in the dedine of 
profitable traffic. 

The records of the company furnish incontrovertible 
proof of the accuracy of all these statements. 

The stockholders are to be reinstated in the new 
organization, and preferred and common stock as now 
held by them is to be issued to them share for share, 
subject, however, to the contribution of a sum not 
exceeding eight dollars per share, but for which each sub- 
scriber shall be entitled to a first preferred stock for the 
exact amount subscribed. The advantages acquired by 
the stockholders in this arrangement, are obvious. They 
are in the first place, relieved of all present danger of ex- 
tinctdon by foreclosure in the exchange of a mortgage 
debt of about $26,000,000 for debenture bonds, and by the 
payment of a secured fioating debt, which would be other- 
wise a constant and intolerable danger. The property, 
of which they will hold the fee, is preserved to them with 
a much lighter burden, with a great source of embarrass- 
ment removed, and with a good chance of outgrowing the 
difficulties of competition, which excessive railway con- 
struction has brought upon so many of the Western Unes. 

Finally, this plan commends itself to the judgment of 
the committee, because it contemplates the peaceful and 
amicable solution of a complex and difficult problem, by 
harmonizing the different interests and in preserving 
them as nearly as possible in their relative positions. Not 
a dollar is unrepresented in the reorganization, and not a 
share is extinguished. Whatever the road can earn is to 
be applied precisely as before, and throughout the whole 
web of the plan the threads of adjustment are evenly 
and equally woven. 

No device, however ingenious, can give to the bond- 
holders more interest than the road can earn, and no 
amount of litigation can place them in as safe and prom- 
ising a position as they will occupy in a successful re- 
organization according to the provisions herein detailed. 
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The salient points of the proposed reorganization are the 
just and equitable recognition of all claims, the impartial 
distribution of the necessary concessions and the peaceful 
solution of very difficult and embarrassing questions. 
Deeply impressed with the importance* of conciliating 
bondholders and stockholders, and holding it to be wise 
and intelligent for them to unite in fair measures of pres- 
ervation, the committee have adopted as a fundamental 
principle, the just consideration of each interest. If they 
have succeeded so far as to show the way out of the laby- 
rinth of financial trouble presented by the affairs of the 
Wabash Company, it will be very gratifying to all con- 
cerned. 

James F. Joy, 
Samuel Sloan, 
George L. Dunlap, 
Charles BmoELT, 

C(ymmiUee. 

New York, August 6, 1884. 
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PURCHASING COMMITTEE, 

Dated Jtdy 16, 1885. 
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AGREEMENT. 



HBIIlJerjeaS^ The Wabash, St. Louis and Pacific Rail- 
way Company, being insolvent and unable to pay the 
interest on its bonds, an early foreclosure and sale of the 
property of the company, and a reorganization of its most 
valuable lines into a new corporation is essential for the 
protection of its general mortgage and collateral trust 
bonds; and 

Whereas, The railroads of the company have for some 
time past been in the hands of Receivers by whom con- 
siderable obligations have been incurred in carrying on 
the same, part of which is now represented by Receivers' 
certificates, and the company also owes a large amount of 
floating debt: 

Therbforb, to accomplish this end and to dispose of 
the whole properly to the best advantage, this agreement 
between the undersigned General Mortgage Bondholders, 
parties of the first part, the undersigned Collateral Trust 
Bondholders, parties of the second part, and James F. 
Joy, of Detroit, 0. D. Ashley and T. H. Hubbard, of New 
York, and Edgar T. Welles, of Hartford, who shall con- 
stitute a Purchasing Committee, parties of the third part, 
has been made and entered into this the fifteenth day of 
July, A. D. 1885, 

WITNESSETH, that Said first, second and third parties 
mutually agree with each other as follows: 

First.— That suits for the foreclosure of the said General 
and Collateral Trust Mortgages shall be prosecuted to a 
final decree or decrees of sale of all property covered by the 
said General and Collateral Trust Mortgages of every 
nature and kind whether real, personal, or other character, 
and the property shall be sold under such decree or decrees. 

6t 
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Second.— That James P. Joy, 0. D. Ashley, T. H. Hub- 
bard, and Edgar T. Welles, shall constitute a Purchasing 
Committee, who shall be authorized to become th^ pur- 
chasers of the whole or any portion of such property at 
said sale for the benefit of the bondholders who shall join 
in this instrument, and under and subject to the provisions 
of this agreement. 

Third. — ^That when the said sale and purchase shall 
have been consummated, and the title to the property 
vested in the said Purchasing Committee, it shall cause 
to be formed a new corporation which shall cover and 
occupy the lines of the chief routes of the said Wabash, 
St. Louis and Pacific Railway Company, and whether by 
the formation of separate corporations to become one 
afterwards by consolidation in several States or otherwise 
the substantial main lines and those which may be best 
put and worked together, and all the equipment, rolling 
stock, cars, locomotives, and all personal property, choses 
in action, and all other assets which belong to the present 
company (except always such lines of roads and their 
equipment as on account of their encumbrances or for 
other reasons will become weights not easily carried by 
the corporation), shall be transferred and conveyed to such 
new organization and become its property as fully as ifc 
is now owned by the present company, and for which the 
new company shall pay the Purchasing Committee as fol- 
lows, to wit: 

(1.) $30,000,000 of the bonds of the new company, here- 
inafter called Debenture Bonds, bearing interest at six 
per cent, per annum, payable semi-annually and perpet- 
ual, but dependent upon income for the interest, which 
shall not be cumulative, and with voting powers at the 
rate of one vote for each one hundred dollars. Of the 
Debenture Bonds so issued $3,500,000 shall be preferred, 
so far as the interest is concerned, and shall have a prior 
first lien upon the earnings of the company, and so far 
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take precedence of the remaining Debenture Bonds. All 
the said Debenture Bonds to bear even date with the date 
of the organization of the new company, and to be secured 
by mortgage, with such provisions as will secure to the 
holders the right to the first net earnings of the company. 

(2.) Preferred stock in the new company, to the amount 
of about $23,100,000, and common stock to the amount of 
about $27,300,000. 

Fourth.— The $3,500,000 of bonds, preferred as to the 
interest, as above, shall be applied in payment of certain 
debts of the present company, known as the endorsed notes, 
and also a debt of $900,000, amounting together to $3,500,- 
000, for which Collateral Trust Bonds are also pledged; 
$16,000,000 shall be paid to the holders of the present 
General Mortgage Bonds; $6,000,000 shall be paid to the 
holders of the remaining Collateral Trust bonds, or such 
bonds of those respective classes as will be willing to 
accept the same in satisfaction of all claims under their 
bonds; about $4,000,000 shall be appropriated for the 
purposes of Articles 6 and 7 of this agreement, and the 
balance of about $500,000 shall remain in the treasury of 
the new company. 

Fifth.— The new company shall have the right to re- 
deem, at par, the $3,500,000 of the aforesaid Preferred 
Debenture Bonds at any time within twenty years from 
the date of their issue, after five years from such date. 

Sixth. — In order to raise the requisite funds to pay off 
the Keceiver^s obligations (which the Purchasing Com- 
mittee are requested and authorized to pay accordingly), 
it is agreed as follows: 

(1.) The bondholders (both (General Mortgage and Col- 
lateral Trust) coming in under this agreement, shall con- 
tribute two per cent, on the amount of their new bonds 
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to be received in exchange for their existing bonds as 
aforesaid, the same to be payable at the time of such 
exchange, and for the amount so paid such bondholders 
shall be entitled to receive Debenture Bonds, dollar for 
dollar. 

(2.) The Purchasing Committee, on such conditions and 
limitations as to time or otherwise, as they may think 
fit, may offer to the stockholders (both preferred and com- 
mon) of the present company an interest in the preferred 
and common stock of the new company, corresponding as 
nearly as may be to their holdings in the present com- 
pany, on payment as to the preferred stock of eight dol- 
lars per share and the common stock of six dollars per 
share; Debenture Bonds for the amount so paid being 
given (dollar for dollar) in addition to the shares in the 
new company. 

Seventh. — In case any of the said stockholders should 
not elect to take the Stock and Debenture Bonds thus 
offered them, the said General Mortgage and Collateral 
Trust Bondholders shall take the same pro rata on the 
same tenns as they were offered to the old stockholders, 
and subject to such conditions and limitations as shall 
from time to time be prescribed by the Purchasing Com- 
mittee; provided, however, that the amount to be paid by 
such bondholders under this clause shall not exceed five 
per cent, on the par value of their bonds. 

Eighth. — All the property and lines of road owned by 
the present company which may be purchased by the said 
Purchasing Committee and not conveyed to the new com- 
pany, shall be held by the Purchasing Committee subject 
to the the directions of the board of the new company, 
and be re-sold or organized into other corporations as such 
board may direct, and in the latter case the stock shall 
belong to the new company whether held by it directly or 
by trustees for its benefit. 
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Ninth. — No further mortgage shall be placed upon the 
property which shall take precedence of the aforesaid 
mortgage to secure the interest of the said Debenture 
Bonds, but it is expressly understood and agreed for the 
purpose of providing for the underlying bonds as they fall 
due, a consohdated mortgage having such precedence may 
be made upon the property to an equal amount with the 
aggregate of all underlying mortgage bonds, under which 
bonds may be issued from time to time to pay or replace 
the bonds falling due, and that such mortgage may pro- 
vide for the issue thereunder of an additionsd amount of 
bonds, not exceeding $3,000,000; provided, however, that 
no bonds shall be issued beyond the amount of the under- 
lying bonds except by the unanimous vote of every mem- 
ber of the Board of Directors of the new company and 
with a sanction of two-thirds of the Debenture Bond- 
holders. 

Tenth. — Holders of general mortgage and collateral 
trust bonds in England and abroad, who may become 
parties to this agreement, shall deposit their bonds and 
I)ay the money, as above provided, in and to the Bailway 
Share Trust Company, Limited, of London, to the credit 
of the Purchasing Committee and which company shall 
transmit the same to such Trust Company in New York as 
may be designated by the Purchasing Committee to the 
same credit. And holders of the same class of bonds in 
America, who may become parties to this agreement, shall 
dei)osit their bonds with the said designated Trust Com- 
pany through the Purchasing Committee and pay the 
money which may be required, as herein provided, to the 
said Purchasing Committee; which said money shall be 
deposited in said Trust Company to the credit of said com- 
mittee; and shall only be drawn on the acquisition of the 
property to be purchased by them, as herein provided, or 
for the expenses of reorganization, and then only on the 
joint check or checks of all the members of said commit- 
tee. 
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^Ilbvbnth. — ^This contract being for execution or for 
signatures in England, as well as in the United States, is 
prepared in duplicate, one for each country, and the sig* 
natures made upon either copy shall have the same force 
and effect as if they were attached to one copy, and both 
shall be taken to be, and shall be, only one and the same 
contract. 

Twelfth. — As there may be holders of bonds in 
amounts so small that the two or five per cent, on their 
bonds will not make up the amount of a single debenture 
bond, in all such cases scrip or certificates for the amount 
will be given to the subscribers convertible into debenture 
bonds, subject to such conditions and restrictions as may 
from time to time be prescribed by the Purchasing Com- 
mittee. 

TfflRTEENTH.— In the reorganized Company the Board 
of Directors shall consist of such odd number, not exceed- 
ing fifteen, as shall be fixed upon in the Articles of Asso- 
ciation, and of the highest even number of the said Board, 
one-half shall be nominated by the Debenture Bondhold- 
ers, and the other half by the stockholders, and the parties 
so nominated shall agree upon the odd member to be 
elected to the Board, who shall be President of the Com- 
pany; and they failing to agree, he shall be nominated by 
the Trustee of the Debenture Bond Mortgage, and the 
Directors so nominated shall constitute and be elected the 
Board of the new company; and this Constitution of the 
Board shall be secured by the Articles of Association, if 
practicable, and, if not, then under such arrangement and 
agreement as shall be devised and advised by counsel and 
approved by the Purchasing Committee. 

Fourteenth. — Both the General and Collateral Trust 
Bondholders hereby unite in requesting the Trustee under 
the General Mortgage to present a memorial to the Court 
for an order appropriating so much money^ not exceeding 
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$20,000, as may be absolutely necessary to pay such actual 
expenses as the said Purchasing Committee may incur in 
carrying out the provisions of this agreement. 

Fifteenth. — It is expressly understood and agreed that 
modifications may be made in this agreement or in the 
terms of reorganization by the London Committee of 
Bondholders and the Purchasing Committee by formal 
resolutions, of such respective bodies to that effect; pro- 
vided, however, that no additional liability shall be created 
against the bondholders. And the parties comprising the 
Purchasing Committee agree to act under the authority 
and power provided for in this agreement, and to execute 
and carry out the duties and trusts herein provided for. 

In witness whebbop, the parties hereto have set their 
signatures, the day and year above written, and affixed 
thereto the number of bonds held by the first and second 
parties respectively. 



AMENDMENTS. 



The following amendmeiit to the foregoing agreement was made hy joint 
reeolntion of the London Committee and the Parchasing Committee, and adopted 
January 18, 1887. Section third as amended to read as follows, to wit : 

" Third. — ^That when the said sale and purchase shall have been consum- 
mated, and the title to the property vested in the said Purchasing Committee, it 
shall cause to be formed a new corporation which shall cover and occupy any or 
an the lines of the chief routes of the said Wabash, St. Louis and Pacific Railway 
Company, and whether by the formation of separate corporations to become one 
afterwards by oonsolidation in several States or otherwise the substantial main 
fines and those which may be best put and worked together, and all the equip- 
ment, rolling stock, cars, locomotives, and all personal property, choses in action, 
and all other assets which belong to the present company (except always such 
lines of roads and their equipment as on account of their encumbrances or for 
other reasons will become weights not easily carried by the corporation), shall be 
transferred and conveyed to such new organization and become its property as 
fdUy as it is now owned by the present company, and for which the new company 
shall pay Uie Purchasing Committee as follows, to wit, &o" 
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And the foUowing resolution adopted by nid London Committee and PorchM- 
ing Committee: 

EmdiMd, That in order to proTide the tupplementary fimdi which in the 
judgment of the Pnrchaelng Committee may be neoessary to complete the re- 
organization contemplated by the agreement of Jnly 16, 1886, laid Committee is 
hereby authorised and empowered to sell any of the lines, not considered essential 
to the system of the new company, and any of the securities acquired by said 
committee and to appropriate the proceeds of such sale or sales to the payment of 
Receiver's obligations, overdue coupons on Uie underlying mortgage, or legal ex- 
penses incurred in defense of the bondholders, parties to said agreement ; proTided, 
however, that any action under this resolution shall be invalid unless authorised 
by the unanimous vote of the said Purchadng Committee. 
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DB3aat o£ tHue 



INCLUDING THB 



CHICAGO DIVISION. 
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To THE HOLDERS OF THE BONDS ON THE MAIN LINES OF 

THE Wabash, St. Louis and Pacifio Railway System 

EAST OF THE MISSISSIPPI, tNOLUDING THE ChIOAOO 
DIVISION; 



By the terms of the contract between the holders of the 
general and collateral trust bonds and the undersigned 
purchasing committee, it is provided that when the sale 
and purchase shall have been consummated and the title 
of the property vested in the committee, it shall cause a 
new corporation to be formed, which shall cover and occupy 
the chief routes of the said company, &;c. 

By the form of the decree rendered, only a title upon 
condition passes under the sale, and the possession of the 
property still remains in the Receivers until all their 
liabilities shall be paid. The fund with which those 
liabilities can be paid must be raised by the sale of the new 
stock and the contribution of bonds junior to yours, and 
bearing no interest, and no reorganization of the company 
occupying its chief lines can be made with the present 
weight of interest-bearing debt resting upon them, which 
can sustain itself and live. The purchasing committee, 
representing now all interests, therefore place the financial 
affairs and the difficulties which stand in the way frankly 
before the holders of underlying bonds, and ask their co- 
operation in effecting a reorganization which will keep the 
main and productive lines of the property together. 

The committee have carefully stu(Ued the financial con- 
dition of the property and the facts which should control 
the judgment of bondholders in. the present emergency. 
They believe that the best interests of all the bondholders 
to whom this circular is addressed require that the main 
property east and west of the Mississippi should be kept 
together, and that if well managed it will steadily improve 
and become a good security for the bonds which will rest 
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upon it under the plan they propose. All the bondholders 
know that the interests on their bonds for the past two 
years has not been paid. They do not as fully, however, 
understand the reasons why it has not been paid. It was 
possible, had the lines upon which their securities rest been 
separated from the unproductive lines, to have paid some 
small part of it, but the operation of lateral lines which 
the Receivers could not abandon or close to public use, 
has to some extent absorbed money earned upon lines on 
both sides of the Mississippi. That however is a minor 
cause. The great difficulty has been in the past that 
interest has not been earned by the lines themselves upon 
which it is in deficit, and no more interest can be paid than 
the roads can earn. 

The real reason why it has not been earned and cannot 
be earned as things now are, will be apparent to every 
bondholder who will carefully read this circular. It can 
be best shown them by a comparision of the results of the 
business of the Wabash, St. Louis and Pacific Railroad with 
those of one of the great companies of the Northwest. A 
comparison with either of them will show the same results. 
We have made it with the business of the Chicago, Mil- 
waukee and St. Paul Company. That company reported 
in 1884 a capital stock and funded debt amounting to the 
sum of $142,000,000. That of the Wabash, St. Louis and 
Pacific Company, in its reports for the same year, was 
about $20,000,000 less. The St. Paul Company easily paid 
all the interest on its floating debt and dividends on its 
stock, while the Wabash Company could not from its 
earnings pay the whole interest on that part of its funded 
debt which takes precedence of its general and collateral 
trust bonds. The Wabash Company handled a much 
larger amount of business, though doing a less passenger 
traffic; but the great earnings on both were and are from 
freight. 

Now, why does the one easily pay interest and divi- 
dends, while the other not only cannot pay dividends, 
but not even the interest on its underlying sectional mort- 
gages? 
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The St. Paul Co., received for its freight on an average 
as stated in its report for that year one cent and thirty- 
nine hundredths per ton per mile, while the Wabash Com- 
pany received for the first half of the year the average of 
nine mills and seven-tenths of a mill per ton per mile, and 
for the last half of the year nine and three-tenths mills, 
being for the whole year nine and a half mills. The dif- 
ference in favor of the St. Paul Company was four and 
four-tenths mills per ton per mile on its freight. The St. 
Paul Company carried one mile 1,176,605,082 tons. The 
Wabash Company carried 1,263,790,523 tons one mile, or 
87,186,491 tons more than the St. Paul Company. K the 
Wabash Company could have received the same rates as 
the St. Paul Company, viz. : four mills and four-tenths of 
a mill more than it was compelled to take, its earnings on 
freight alone would have been $5,560,678 more than it did 
earn. All this sum would have b€|en additional net earn- 
ings, because the loss was wholly in the rates. The full 
expense of doing all this great business had to be paid. 
The St. Paul Company earned from freight $16,865,558. 
The Wabash Company earned $11,979,806 or $4,885,747 
less than the St. Paul Company, though it carried 87,185,- 
491 tons one mile, more than the St. Paul Company. If the 
Wabash Company could have had the same rates for freight 
as the St. Paul Company, its earnings would have been 
enough to have paid all the interest and rentals on all its 
lines, both owned and leased, at that time when its system 
was the most extensive, and dividends on all its stock of 
both classes. The mere statement of such facts will at 
once convince every bondholder what the real difficulty 
with the Wabash Co. has been and is. In the subsequent 
years the rates have been still less on account of the war- 
fare of rates which has prevailed east of Chicago and 
St. Louis. But bondholders may ask why is this differ- 
ence in rates and why is the Wabash Company compelled 
to carry its freight at so low a rate? The reason for this 
is equally clear to all who know the difficulties which 
beset it. It runs from St. Louis and Keokuk to Toledo 
generally in a northeastly direction. All roads from 
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Chicago to the seaboard, except the Michigan Central, 
cross it. All roads from that city southwest, south and 
southeast cross it, and they radiate from Chicago like the 
sticks of a fan. Beads afiBhated with the Baltimore, Chesa- 
peake and Ohio and other southern roads extend up into 
its territory and are competitors for its business. It has 
roads parallel with it also from the Lakes to St. Louis com- 
peting for its through and local business. • There is no 
point on its lines not subject to competition as intense as 
competition can be. There are paraUel roads on all sides, 
and roads crossing it at a]l points. It has taken many 
years to bring about this result, but time has now prob- 
ably done its worst. The mischief to the Wabash system 
has been immense. The roads in the northwest from 
Chicago are as yet comparatively free from those diffi- 
culties. 

The cause of thellow rates at all points east of the Missis- 
sippi is therefore quite apparent. It cannot be obviated to 
any considerable extent. The Wabash Co. therefore must so 
arrange its affairs as to live under all this difficulty. There is 
no class of its securities which can be benefited by breakingit 
up. It is believed that even its first sectional mortgages may 
be made better by such adjustments as will keep together 
the long line of road from Kansas City and Omaha to Toledo 
by way of St. Louis and Hannibal, including all its main 
lines and branches connecting it with Chicago and possi- 
bly that to Detroit. The main line west of the river to 
Kansas City with its comparatively light funded debt and 
better rates is a source of some profit above paying its in- 
terest. Its surplus earnings contribute even now to relieve 
the weight of the securities resting upon the lines east of 
the river. Besides this that road contributes to augment 
the volume of the business on the lines east of the river. 
It is therefore in a double sense important for those lines 
that they should remain connected with that property 
under the same charter as one company in any reorgan- 
ization which may be formed. Now, the amount of the . 
funded debt resting upon the lines east of the river, in- 
cluding the Chicago branch and excluding the Detroit di- 
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vision, 18 $27,019^000, exdusive of accrued interest and 
past due coupons. There is also an interest- bearing debt 
for rolling stock and equipment of all kinds of $8,196,000. 
Of this at least $2,000,000 is properly chargeable to the 
eastern division. To all this must be added the accrued 
interest and past due coupons, which will amount to 
$3,000,000 and more, making in all $82,019,000, resting 
upon the lines east of the river which should be included 
under anj reorganization. The interest on this sum at 
present rates is $2,210,000. The earnings on these lines 
east of the river applicable to interest during the last year 
was only $401,824. Taking the last year's earnings as a 
basis, therefore, the deficit in the earnings requisite to pay 
the interest amounted to the sum of $1,808,676, and this 
deficit occurs with the whole power and influence of the 
lines west of the river used to send its business over and 
augment the volume of that on the lines east of the Mis- 
sissippi If these properties had been in separate owner- 
ship and each worked in its own interest without r^;ard 
to the other the deficit would probably have been still 
larger than it actually was. 

It must be apparent to every dass of bondholders east 
of the river how precarious their property is if the joint 
lines cannot be saved to work together as one line, and 
render mutual support and contribute each to the strength 
of the other division. 

There are no means with which to pay the car trust debt 
of $3,196,000. 

If the propositions of the Purchasing Committee are not 
accepted by the bondholders the trustees of this security 
will have no alternative but to take the rolling stock and 
make the best of it. If the propositions are accepted, the 
parties interested in this car trust must have their choice 
to take the rolling stock or make such a compromise of 
the debt as the means and earning capacity of the new 
company will admit of. The alternative is inevitable and 
is one of the unpleasant ones which necessity compels us 
to place before parties interested in the Wabash property 
and its securities. 
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The floating debt of the company, including Receivers' 
certificates and the foreclosure expenses, amounts now to 
upwards of $4,000,000, which must be in any event paid. 
There is no fund from which it is possible to pay any part 
of it if there shall be failure to complete the proposed re- 
organization. To this debt must be added the car trust 
debt before named of $8,196,000. There is therefore some- 
thing more than $7,000,000, all practically preferred, 
resting upon the property. To pay the floating debt is an 
absolute necessity. To compromise the car trust debt on 
some practical basis or acquire other rolling stock is an 
equal necessity. Both must be done whether the company 
is reorganized or not. If the propositions of the commit- 
tee are accepted by the bondholders, then the money in 
their hands, about $4,000,000, can be used to pay the float- 
ing debt and Receivers' certificates. The new company 
will be relieved of all that debt. All the sectional bonds 
will be relieved at once from vast trouble and great dan- 
ger which otherwise may affect every class of them. 

Only part of the division west of the river, the main 
line, was able during the past few years to pay its interest 
and earn also in the last year a sqiall surplus of $257,000. 
This is no substantial relief for the large deficit on the lines 
east of the river. If the system be broken up the eastern 
division must rely upon its own earnings alone to pay its 
interest with no ally west and no friends east; for a road 
without strength of its own has no friends. 

Nothing can, therefore, be more clear than that it is for 
the interest of the eastern division that the two divisions 
shall be kept together. That division will have but little 
vitality otherwise. They, therefore, must be united tmder 
the charter and be placed upon a footing where they can 
pay the interest which may be charged against them. 
This is of the first necessity. They must then wait the 
progress of the country both along the lines and west of 
them for increased prosperity. To those who have ob- 
served and been familiar with the past development of the 
West and its rapid increase in population and wealth, this 
will not seem to be very remote. 
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Taking the two divisions together the gross funded debt 
of both lines as now operated by the Receivers excluding 
the Detroit Division and including the car trust and the 
past due interest and coupons, is $44,956,500, and the in- 
terest on that amount at present rates is about $3,096,000, 
while the whole amount earned applicable to interest on 
both divisions in the last year has been only $1,346,294, 
leaving a deficit of about $1,749,706. 

In this statement we have included the past due coupons 
as if they were a part of the permanent debt of the com- 
pany. In all statements for the future they must of 
course be taken into account. If in our computations we 
did not include them in the funded debt of the last year 
the deficit would be diminished by interest to the amount 
of say $210,000. It might have been well to state the debt 
with that item left out. It will, however, mislead no one 
in the way we state it, and we desire to place the whole 
present debt before bondholders. All of it must be taken 
into accoimt in any plan to reorganize. 

But this statement of the net earnings and the deficit in 
the amount required to pay the interest is not quite just 
to the property. It is fair to state that many lines of the 
road have been worked which have not paid tiieir expenses, 
and the amount required to work them above the amount 
of their earnings has been taken from the earnings of 
these two divisions. This has diminished the amount of 
the net earnings and increased the amount of the deficit 
by the amount so appropriated. Probably as near as it 
can be stated, the amount so used has been about $350,000. 
Whether all these roads can be thrown off in the future 
and this drain brought to a full termination is not wholly 
dear. Some of them are the property of the company, 
and until disposed of some expense must be incurred in 
connection with them. It is believed, however, that this 
drain will soon be brought to an end. 

The state of the whole railway interests of the country 
for the last few years should also'be considered in connec- 
tion with the financial condition of the Wabash. The 

8* 
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demoralization in rates has affected all railway property 
east of the Mississippi to a disastrous extent, and none 
more seriously than the Wabash. There has already 
been some reaction and an encouraging increase in 
the net earnings of the road during the present year, 
thus far, in consequence of some improvement in 
rates as well as business. How far this may be 
relied upon as a permanent improvement cannot, of 
course, be determined. It is mentioned as an element 
which contributes to the confidence we have that the pro- 
posal we make to bondholders, if acceded to, will result in 
a corporation which will have vitality enough to be self- 
sustaining and become more and more valuable as time 
goes along, and the country progresses. It strengthens 
our belief that the worst is passed, and that though for a 
time we may not expect any great future for the new 
company, it will be upon a safe and stable basis. Its life 
will, we believe, be safe and in time, with good manage- 
ment and care, it will come to strength and vigor. But in 
any plan to be adopted we cannot safely trust to hope 
alone. We cannot break away from past experience and 
the lessons which the disasters of the past have tatightus. 
We must rely mainly upon past results, though we blend 
vnth them so much of hope of improvement as may be 
justified by the knowledge thus acquired. If there shall 
be early improvement it will enure to the benefit of every 
class of the holders of Wabash securities. 

But it is perfectly clear that with the most encouraging 
aspect of the affairs of the Wabash, if the new company 
is to be a permanent success, the bondholders of the East- 
em Division must concede enough to enable it to live and 
pay its fixed chaises punctually or the reorganization will 
be useless. 

It is rather the interest of every bondholder of every 
class that the new company should have a considerable 
margin within the line of its ability to pay all its fixed 
charges than to struggle for any considerable time on the 
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rei^of ever-imminent bankruptcy, without credit or even 
assured continued existence. 

The propositions now submitted by the committee for 
the consideration of the bondholders are as follows : 

First. — A reduction of interest to five per cent, per an- 
num on all mortgages east of the Siississippi river as fol- 
lows : 

Toledo and Illinois, first mortgage $ 900,000 00 

Lake Erie, Wabash and St. L., first mort- 
gage 2,500,000 00 

Great Western, first mortgage 2,600,000 00 

Decatur and E. St. Louis, first mortgage .- 2,700,000 00 

Quincy and Toledo, first mortgage 500, 000 00 

HL and So. Iowa, first mortgage 300,000 00 

Hannibal and Naples, first mortgage 500,000 00 

Funded debt bonds and scrip, 7 per cent.. 1,055,699 87 

Toledo and Wabash, second mortgage 1,000,000 00 

Wabash and Western, second mortgage... 1,500,000 00 

Great Western, second mortgage 2,500,000 00 

Fufided debt, bonds and scrip, 6 per cent.. 1,958,975 50 
Consolidated Convertible, third mortgage.. 2,610,000 00 
Wabash Railway, 7s of 79, fourth mort- 
gage 2,000,000 00 

$22,519,675 37 

Second.— Overdue coupons on the above for eighteen 
months to be funded into bonds to be designated '*' Coupon 
Bonds,'' in three series. Coupons of the first mortgages 
and funded debt 7s to be funded in first series; of second 
mortgages and funded debt 6s, in second series, and of 
Consolidated and 7s of '79, in third series. Interest on the 
7 per cent, scrip to be funded to February 1, 1886, and on 
the 6 per cent, scrip to May 1, 1886. These coupon bonds 
to bear interest at 5 per cent., payable semi-annually from 
August 1, 1886, for first series, November 1, 1886, for 
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second series, and January 1, 1887, for third series, and to 
take rank in payment after the mortgages, according to 
priority of those from which they may be detached. Thus 
the coupon bonds of the first series will be entitled to in- 
terest after payment of the coupons of the first mortgages, 
the second series after payment of interest on the second 
mortgages and the third after payment of interest on the 
Consolidated and 7s of 1879. 



Note. — Seml-anniial Coapons will replace Uie quarterly of the Consolidated — 
the first of 2^ per oent to mature November 1, 1886. Interest on Funded Debt 
Scrip will be adjosted to Correspond with dates above given. 



TmRD. — The bonds of the Chicago Division to fund 
coupons up to and including January 1, 1887, into coupon 
bonds of third series. 



Fourth. — The principal of all mortgages named herein 
to be extended forty years from the date of the first cou- 
pon maturing at the reduced rate and to receive new sheets 
of coupons from the reorganized company, payable semi- 
annually, at the rate of five per cent, per annum. 

Fifth. — All the mortgages specified herein, except the 
first and second mortgages, and the first and second series 
of coupon bonds, to waive foreclosure rights until after 
three consecutive years of default. . 

If mutually satisfactory terms can be arranged with the 
Detroit and Omaha Divisions, it may be thought desirable 
to retain them in the Wabash system. This matter will 
be duly considered by the Committee. 

Should these propositions be accepted by the bondhold- 
ers, the interest obUgations of the new company, covering 
the main lines from Toledo and Chicago to the Mississippi 
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Kiver, St. Louis, Kansas City and Council Bluffs, would 
be as follows: 

Mortgages in Missouri, viz., North Mo. 1st 
Mtge. Real Estate and B., Boone Co. and 
Booneville, Brunswick and Chillicothe, St. 
Louis, C. B. and Omaha, and St. Charles 

Bridge 1st and 2d Mtge $780,025 00 

First Mortgages of Eastern Division 547, 785 00 

Second ** '' *' '* 847,699 00 

Consolidated and 78 of 1879 280,000 00 

Funded coupons of the three series, about 

$2,800,000 140,000 00 

Chicago Division 225,000 00 

$2,270,609 00 
Of which would be payable in 1887 $2,158,009 00 

To this must be added interest on the N. Y. and Pac. 
Car Trust, if any arrangement can be made with the 
Trustees, and on Detroit and Omaha Divisions, if re- 
tained. 

The interest charges with these additions would be 
increased from $350,000 to $400,000, and the total in- 
terest obligations on the new basis would be about 
$2,600,000. 

Estimated Earnings in 1886. 

Netamt. applicable to interest in 1885 $1,846,000 00 

Add gain in four months inl886 517,000 00 

^' estimated gain for 8 months following.. 850,000 00 
** taxes and rentals saved on roads sur- 
rendered 104,661 79 

Add sundry losses, &c., in 1885, not to be 

chargedinl886 72,247 60 

$2,889,809 89 
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This estimate may be considered trustworthy, except as 
to the anticipated gain in the eight months from May 1 to 
December 31st; but this is quite as likely to be exceeded as 
to be reduced. The figures show clearly that the com- 
mittee have proposed to the bondholders payment of all 
the interest which can be safely undertaken by the new 
company, and even this responsibility would not be justi- 
fiable without the waiver clause in the extension of the 
junior mortgages. 

Under the proposed arrangement the new company 
would expect to commence payments at the reduced rate 
as follows: 

On the first mortgages, except the Chicago 

Division.. Aug. 1, 1886 

Quincy and Toledo -Nov. 1, 1886 

Hannibal and Naples Dec. 1,1886 

On the second mortgages Nov. 1, 1886 

'' Con. " Nov. 1, 1886 

" 7sofl879 Oct. 1,1886 

or as soon thereafter as the arrangements can be made ta 
place the new company in possession of the property. 

It does not require further argument to prove that how- 
ever unwelcome these propositions may be to the bond- 
holders, they are absolutely necessary for their permanent 
safety. The road can pay no more than it earns under 
any circumstances, and it is hardly possible for it to earn 
as much as at present, if the lines are broken by the en- 
forcement of foreclosure rights. Litigation between the 
mortgages would be long and expensive, and many intri- 
cate questions would arise as to the apportionment of the 
Eeceiver's debt, the ownership of rolling stock and the 
use of terminal facilities. Such a conflict of interests 
would not only defer coupon payment indefinitely, but 
would be a costly experiment even to the litigants who 
might be eventually successful. A great depreciation in 
the value of these mortgages would be inevitable in case 
of attempted foreclosure, and the system would be crippled 
and embarrassed for years. 
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These poiuts have been carefully considered by the com- 
mittee, and it has been their intention to propose only 
. such concessions to the bondholders as would permit the 
new corporation to live and fulfill its obligations. Elach 
mortgage has been assigned its propel rank in the pay- 
ment of interest, and each will retain its present security, 
and will also hold the promise of the new company in the 
coupons for the extended time. 

It is believed that the extension of the first and second 
mortgages, nearly all of which mature within an average 
of four or live years, will be a valuable consideration for 
the reduction in the rate of interest, and many of the 
bondholders who have been consulted take this view of 
the case. The Consolidated Convertible and Wabash 
Bailway 7's of 1879 mature at a later date, but they are 
junior mortgages, and will be made safer by the reduction 
of interest on the prior mortgages. Holders of these 
bonds would be in great peril if the senior mortgages 
should avail of their foreclosure rights. The propositions 
now submitted to them should be promptly accepted. 

The Purchasing Committee, representing as Trustees 
the (General and Collateral Trust mortgage bondholders 
and the stockholders, consider it their duty to secure these 
interests in the peaceable possession of the lines of the 
Wabash Company, under such conditions as will render 
them measurably safe. They are prepared to pay off a 
heavy fioating debt which the Court would probably de- 
dare to be obUgatory on the purchasers, under any cir- . 
cumstances, and they feel confident of their ability to 
place a new corporation in control, which will rescue the 
property from its dangerous position and place it upon a 
firmer and more enduring basis than it has ever occupied. 
But to accomplish this, and to give the stockholders 
reasonable assurance that the money they have con- 
tributed shall not be wasted, the Committee ask the mort- 
gage bondholders to concede some minor advantages in 
return for the large outlay of money which will directly 
benefit the bonds by the discharge of Receiver's obliga- 
tions and in perhaps saving the lines from possible dis- 
int^ration. 
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There is not a mortgage upon the road which will not 
be immediately benefited by the success of the measures 
proposed, nor one which will not be intrinsically more 
valuable at five per cent, interest under the new conditions 
than at seven per cent, under the old. This is the de- 
liberate judgment, not only of every member of this com- 
mittee, but of every one who is familiar with the property 
and understands its embarrassments. The difficulties 
which have been overcome thus far, in bringing the gen- 
eral mortgage and collateral trust bondholders, and large 
floating debt creditors to an agreement have been removed 
only by incessant labor and great perseverance, but this 
task has been accomplished, and the collection of about 
four millions of dollars has been assured. Without this 
successful work the Wabash system would have been in- 
volved in a most destructive legal contest, costly and 
injurious to all interests. No mortgage would have been 
free from peril, and the business of the road would have 
suffered greatly for years. From much of this threatened 
trouble the bondholders have been saved and the fact 
should be recognized by them. 

The Purchasing Committee cannot dictate to mortgage 
bondholders. They have rights which are not disputed, 
and it is only by voluntary acquiescence that these propo- 
sitions can be carried ; but they urge prompt acceptance 
as the safest and best course to pursue. They have tried 
conscientiously to submit a fair and equitable plan of ad- 
justment, and they believe it to be for the interest of the 
bondholders not only to assent without hesitation, but to 
encourage the committee in the work they have under- 
taken. 

Books for the signatures of assenting bondholders are 
now open at the office of the committee, No. 195 Broad- 
way. 

Jambs F. Joy, "] 
T. H. Hubbard, Purchasing 
Edgar T. Welles, ^ Conunittee. 
O. D; Ashley, 

New York, June 1, 1886. 
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REPORT. 



WABASH, ST. LOUIS & PACIFIC RAILWAY 
COMPANY. 



To THB Bondholders of the Wabash, St. Louis & 
Pacific Eailway Company: 

At a meeting of the bondholders of the Wabash, St. 
Louis and Pacific Railway Company, held at 96 Broad- 
way, in the City of New York, on the 8th day of July, 
1886, and called to take into consideration the report or 
propositions of the purchasing committee of said railway, 
addressed to the bondholders of said company under date 
of June 1, 1886, it was voted " that a committee of five 
I)ersons, two representing the holders of the first mort- 
gage bonds, two the holders of the second mortgage 
bonds, and one the holders of the consolidated converti- 
ble bonds, be chosen, whose duty it should be after such 
conference with said purchasing committee as they deem 
desirable, and after a full and careful consideration of the 
question how the rights and interests of the several classes 
of bondholders may be best promoted and protected, to 
report the results of their labors to the bondholders at a 
subsequent meeting with such recommendations as they 
deem best suited to accomplish the objects aimed at. The 
undersigned, the committee appointed at such meeting for 
the purposes aforesaid having conferred fully with the 
purchasing committee, and having carefully considered 
the subject committed to them, beg leave herewith to 
report: 

On the 29th of May, 1884, the Wabash, St. Louis and 
Pacific Railway Company, in anticipation of default in the 
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payment of the interest to fall due June 1, 188i, on the 
general mortgage bonds, was placed in the hands of Solon 
Humphreys and Thomas E. Tutt, as receivers. At that 
date the company was operating a system including about 
8,600 miles of road, made up of fifty- three dijfferent lines, 
which had been grouped together, in part at least, with- 
out any general method or plan. Upon these lines there 
had been executed nearly fifty different mortgages cov- 
ering different portions of the system, and one of them 
the whole of it. 

The following statements will show the gross earnings, 
expenses and net earnings of the Wabash system for 
1885; the interest charges against the same ; the lines 
that have been surrendered with the interest and rental 
charges against the same; the balance of earnings 
applicable to interest for 1885; the date of their sur- 
render to their mortgage bondholders or other parties; 
the interest and rentals for the portion of the year 1885 
for which they were operated; and the interest and rentals 
for 1885, chargeable against the lines retained, their gross 
earnings, operating expenses for the year, and the net 
earnings for the same. 
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Table No. 1. 

Trappio Statement fob Tear 1885. 
January i, 1886^ to December 31^ 1886 ^ inclusive. 





Gross 
Earnings. 


Operating 
Expenses. 


Net 
Surplus. 


Net Loss. 


liainLiiie 

I>etiolt.a A 8t.Loiiii 

EelRiT6rB.B 


$8,468,206 64 

690,672 96 

896,638 62 

861.674 84 

1,869,881 94 

6.481 16 

12.466 16 
448,962 20 

78,472 42 
172.247 04 
68.042 76 
21,274 02 
146,742 88 
66,890 08 
24.481 89 

68.467 41 
182,669 46 
142,476 18 
482.886 65 

8.049 86 
191,788 23 

96,044 16 
146.7G9 29 

40.618 89 

71,262 81 
186,688 60 

81,997 79 


$6,828,790 16 

612,129 46 

879,680 44 

826.821 88 

1.211.786 06 

9.627 94 

14.942 77 

486,114 44 

82,418 92 

177,066 46 

67.096 80 

80.672 14 

186.898 68 

78,737 04 

28,16199 

82.916 81 

82,88168 

103,410 60 

898,766 87 

18,466 16 

189.127 17 

94,274 19 

179.291 97 

80,948 46 

114,174 20 

120.111 92 

28.682 96 


$2,144,416 49 

78.448 60 

19.008 08 

36.862 61 

148,146 89 




bd,. Pern k Ohio 




rf*»*<5ago DiTH 




AMoa & OoTington 


4,146 79 
2,477 62 

8.941 60 


GOiam. k So. EMtem 




ToL.PeorUftWefltem 

8tet« Line to Loniwport. ... 
PaoriA, Pekin & Jaokioii 


18,887 76 




4.808 42 


Sprlngfleld h No. Western. . . . 




14.058 04 


St. L.. J. & Springfield 

C3Wro DiVn 




9,296 13 




40,161 20 
7,347 01 


Ohftm., Hat. k, Western 




Har., Bitntonl k Ewftem 




8,660 10 


8t.L..O.&0.BapidB 

Bronswiok k OhflUoothe 

St. L.. 0. B. A Omaha 

0. B. & St L 




14,469 40 


60.277 88 
89.066 68 
88.629 18 




Cflarinda Branoh 


6.416 20 


St.J.ASt.L. 


2,606 06 
769 96 




Qniney. Mo. APao 




ICIowaANeb. 


82.622 68 


Oentreyffle.M.&Albia. 

Dea Moines & St. li... 


9.676 44 


42.921 89 


Des Moines k N. Western.... 
Ooloinbia Branoh 


16,621 68 
8,864 84 








Balanos 


$18,801,611 69 


$11,886,200 81 


$2,606,614 86 

2.41^4U 88 
262.76180 


$190.20$ 4T 


From whioh deduct extraordinary ezp< 


Bnses 








Not earnings. ••••• 


$2,162,649 68 









1%e item of $262,761^0 for extraordinary expenses ii composed of the following 
dharges: 

Bridge repairs $U6.128 60 

freight oar repairs 109.678 81 

New boilers and tenders to looomotiTes 22.066 64 

BiTsr protection 1.460 60 

4.427 96 

$262,761 80 
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Table No. 2. 

Ket earnings 1885, per Table No. 1 $2,162,649 68 

Leestaxes $460,779 96 

Less track and bridge rentals. 818,018 51 

Less loss on boats, &c 42,556 84 

816,354 81 



Amount available for interest in 1885 $1,346,294 77 



Intbbbst Chabgbs fob thb Ybab 1885. 

Main Line east $1,278,822 45 

Detroit, Butler & St. Louis... 111,180 00 

EelEiver 126,840 00 

Chicago Division 226,000 00 

Decatur and E. St. Louis 217,490 90 

Hannibal & Naples 85,000 00 

Main Line West 717,195 00 

St. Louis, Ott. & Cedar Rapids 22,575 00 

Brunswick & Chillicothe 18,270 00 

St. L., C. B. & Omaha 37,560 00 

Council Bluffs & St. L 164,500 00 

Clarinda Branch 15,840 00 

Columbia Branch 7,000 00 

St. Jo. & St. Louis 57,519 96 

Cent., Moravia & Albia 24,000 00 

On roads dropped in 1885 547, 983 02 

N. Y. & Pacific Car Trust 221,581 38 

On Burlington Real Estate... 4,080 00 

$3,827,437 66 
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Table No* 8. 
Table of Lines Subbbndebed. 



Cidro IHrkion, Int $191,850 . .Sar. ApL M, 1886. .Loss, $40,161 SO 

C. Knffs h St. LoniB 164,600 . . " Mar. 7, 1886. .Prot, 88,620 18 

darindA Bnuioh 16,840 . . " Apl 16, I886...LO0B, 6,416 SO 

St Jo. h Si. LoniB 26,000 . . " *' 24, 1886. .Prol, 2.606 06 

Cent, MoniYia and AlUa.. 24,000 . . '* Feb. 16, 1886. .Prol, 0,676 44 

Hayana DiTision 96,468 . . " May 16, 1886 . .Loss, 7,847 01 

Hayana R. and Eartem . . 21,000 . . " May 81, 1886. .Loss, 8,660 10 

Toledo* P. h Western 862,660 . • " June 10, 1886. .Prol, 18,887 76 

Iowa Diylaion 186,140 . . " June 80, 1886. .Low, 82,622 68 

Indianapolis Diyiaion 200,260 .. " June 8, 1886.. Prol, 86,862 61 

Qdnoy, Ma h Paeifio 72,240 . . " Jnly 81, 1886. .Prol, 760 06 

State line to Loganqport* 

rental 28,872 06.." June 20, 1886.. Low, 8,04160 

Annual int for 1886 $1,848,716 06 Net. .$8,882 22 

Interest in 1886, while 
operated 800,842 08 

The net operating profit during the part <rf the year from Jan. 1 to time 

of surrender was $8,882 22 

The due proportion of taxes to be charged for the time operated in 

1886 was , $02,872 07 
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Table No. 4. 

LiNBS NOW Operated. 





Interest 
Charge. 


Groaa 
Earnings* 


Operating 
Ezpensea. 


Snrplns Net 
Earnings. 


Deficit. 


Kain Line East 

Detroit. B.&8tL(mls... 
EelBiver 


$1,626,318 86 

111,180 00 

126,840 00 

226,C«0 00 

717,196 00 

22.676 00 

1H.270 00 

87,660 00 

7,000 00 

4.()60 00 

221,681 88 


$4,819,261 80 

690.672 96 

898.688 62 

1.869.881 94 

8.648.946 84 

68.467 41 

182.669 46 

142,476 18 

81.997 79 

6.481 16 
12.466 16 
172.247 04 
68.042 76 
21.274 02 


$8,946,889 46 

612.129 46 

879.680 44 

1,211.786 06 

2,878.460 70 

82.916 81 

82.881 68 

108,410 60 

28.682 96 

9,627 94 

14.942 77 

177.066 46 

67.096 80 

80.672 14 


$878,921 86 

78.448 60 

19.008 08 

148.146 89 

1.270.494 64 




Ohlcaffo DlTialon 

MAinTJneWert 

St. L.. Ott. & OedAT B. . . . 


$14.460 40 

4.146 79 
2,477 69 
4,808 42 


Bninswiok & Chillicothe. 
St L.,O.B.& Omaha.... 

Columbia Branch 

Bnrlington B. B 

K.T. APac.OarTnut.. 
Attioa & OoTington 


60.277 88 

89.066 68 

8,864 84 


Champagne & 8. Easteni 
Feorla. fTa Jackaonyllle 










Springfield kV, Weatem 
Si L., JerseyriUe k Spd. 






14,068 04 
9,298 12 














%»,mjm 68 


$U.667.400 96 


$9,118,922 09 


$2,487,722 26 


$49.248 8$ 



Interest on funded coupon bonds and scrip included. 



Recapitulation. 



Table No. 1 gives the gross earnings, operat- 
ing expenses and net earnings of all lines 
operated by the Receivers in 1885, show- 
ing a net result of $2,162,649 68 

Table No. 2 deducts from this the amount 

due for taxes, rentals, &c 816,354- 81 



And shows balance available for interest $1,346,294 77 

It gives also the interest charges for the year 

1886 on sames lines, viz $8,827,437 66 
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Tablb No. 3 gives a list of the lines surrendered tod the 
interest charges on same, together with the net results 
on each line from Jan. 1, 1885, to the date of surrender, 
without charging the proportion of taxes, rentals, &c.y 
which each line should bear. 

Table No. 4 gives a list of the lines now operated by the 
Receivers, the interest charges on each, gross earnings, 
operating expenses, and net earnings of each in 1885, 
without deducting taxes and rentals, or extraordinary 
expenses. 

If these itemig should be deducted, the balance would 
give some approximation to the amount available for in- 
terest on those lines, but it would be inaccurate because 
the earnings given were partly realized from business con- 
tributed by the surrendered lines. 

To reorganize the new company certain liabilities of the 
old had first to be paid, these having precedence even over 
mortgage bonds, on the ground that they were incurred 
for the care and maintenance of the estate and property, 
their validity being sustained by well-recognized rules of 
law. To these certain other liabilities incurred by the Re- 
ceivers were to be added, the amount of both kinds being 
determined by the Court exercising jurisdiction in the case. 
According to the Report of the Master, to whom this mat- 
ter of liabiUties having precedence over all other obliga- 
tions was referred, their amount equalled $3,647,653.30 as 
per the statement annexed to his report, made near the 
close of 1885, and formally approved by the said Court, of 
which the following is a copy: 

10§ 
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DETERMINED LIABHiTTIES OP BBOEIYERS— PARTLY ESTIMATED. 

Reoelven* Certifioatot $1,808,624 00 

Interwt to December let, 1885 82,790 11 

tl,Wl,414 11 

Floating liabUities |2,8«0,778 58 

Less Floating Asstto 1,182,287 91 



$1,287,480 62 

Wages and sapplies— six months* claims 129,889 65 

Terminal and track fscilities— six months' claims. 

Exchange of traffic— six montiks* daim 

Amomits ordered paid by the Ck>mrt8 

Overcharge and rebate Toochers approved 

Loss and damage claims— Iowa 

Overcharge and rebate daima— Receivers' ao- 
comit 

Loss and damage claims — ^Receivers* aooonnt. • • . 

Personal injnry ddms — ^Receivers* account, esti- 
mated 

Add last two claims on Exhibit 16. 



41,829 11 


1,542 10 


47,778 90 


42,828 27 


2,091 65 


82,889 62 


84,040 18 


10,000 00 


96 60 



$1,629,411 56 
$2,970,825 66 



UNDETERMINED UABIUTIES. 

Pending interveidng petitions $522,208 78 

Judgments pending wherein appeal bonds have 

been given 60,099 00 

Overcharge and rebate ddms prior to May 29, 
1884, not yet presented to Master for ap- 
proval 101,710 48 

For approval hot yet vouchered 81,755 95 

Loss and damage daims prior to May 29, 1884, 
vouchered, some of which may be valid 
against earnings 58,416 90 

Against earnings not yet vouchered 7,641 58 

$776,827 64 

$8,747,658 80 
Dednct estimated value of uncollected assets, Wabash Com- 
pany 100,000 00 



$8,647,658 80 
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To the above sum is to be added Receivers' and other 
charges, increasing the above amount to about $4,200,000, 
all of which has to be paid as the condition precedent to 
the delivery by the Eeceivers of the property in their 
charge to the new company. The following is a copy of 
the order of the Court in the premises: 

^^The Commissioner executing the decree shall apply 
the proceeds derived from said sale, and also all the pro- 
ceeds derived from anybody, natural or artificial, in satis- 
faction of the claims charged or to be charged against 
said property and all parts thereof, as aforesaid, in man- 
ner following: 

*'FiRST.— To the payment of all the costs of this cause 
in this Court, in all other Courts wherein ancillary juris- 
diction was taken, including such allowances as this and 
said other Courts have or shall make for solicitors and 
counsel fees, and for the services of all Trustees, Masters, 
Commissioners, Clerks, stenographers, printers and others 
rendering services in the prosecution of the several causes 
consoUdated herein, or ancillary to the original cause. 
Also all the expenses of making said sale or sales, and 
otherwise enforcing and carrying out this decree. 

" Second. — To the payment of all the indebtedness of the 
Beceivers herein, and all other claims which said Courts 
or some of them may judge to be superior to said bonds. 

** Third. — In payment of all expenses incurred by the 
committee of bondholders and the purchasing committee 
in bringing about the said agreement between the holders 
of the General Mortgage Bonds and the holders of the 
Collateral Trust Bonds; and of carrying the same into 
effect, and generally in the reorganization of the Wabash 
Company, including a proper remuneration for the mem- 
bers of said committee." 

From what has preceded it will be seen that it would be 
fruitless for this committee or any one, at this stage of 
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the proceedings, to enter upon the question of the liabili- 
ties to be paid before the Receivers will part with their 
possession of the road, as the amount has already been 
determined by a judgment of Court; or so far determined 
that the amount to be paid can with sufficient accuracy 
be determined by the application of the order laid down 
by the Court; the most important matter not yet passed 
upon being the Receivers' charges. The sum to be paid 
may be estimated, as before stated, at about $4,200,000. 

To provide such a sum, the plan of reorganization stip- 
ulated that stockkolders in the old company should be 
allowed to receive stock in the new, equal in amount 
to that held by them in the old, on the payment to the 
purchasing committee of an assessment of $8 per share on 
231,000 shares of preferred stock; and $6 per share on 
278,000 shares of common stock. Such assessments were 
to provide and have provided the sum of about $3,500,000. 

The plan of reorganization further provided that 
$30,000,000 of six per cent, non-cumulative debenture 
mortgage bonds of the new company, subject of course 
to the lien of all the underlying bonds, should be issued, 
of which $16,000,000 were to be used in exchange for a 
coriresponding amount of general mortgage bonds; 
$6,000,000 in exchange for equal amount of collateral 
trust bonds; $3,500,000 (preferred debenture mortgage 
bonds) to be used in the discharge of a corresponding 
amount of floating debt, for which an equal amount of 
collateral trust bonds had been pledged; $4,000,000, or 
thereabout, to be exchanged for the assessments paid on the 
preferred and common stock. The debenture bonds were 
to be assessed two per cent, of their par value. 

It will thus be seen that in order to secure a successful 
reorganization of the company, provision had to be made 
for the adjustment of much larger sums than those due 
to, or on account of the Receivers. It may be here 
stated, that from the time of the consolidation of the 
Wabash with the St. Louis, Kansas City and Northern, 
or at least, from the time that the company had acquired 
the branch lines which proved so disastrous to it, it had 
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been steadily and rapidly going behindhand, so far as its 
ability to meet the current charges against it was con- 
cerned. None seemed more blind to this fact than those 
connected with its immediate administration. '^ To tide 
over its affairs," as the phrase is, the company, on the 
first day of May, 1883, executed the coUateral trust mort- 
gage, so often referred to, to secure bonds to the amount 
of $10,000,000, which bonds were guaranteed by the St. 
Louis and Iron Mountain Railroad. The collateral trust 
mortgage assumed to cover a large amount of assets, not 
covered by other mortgages, including certain rolling 
stock purchased of the New York and Pacific Car Trust 
Company, the title to which was retained by that com- 
pany to secure the payment of the purchase money. It 
was assumed that any payment made on account of the 
car trust debts would inure to the benefit of the collateral 
trust bonds. Of the latter nearly $6,000,000 are held by 
the St. Louis and Iron Mountain for advances made by 
that company to nearly a like amount, and $3,500,000 for 
advances made by parties having official relation to the 
Wabash Company. This matter of the collateral trust 
bonds is here referred to for the purpose of showing that, 
in consequence of it, those nearest to the Wabash have 
been the ^1:'eatest sufferers, as they assumed that thereby 
a security was created upon which advances very nearly 
equaling its nominal amount might be safely made. The 
real effect was to increase the magnitude of the calamity 
it was intended to avert. The company, as then organ- 
ized, was already past help. It may be stated in this 
connection that the advances made on collateral trust 
bonds, as well as the general administration of the Wabash 
Company from the time of its consolidation with the 
St. Louis, Kansas City and Northern, or at least for sev- 
eral years past, have been made the subject of careful 
examination by accountants of the highest reputation in 
England, sent out at the instance of the holders of the gen- 
eral mortgage bonds, who, of all others, had the greatest right 
to feel aggrieved over their losses in connection with this 
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road. These accountants reported that the books of the 
company had been well and properly kept, and they made 
no complaint or suggestion of any misapplication of the 
funds of the company. If the purpose of those managing it, 
at least for several years past, had been to make money out 
of it by improper methods, they would hardly have been 
likely to advance to it vast sums, as was the case. An exam- 
ination into the affairs of the company, and into the conduct 
of its executive directors at the time, show that earnest, if 
not weU advised, efforts were made to sustain it. As the 
amount to be paid to the Receivers as the condition of 
transferring the road to the new company, established as 
it is by the judgment of a court of competent jurisdic- 
tion, cannot be inquired into by this or any other commit- 
tee, so any. suggestion that the funds of the company have 
during the period of its embarrassment been intentionally 
misapplied may, in view of the report of the English 
accountants, and also in view of the losses sustained by 
those connected with its management, be dismissed as 
having no foundation. This matter is referred to on 
account of the charges, undoubtedly believed in at the 
time, thrown out at a late meeting of the bondholders. 

Beference was also made at the same meeting, in terms 
of much censure, to the dividends paid on th*e Wabash 
stock in 1881. Such dividends were undoubtedly very 
improperly paid. They were not earned. It must, how- 
ever, be remembered that 1880 and 1881 were years in 
which our people very largely lost their heads in railway 
matters, and were in a frame of mind in which they were 
capable of deceiving themselves in reference to them, to 
almost any extent; so that it is now hard to draw the line 
between misconduct and delusion. It is natural that in- 
fluenced by such dividend, purchasers of the stock and 
bonds of the company, at a high price, should feel greatly 
aggrieved. But this should not influence their conduct 
when they come to consider the question of the best 
method of saving something out of what at one time 
appeared to be an almost hopeless wreck? 
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The order of the Court appointing Receivers for the road 
directed them to pay interest upon all the bonds of the 
company, having preference by way of lien, to the general 
mortgage and collateral trust bonds. At the time there 
appeared to be no reason to distrust the ability of the 
Beceivers to comply with the order of the Court, the 
amount called for by such order equaling about $2,800,000 
annually. The earnings of the system for 1882 were 
$16,151,690, gross; and $5,186,938, net, for 1883 the gross 
earnings were $16,915,120; the net $3,584,194. It is prob- 
able that the net earnings for both years were largely 
over-estimated. The amount of debit balance to income 
account for 1882 was $1,452,858; for 1884, $4,078,583. 
Whatever may have been thought at the time the order 
was made, it was soon seen that from the great falling off 
of the net earnings the Receiver would be unable to pay 
the interest on the larger part of the indebtedness of the 
company. So embarrassed became its affairs from causes 
stated, that it was thought best not to attempt to pay the 
interest on any of the bonds upon the lines east of the 
Mississippi River. Default was consequently made upon 
the interest coming due February 1, 1885. 

The net income for 1885 of the lines east of the Missis- 
sippi, included in the general system which it is now 
sought to preserve, was $477,324.27, this sum being 
$286,674.72 less than the interest on the first mortgage 
bonds upon these lines; $753,313.23 less than the interest 
on the first and second mortgage bonds, and $1,076,513.23 
less than the interest on the 1st, 2d, 3d and 4th bonds on 
the lines east of the Mississippi River. 

It is to be observed that although the falling off of the 
net earnings for 1885 appeared to be excessive, it was no 
greater, relatively, than the falling off of the earnings of 
ttie liake Shore, or of the New York Central. 

The following statement will show the amount of the 
various mortgage bonds on the lines east of the Mississippi 
(not including the Chicago or Detroit branches), and form- 
ing the system which its line sought to preserve, with the 
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interest annually accruing on the same, which the 
Receivers, when appointed, were directed to pay: 



Description of Bonds. 


Amounts. 


Rate of 
Interest 


Interest Annu- 
ally Accruing. 


Toledo <& Illinois Ist lA^te. . . . 

LakeE.,Wtb.4 St. L 

Gt. Western 


1900,000 00 

2,600,000 00 

2.600,000 00 

2,700,000 00 

600,000 00 

800,000 00 

600,000 00 

1,066,699 87 


7 per cent. 
7 per cent 
7 per cent 
7 per cent 
7 per cent 

6 per cent 

7 per cent 
7 percept 

7 per cent 
« 11 

6 " 
«< «« 

u tt 


$68,000 00 
176,000 00 
176,000 00 


Decatnr <& £. St. L. 


189,000 00 


Qnincy A Toledo 


86,000 00 


nis. A So. Iowa 


18,000 00 


Hannibal <& Naples 

Funded Debt Bonds and Scrip. 


86,000 00 
78,898 99 




$10,966,699 87 


$768,898 99 


Toledo <fr Wabash, 2d Mtge. . . 
Wab. A West 


$1,000,000 00 
1,600,000 00 
2,600,000 00 
1,968,976 00 


$70,000 00 
106.000 00 


Ot Western 


176,000 00 


Funded Debt 


117,288 61 








$6,968,976 60 


$467,288 61 


Ck>nsolidatod Convertibles. '. . . 
Mtce. 7of 1879 


$2,610,000 00 
2,000,000 00 


$182,700 00 
140,000 00 








$4,610,000 00 


$822,700 00 


Totals 


$22,619,678 87 


$1,668,887 60 







The net income of that part of the system west of the 
Mississippi River for 1885 applicable to interest was 
$974,761.80. The bonded debt upon the main line of that 
part of the system to be retained, with interest annually 
accruing on the same, is as foUows: 



North Missouri 1st Mtge 


7 per cent 
« tt 

6 " 

7 " 


$6,000,000 
8,000,000 
1,000,000 

888,600 


$420,000 

210,000 

60,000 


St Charles Bridire 


It *t ** 


2d Mtge 


27,196 






$10,888,600 


$717,196 
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« 

The net income of this division over and above interest 
charges for 1885 equaled $257,566.80. As the interest on 
bonds of this division has been earned, it has been paid. 
As it is not only self-supporting, but contributes a consid- 
erable sum toward the payment of interest on the bonds 
east of the Mississippi River, and as, in addition, it con- 
tributes largely to the business of the whole system, it was 
undoubtedly good policy to pay the interest as it accrued 
on its bonds, so as to give no pretext or opportunity for 
separating it from the eastern division. The Court, taking 
this view of the case, ordered payment of the interest as 
it accrued on the same. 

The great decrease in the earnings from their anticipated 
amount at the time of the appointment of the Receivers, 
naturally led to a change on the part of the Purchasing 
Committee of the original plan for the reorganization of the 
company. A large amount of overdue interest which was 
to have been taken care of by earnings had not only to be 
provided for, but the falling off in the earnings left it very 
problematical whether for the future they would prove 
adequate for the payment of the interest accruing on the 
bonds of the lines to be retained east of the Mississippi River. 
It became evident that to accomplish the reorganization 
of the company, the bondholders would have to make im- 
portant concessions; that they would have to waive the 
payment in cash of their overdue coupons, or at least the 
greater portion of them; that to induce the stockholders, 
and general mortgage bondholders, or their successors, to 
stand to their agreement to contribute a sufficient amount 
of money to pay off the Receivers' charges, and to induce 
the holders of the Collateral Trust Bonds to cancel the 
same, they would be compelled to reduce the rates of 
interest called for by their bonds. It was in view of the 
the changed situation that the Purchasing Committee, on 
the 1st of June, 1886, issued their circular to the bond- 
holders formulating the new plan, to wit: 

** FmsT. .A reduction of interest to five per cent, per an- 
11§ 
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num on all mortgages east of the Mississippi River, as fol- 
Idws: 

Toledo and Illinois, first mortgage |900,000 00 

Lake Erie, Wabash and St. L., first mortgage 2,600,000 00 

Great Western, first mortgage 2,500,000 00 

Decatnr and R St. Loais, first mortgage 2,700.000 00 

Quincy and Toledo, first mortgage 500,000 00 

m. and So. Iowa, first mortgage 800,000 00 

Hannibal and Naples, first mortgage 500,000 00 

Funded Debt, bonds and scrip. 1 per cent. 1,055,699 87 

Toledo and Wabash, second mortgage 1,000,000 00 

Wabash and Western, second mortgage 1,600,000 00 

Great i^estem. second mortgage 2,500,000 00 

Fvnded debt, bonds and scrip, 6 per cent. 1,958,975 50 

Ck>nsolidated Couyertible, third mortgage. 2,610,000 00 

Wabash Railway, 7s of *79, fourth mortgage 2,000,000 00 

$22,519,675 87 



** Second. Overdue coupons on the above for eighteen 
months to be funded into bonds to be designated ^ Coupon 
Bonds,' in three series. Coupons of the first mortgages 
and funded debt 7s to be funded in first series; of second 
mortgages and funded debt 6s, in second series, and of Con- 
solidated and 7s of '79, in third series. Interest on the 7 
percent, scrip to be funded to February 1, 1886, and on 
the 6 per cent, scrip to May 1, 1886. These coupon bonds 
to bear interest at 5 per cent., payable semi-annually, from 
August 1, 1886, for first series ; November 1, 1886, for 
second series, and January 1, 1887, for third series, and to 
take rank in payment after the mortgages, according to 
priority of those from which they may be detached. Thus 
the coupon bonds of the first series will be entitled to in- 
terest after payment of the coupons of the first mortgages, 
the second series after payment of interest on the second 
mortgages, and the third after payment of interest on the 
Consolidated and 7s of 1879. 

Note. — Semirammal Coupons will replace the quarterly of the Consolidated— 
the first of 2^ per cent to mature November 1, 1886. Interest on Funded Debt 
Scrip will be adjusted to correspond with dates above given. 



Digitized by VjOOQIC 



/^9. 



19 

** Third. The bonds of the Chicago Division to fund 
coupons up to and including January 1, 1887, into coupon 
bonds of third series. 

** Fourth. The principal of all mortgages named herein 
to be extended forty years from the date of the first cou- 
pon maturing at the reduced rate, and to receive new- 
sheets of coupons from the reorganized company, payable 
semi-annually, at the rate of five per cent, per annum. 

^' Fifth. All the mortgages specified herein, except the 
first and second mortgages, and the first and second series 
of coupon bonds, to waive foreclosure rights until after 
three consecutive years of default. 

" If mutually satisfactory terms can be arranged with 
the Detroit and Omaha Divisions, it may be thought desir- 
able to retain them in the Wabash system. This matter 
will be duly considered by the Committee. 

** Should these propositions be accepted by the bond- 
holders the interest obligations of the new company, cover- 
ing the main lines from Toledo and Chicago to the Missis- 
sippi River, St. Louis, Kansas City and Council Bluffs 
would be as follows: 

Mortgages in Miasonri, tIz., North Mo. let Mtge., Real Estate and 
R., Boone Co. and Booneyille, Brnnswick and Chillicothe, St. 
Lonis, C. B. and Omaha, and St Charles Bridge let and 2d 

Mtge 1780,025 00 

first Mortgage of Eastern Division 547,780 00 

Second " " " '* 847,699 00 

Consolidated and 7s of 1879 280.000 00 

Funded coupons of the three series, about $2,800,000 140,000 00 

Chicago Division 225,000 00 

$2,270,509 00 
Of which would be payable in 1887 $2,158,009 00 

'* To this must be added interest on the N. T. and Pac. 
Car Trust, if any arrangement can be made with the 
trustees, and on Detroit and Omaha Divisions, if retained. 

^' The interest charges with these additions would be in- 
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creased from $360,000 to $400,000, and the total interest 
obligations on the new basis would be about $2,600,000. 

"ESTIMATED EARNINGS IN 1886. 

Net amt. applicable to interest in 1886 $1,846,000 00 

Add gain in four months in 1886 617,000 00 

" estimated gain for 8 months foDowing 860,000 00 

" taxes and rentals sayed on roads surrendered 104,661 19 

" sundry losses, ^c, in 1886, not to be charged in 1886 72,247 60 

$2,889,809 89 



'^ This estimate maybe considered trustworthy, except 
as to the anticipated gain in the eight months from May 
1st to December 81st; but this is quite as likely to be ex- 
ceeded as to be reduced. The figures show clearly that the 
committee have proposed to the bondholders payment of 
all the interest which can be safely undertaken by the new 
company, and even this responsibility would not be justi- 
fiable without the waiver clause in the extension of the 
junior mortgages. 

Under the proposed arrangement the new company 
would expect to commence payments at the reduced rate, 
as follows: 

On the first mortgages, except the Chicago Diyision Aug. 1, 1886 

Qnincy and Toledo Nor. 1, 1886 

Hannibal and Naples Dea 1, 1886 

On the second mortgages Nov. 1, 1886 

" Con. " Not. 1, 1886 

'• 7sofl879 Oct 1,1886 

Or as soon thereafter as the arrangements can be made to 
place the new company in possession of the property." 

In the general features of the plan of reorganization 
proposed by the purchasing committee the undersigned 
concur. It is plain that the overdue coupons, or the 
greater part of them, must be funded, there being no source 
from which they can be paid. To pay them from the net 
earnings would be to leave unpaid a corresponding amount 
of interest accruing and to accrue. It appeared, however, 
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to the undersigned that a better and more satisfactory plan 
might be adopted, not only for funding the overdue cou- 
pons, but for a consolidation of all the bonds covered by 
the various mortgages aforesaid. This plan was submitted 
to the purchasing committee in a conference held with 
them, and was accepted, the general terms of the same 
being embodied in a communication addressed by them to 
the imdersigned, of which the following is a copy: 

New York, July 21st, 1886. 
Henry V. Poor, Esq., 

Chairman Bondholders' Committee Wabash, 
St. L. & Pac. R. Co. 
Dear Sir: 

In accordance with the understanding arrived at in the 
conference this day between your committee and the pur- 
chasing committee, we hereby agree to stipulate with the 
new company to be formed under our plan of reorganiza- 
tion, as the successor company to the present Wabash, St. 
Louis and Pacific Railway Company, that the Debenture 
Mortgage to be issued under said reorganization shall con- 
tain a clause, as provided in article 9th on page 5th of the 
Bondholders' Agreement of July 10th, 1885, authorizing 
and providing that a mortgage covering all the lines and 
property of the company may be made and executed, and 
that the new company shall make and execute a mortgage 
taking precedence of the said Debenture Mortgage, covering 
the entire amount of underlying mortgage bonds, funded 
debt bonds and. scrip, and coupon bonds and scrip, and that 
said mortgage shall be so framed as to include all of said 
bonds in the order of rank and priority now or then be- 
longing to each mortgage and to the coupons funded as 
originally possessed by them or by the bonds from which 
they may have been detached. 

Said mortgage shall have a uniform rate of five percent, 
interest, payable semi-annually in coupons, and shall be so 
framed that the first mortgages, and all the coupons de- 
tached therefrom shall be described as first-class; the second 
mortgages and coupons detached therefrom as second-class, 
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the third mortgages or consolidated convertible and coupons 
detached therefrom as third-class, and the fourth mort- 
gage or mortgage sevens of 1879, with coupons detached 
therefrom, as fourth-class. 

It shall be further provided that each security as thus 
classified shall be protected by the new mortgage, accord- 
ing to its relative rank, the first mortgage and coupons 
having the first lien, the second mortgage and coupons the 
second lien, and the third and fourth mortgages and cou- 
pons the third and fourth liens, with all the penalties in 
case of default in payment of principal or interest usually 
stipulated in railway mortgages. 

The new mortgage to bear even date with the time of 
the extension of the present bonds proposed in the pamph- 
let of the purchasing committee, dated June 1st, 1886, and 
corresponding as nearly as possible with the new sheets of 
coupons which may be issued by the new company accord- 
ing to said propositions of the purchasing committee, or to 
be equalized by interest adjustment if different dates of 
coupon payments may be considered desirable for the sake 
of uniformity. 

The only change in the character of the security created 
by the new mortgage would be the substitution of a first 
mortgage over the entire line of roads embraced in the 
system both east and west of the Mississippi River for first 
mortgages on different sections of the present road, and 
the substitution of second, third and fourth mortgages in 
a similar way over the whole instead of parts as now 
covered by said mortgages. 

When this new mortgage can be legally executed and 
issued, the new company is to notify the holders of the old 
mortgage bonds, and the holders of all funded debt bonds 
and scrip, or coupon bonds and scrip, that their bonds may 
be at any time exchanged dollar for dollar for the bonds 
of the class to which they belong, as before specified, and 
when any such exchanges are made, it shall be provided 
that the old bonds surrendered shall be deposited in trust 
and held uncancelled by the trustee or trustees until all of 
said bonds shall have been exchanged, when said bonds 
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shall be cancelled and the old mortgages legally discharged. 
If, however, the exchanges may at any time be made to 
within fifty thousand dollars of each mortgage, it shall be 
in the power and discretion of the new company to 
deposit new bonds of corresponding class with the trustees, 
and upon such deposit and upon the execution of such 
further guarantees as may be agreed upon by the new 
company and said trustees, the old bonds before exchanged 
may be cancelled by the trustees. 

It shall also be stipulated that as coupons of the new 
bonds issued in exchange for the old are paid, correspond- 
ing coupons shall be cancelled on the old bonds, or that 
said corresponding coupons shall be held by the said trus- 
tee as paid and satisfied. 

The design of the purchasing committee in the fore- 
going provisions is to consolidate under one instrument all 
the underlying bonds of the entire system of roads em- 
braced in the reorganization, at a uniform rate of interest, 
and in the same rank of security, as nearly as possible, as 
under the old mortgages, except that each class will hold 
its relative rank on all the roads instead of on sections or 
divisions as heretofore. It is believed by the purchasing 
committee that the ideas of the committee of bondholders, 
as expressed in our conference, may be more speedily and 
more effectively carried into execution by the provisions 
herein stated than by any other method, and the purchas- 
ing committee, believing also that such a consolidation of 
the underlying mortgages would be very desirable, will 
lose no time in carrying out these views as soon as a suc- 
cessful reorganization renders the execution of such a 
consolidated mortgage practicable. 

James F. Joy, 
Thos. H. Hubbard, 
Edgar T. Welles, 
O. D. Ashley, 

Purchasing Committee. 
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The undersigned committee regard the foregoing prop- 
osition of the purchasing committee as a veiy important 
modification of the original plan of reorganization. They 
believe that all classes of bondholders, especially those 
lowest in the scale, will derive great advantage from the 
provision to be made allowing them to exchange their 
bonds for those to be issued under the mortgage to be 
created covering all the lines and property of the new 
company. In this way the value of the security to be 
held for their bonds will be considerably increased. Bonds 
covering a whole system will naturally command a better 
price than the bonds covering only portions of such system. 
Should only the overdue coupons be converted into the 
new bond, the latter will have a higher market price than 
the subordinate bonds from which they were cut, as the 
new mortgage will be a first lien on the surplus earnings 
of the division west of the Mississippi Biver after the 
interest on the bonds issued on that division is paid. 

The reasons for funding the overdue coupons are too 
palpable to require argument. To pay them from eam- 
mgs would be to leave a corresponding amount of accruing 
interest unpaid. The committee also believe the reasons 
for reducing the interest on all the bonds to a common 
level of 5 per cent, can be made equally apparent. It may 
be well questioned whether the company, situated as it is, 
can safely undertake to pay a higher rate than 5 per cent. 
The past year, it may be admitted, was an exceptionally 
poor one, but in the rivalries and struggles between rail- 
road companies, other poor years may soon come round 
again. It is therefore of the utmost importance that the 
company when it is in position, as it now is, to reorganize 
itself on a firm basis, should do so. If 5 per cent, interest 
is all that the company can safely undertake to pay, and the 
undersigned believe that it should not underts^e to pay a 
higher rate, its bonds bearing such a rate would command 
a higher price in the market than bonds bearing a higher 
rate of interest, the regular payment of which might be a 
matter of grave doubt. It would seem probable that the 
company can pay 5 per cent. To undertake any higher 
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rate might soon again involve it in embarrassments simi- 
lar to those it is now in. The present is not by any means 
the first time that the Wabash has been in financial straits 
from undertaking to pay more than it was able to. 

By the proposed plan, the first mortgage bondholders in 
consideration of the discharge of indebtedness taking pre« 
cedence of their own bonds, and of the cancellation of the 
collateral trust bonds, and in consideration of being al- 
lowed to extend their bonds at five per cent, for forty 
years, or to convert the same into the new consolidated 
bonds, are to consent to the scaling down of the interest 
on their bonds soon to fall due, and to extend their prin- 
cipal sum for forty years. As their bonds might fall due 
before they could get judgment for foreclosure, should 
they undertake any such thing, it will be undoubtedly for 
their interests to accept the terms of the modified plan of 
reorganization. The bonds subordinate to the first, reap 
all the advantages resulting from the payment of the 
Receiver's charges, from the cancellation of the collateral 
trust bonds, and in addition the advantage resulting from 
the waiver of two per cent, on the part of the holders of 
the first mortgage bonds. The question for the second 
and third mortgage bondholders to consider is whether 
such advantages are an adequate compensation for the 
sacrifice of interest which they are called upon to make. 

The undersigned committee recommend to the purchas- 
ing committee as representing the new company to be 
formed that the plan of reorganization be so far modified, 
that provisions be made that the holders of overdue coupons 
if they so prefer, may receive cash for one overdue coupon 
instead of converting the same into bonds in manner de- 
scribed; the coupons to be paid in cash being the one 
longest overdue. 

The committee of bondholders also recommended that 
all the bonds to be issued under the new mortgage to be 
created as aforesaid, with all the coupons attached, be 
made payable in the gold coins of the United States. 

Among the compUcations of the old company to be ar- 
ranged by the new, is the debt due the New York and 
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Pacific Oar Trust Company for equipment purchased in 
1880. The original amount of this debt was $4,571,000, of 
which $1,375,000 have been paid, leaving due $3,196,000. 
In 1885 the principal sum was extended for a term of years, 
to be paid by installments, two of these installments, 
amounting to about $100,000 each, fell due June 1 and July 
1, 1886, but were not paid. 

The rolling stock covered by this trust consists of: 



111 standard Gauge Engines, 


426 Nar. Gauge Freight Cars. 


2 Narrow 


28 Passenger Coaches. 


2904 Box Cars. 


4 Chair Cars. 


1800 Coal 


4 Dining 


800 Flat 


4 Combination " 


19 Caboose 


2 Postal and Official Cars. 


6 Droveps *' 


4 Narrow Gauge Coaches. 


100 Refrigerator " 


t " " Bag. Cars. 



The cancellation of the Collateral Trust Mortgage again 
vested the title to the above equipment in the Railway 
Company, subject to the amount due on the same. The 
payment of the encumbrance remaining on this equipment 
is a matter still to be arranged. Its arrangement without 
trenching on the earnings of the company will greatly 
strengthen the security of the holders of the bonds of the 
company. Should the Wabash Company be unable to 
come to terms with the Car Trust Company, the property 
lapsing to the former from the cancellation of the Collateral 
Trust Mortgage, will go far toward providing equipment 
to take the place of that now on the road. 

The undersigned committee desire to state that in mak- 
ing their report, all the information asked for has been 
promptly supplied by the Receivers as well as the purchas- 
ing committee, every opportunity being offered for a 
thorough examination into the affairs of the company, 
and as to the manner in which their trusts have been per- 
formed. 

With the above modifications and changes, the under- 
signed committee advise the acceptance of the plan of re- 
organization proposed by the purchasing committee. 
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In conclusion, the committee express their conviction, 
that, without the adoption of some plan of re- 
organization, similar in all its main features to 
that now proposed, the Wabash system cannot be 
maintained so as to protect the holders of bonds low down 
in the scale by way of security; that its adoption will 
greatly promote the advantage of the holders of first and 
Becond mortgage bonds, as it provides the means of taking 
the company out of its financial difiSculties without any 
intervention on their part, so that the payment of interest 
on their bonds may be immediately resumed. It may be 
afl&rmed without fear of contradiction that should "the 
law take its course," the Wabash system cannot be saved. 
All that the law can do is to marshal the assets of the 
company and pay oflf the creditors in order of priority. 
By such a process little or nothing wiU be left for the 
holders of the bonds subordinate by way of lien to the 
first mortgage. The only way in Which railroad com- 
panies in the condition of the Wabash now is can be 
placed on their feet again so as to realize the utmost that 
can be realized from them is for parties in interest to enter 
into an amicable adjustment of their affairs. Those 
occupying subordinate positions have always put up the 
major part of the money required in the hope and expecta- 
tion of saving something for themselves. The money 
raised by the issue of all the subordinate securities has 
gone, in part for the benefit of those having precedence. 
A considerable portion of the money raised by the issue of 
the general mortgage bonds, now to be converted into 
debenture bonds, inured to the benefit of the bonds of the 
company having the preference to them by way of lien. 
The holders of the junior securities consequently have 
equities which should be considered. The sacrifices or 
concessions to be made, if they are to be termed such, are 
always to be in the ratio to the weakness of the position of 
the several parties in interest. It is the only way in which 
the affairs of railroad companies, greatly embarrassed, can 
be arranged so as to do substantial justice to all, or rather, 
to give substantial satisfaction to all parties. Law can 
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administer only upon the estate of a defunct corporation. 
Concessions and compromises can alone keep the Wabash 
alive and give it a vitality that will enable it to yield some- 
thing for all classes that have put money into it. It is 
comparatively easy to destroy the system; any class of 
bondholders can destroy it by appealing to the law. It 
can only be saved by avoiding the law — ^by adjustments, 
in the results of which every party in interest is substan- 
tially satisfied. It is the impotence, or rather the destruc- 
tive effect of law, which has led almost every State in the 
Union to make provision for the adjustment of the embar- 
rassments of railroads by the parties interested in them, 
giving to their agreements, no matter how broad, the 
sanction and force of law. 

Henry V. Poor, 
A. M. WmTB, 
J. B. Colgate, 
h. k. pomeroy, 
Jacob Stout, 

Committee. 

New York, August 12, 1886. 
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New York, Nov. 21, 1887. 
EXPLANATORY STATEMENT. 



The prominent features of the reorganization plan em- 
bodied in the annexed agreement are as follows: 

1. It provides for the deposit of all mortgage bonds on 
lines east of the Mississippi Biver, and the foreclosure of 
either or all of the mortgages thereon wherever it may be 
necessary to perfect title. The over-due coupons of the 
First Mortgage Bonds, with interest on same to Novem- 
ber 1st, 1887, are to be paid in cash. 

2. Upon legal acquisition of the title to these lines, they 
are to be consolidated with The Wabash Western Railway 
Company, now operating the lines west of the Mississippi 
River. 

8. The new Consolidated Company is to execute a first 
mortgage, amounting to $34,000,000, payable in fifty years 
from November 1st, 1887, on aU its lines and property 
thus acquired, into which mortgage are to be converted 
all the first mortgages on the east lines. Of this issue of 
First Mortgage Bonds, $11,741,000 are to be reserved to 
provide for the retirement or exchange of the existing 
mortgage bonds on the Wabash Western Railway. Of 
the remainder, $1,000,000 may be used for the acquisition 
of the Detroit Terminal grounds, and $808,000 may be 
sold, if necessary, to i-epay the money advanced by the 
Trust Company on First Mortgage Coupons. If not thus 
used, the entire amount of $1,808,000 may be used only 
for the acquisition of other property or of railway hues 
at not over $20,000 per mile; but, in either case, such 
property or railway lines are to be covered by the first 
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mortgage. The over-due coupons of the Second Mort- 
gages,, the Consolidated Mortgage, and the Moiiigage 
Sevens of 1879, are to be paid in bonder of this issue. 

4. The new company is also to execute a second mort- 
gage on all its lines and property east of the Mississippi 
Biver to the amount of $14,000,000. Into this, the Second 
Mortgages and funded debt of same, the Consolidated 
Mortgage and its funded debt, and the Mortgage Sevens 
of 1879, are to be convertible. Bonds amounting to 
$3,000,000 of this issue are appropriated for the retire- 
ment of the New York and Pacific Car Trust certificates, 
and, if accepted by the Car Trust Company, the entire 
rolling stock owned by that company and costing origi- 
nally about $5,000,000 will be covered by the Second 
Mortgage as a first lien. 

5. The over-due coupons of the Second Mortgages and 
funded debt of the same, with interest to November 1, 
1887, and the over-due coupons of the Consolidated Mort- 
gage and its funded debt, as well as the over-due coupons 
of the Mortgage Sevens of 1879, are to be paid in first 
mortgage bonds at the par value thereof. 

6. The Second Mortgage is to waive foreclosure rights 
for six months after continuous default on two coupons 
for that period, but this waiver will cease after three 
years of consecutive interest payment on the mort- 
gage. 

7. Temporary receipts <^ill be issued by the Trust Com- 
pany for all bonds deposited under the agreement, which 
receipts are to be replaced by engraved certificates negoti- 
able at the New Stock Exchange as soon as such can be 
prepared; and both temporary receipts and engraved cer- 
tificates will bear interest at 5 per cent, per annum, from 
November 1, 1887, payable semi-annually — May 1st and 
November 1st. 
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8. The Purchasing Committee pledge with the Trust 
Company 399 miles of unencumbered railway, and 
$li 342,000 of the Humeston and Shenandoah Railway 
Company First Mortgage BondSi to ensure the success of 
the plan. 

These outlines give, in a condensed form, the proposi- 
tions now submitted to the bondholders. The plan provides 
for the cash payment, by purchase, of all over-due coupons 
of the First Mortgage Bonds with interest on saqie to 
November 1, 1887, and for the payment of all over-due 
coupons on the Second Mortgages, the Consolidated, and 
Mortgage Sevens of 1879, the First Mortgage Bonds, when- 
ever the same can be legally issued. Assuming that the 
First Mortgage Bonds will be worth par, this is equivalent 
to the payment of all over-due coupons in cash. 

The old Second Mortgage Bonds, the Consolidated and 
the Sevens of 1879, are to be included in the same new 
mortgage, but that mortgage is extended as a second lien 
principally because of the position of the Consolidated and 
the Sevens of 1879, over 696 miles of road, on which the 
old Seconds have at present no lien whatever, making in all 
1,018 miles covered by the new Second Mortgage, instead 
of the 422 miles now covered by the old Second Mortgages. 
It will also cover as a second lien all the valuable terminal 
property of the New Company, including the entrance to 
Chicago, and the leasehold interest at Detroit. These ad- 
ditions will more than double the value of the lien as com- 
pared with the old Second Mortgages, and give the new 
security a commanding position as a single mortgage over 
all the lines and property east of the Mississippi Biver. 
The First and Second Mortgages on these lines will be 
about $5,000 less per mile than the lien of the old First and 
Seconds, on the lines which they cover. 

The new security will take much higher rank than the 
old, on account of its consolidation of so many interests, 
at present separate. A second mortgage extended over 
the important lines between Chicago and St. Louis and 
between Chicago and Detroit, as well as over the extensions 

13T 
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from Meredosia and Naples to the Mississippi River, em- 
bracing in its single grasp the equities from Toledo, Detroit 
and Chicago to St. Louis and the Mississippi Biver, is 
much safer and better than the Second Mortgages on lines 
from Toledo to such a terminal as Meredosia, in Illinois. 

The waiver clause in the Second Mortgage instead of 
extending through three years, as originally proposed in 
the plan of the Purchasing Committee, is now limited to 
six months after continuous default on two coupons; and 
this is to cease after three consecutive years of interest 
payment. Such a waiver is not in anticipation of default, 
but is a simple and necessary precaution in the reorganiza- 
tion designed to guard against possible disastrous crop 
failures. 

This plan as now presented has had the careful and 
impartial examination of the representatives of a very 
large amount of the holders of all classes of the mortgage 
bonds, and it is believed to be as fair and equitable as any 
which can be devised under the very complicated con- 
ditions of the case. 
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^gXiitatntf made November 2l8t, 1887, between 
Henry K. McHarg, John T. Terry, Cyrus J. Lawrence, 
and T. B. Atkins, representing holders of mortgage 
bonds of the Wabash, St. Louis and Pacific Railway Com- 
pany, and called hereinafter for convenience, the Bond- 
holders' Committee; James F. Joy, O. D. Ashley, 
Thomas H. Hubbard and Edgar T. Welles, the Pur- 
chasing Committee of the General Mortgage and Collateral 
Trust Bondholders of said Company, hereinafter called the 
PuRCHAsma CoMMirTEE; The Central Trust Company 
of New York, and The Wabash Western Railway 
Company, hereinafter called the Railway Company. 

Whereas, The outlines of a certain plan of reorganiza- 
tion have been agreed upon between the said Bondholders' 
Committee and said Purchasing Committee; and 

Whereas, It is necessary to a clear understanding of 
the engagements undertaken by the respective parties to 
this agreement, that the details of said plan should be 
plainly set forth, it is 

Therefore, agreed, by and between the parties afore- 
said, as follows: 

The Purchasing Committee will invite, by public adver- 
tisement, all holders of mortgage bonds, funded debt 
bonds and scrip secured by liens upon the hues of the 
Wabash, St. Louis and Pacific Railway Company, east of 
the Mississippi River, to deposit their securities in the said 
Central Trust Company, under the following conditions: 

First. — All holders of bonds and scrip secured by mort- 
gage upon any of the said property, upon deposit of their 
securities, shall accept this plan of reorganization, and 
authorize the Purchasing Committee, as their agents, to 
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foreclose their respective mortgages, and to buy in the 
property covered by said mortgages with the securities 
so deposited according to any practicable, legal method 
which may be prescribed in the decree or decrees of sale. 

Upon the deposit of first mortgage bonds and funded 
debt bonds, and scrip pertaining to them as aforesaid, the 
said Trust Company agrees to advance to the depositors 
the interest on their respective bonds secured by said 
mortgages, except those of the Detroit Division, together 
with interest on overdue coupons, at the rate of 6 ^ per 
annum to November 1st, 1887, and also past due interest 
on said scrip to November 1, 1887, with interest at 6 ^ 
thereon to said date. The bonds and coupons, and said 
scrip shall be held by the said Trust Company as security 
for advances and said over due coupons and said interest 
as well as subsequently maturing coupons and interest 
shall be collected by said Trust Company from the Re- 
ceiver who may be in possession of said lines, as said 
coupons and interest may be paid by order of the Court, 
until the transfers of the property under the contemplated 
foreclosure sales. All advances that may be made by said 
Trust Company hereunder, shall be on account of the 
Wabash Western Railway Company, which hereby agrees 
to repay the same with interest, to the extent that the 
same may be unpaid upon the fulfillment of this plan. 

Second.— The Purchasing Committee on their part, 
agree to foreclose the said mortgages, to the extent that 
foreclosure shall be necessary to carry out this plan, and 
to buy the property covered by the said mortgages as afore- 
said. The said Committee have power to dispense with 
foreclosure when the purposes of this agreement may be 
accomplished . without the foreclosure of any of such 
mortgages. 

TmBD. — Upon the foreclosure of the mortgages as afore- 
S6ud and upon acquisition of the title, as the agents of the 
mortgage bondholders, parties to this agreement, the Pur- 
chasing Committee agree to organize at once one or more 
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companies, and to convey to said company or companies 
the property so purchased, and the said Purchasing Com- 
mittee also agree, and The Wabash Western Railway 
Company on its part hereby agrees, that, when said new 
company is or said companies are organized and the 
property purchased as aforesaid shall have been conveyed 
to said company or companies, they will cause so soon as 
they legally may be able, the lines of said The Wabash 
Western Railway Company to be consolidated with the 
lines of said company or companies, and the consolidated 
company so formed, as soon as possible thereafter, will 
create a first mortgage and a secpnd mortgage upon the 
consolidated lines, as hereinafter specified. 

Fourth.— 1. The First Mortgage shall cover all the 
consolidated lines east and west of the Mississippi River, 
subject only to the existing mortgages on the lines of The 
Wabash Western Railway Company, and shall be for the 
amount of $34,000,000, payable in fifty years from Novem- 
ber 1, 1887, with interest payable semi-annually May 1st 
and November 1st, at the rate of 5 per cent, per annum, 
both principal and interest in gold of the present standard 
of weight and fineness. Of this mortgage $11,741, (»00 
shall be reserved to meet the same amount of mortgage 
bonds on the lines of The Wabash Western Railway Com- 
pany at or before maturity, at the option of the holders 
of said underlying bonds secured by the following mort- 
gages: 

North Missouri, First Mortgage $6,000,000 00 

St. Louis, Kansas City and Northern R. E. 

and Ry. Mortgage 8,000,000 00 

St. Charles Bridge, First Mortgage 1,000,000 00 

" " " Second " 388,600 00 

Brunswick and Chillicothe 626, 000 00 

St. Louis, Council Bluflfs and Omaha 804,600 00 

St. Louis, Ottuwa and Cedar Rapids 822,000 00 

Boone County and Booneville ^ 100,000 00 

$11,741,000 00 
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The balance of said new first mortgage bonds amount- 
ing to $22,259,000 shall be exchanged for first mortgage 
bonds deposited under this plan secured by the following 
mortgages and for other purposes as follows: 

Toledo and Illinois, First Mortgage $900, 000 00 

Lake Erie, Wabash and St. Louis, First 

Mortgage 2,500,000 00 

Quincy and Toledo, First Mortgage 500,000 00 

Great Western, First Mortgage 2,500,000 00 

Illinois and Southern Iowa, First Mortgage. 800,000 00 

Hannibal and ]Saples, First Mortgage 500,000 00 

Decatur and East St. Louis, First Mort- 
gage 2,700,000 00 

Funded Debt Bonds and Scrip of above 

First Mortgages 1,523,199 87 

Chicago Division, First Mortgage 4,500,000 00 

Detroit Division, First Mortgiage 2, 062, 000 00 

Detroit Terminal 1,000,000 00 

Over-due coupons and interest on Second 

Mortgages, Funded Debt Bonds and 

Scrip of same, about 1,300,000 00 

Over- due coupons of Consolidated Mortgage 

Bonds, Mortgage 7's of 1879, and on 

Funded Debt and Scrip of Consolidated 

Mortgage, about 940,000 00 

Over-due coupons of Detroit Division, 

about 230,000 00 



$21,450,199 87 
Leaving a surplus that may be issued to pay 
for the advances made by the said Trust 
Company on First Mortgage coupons, 
in the event that such advances shall 
not have been repaid upon the fulfill- 
ment of this plan, from the other re- 
sources herein provided therefor 808, 800 13 



$22,259,000 00 
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It is further agreed that the bonds reserved for the De- 
troit Terminal, and to secure the Trust Company in all, 
$1,808,800.13, if not used for the purposes specified above, 
may be issued only for the acquisition of other property, 
or railway lines at not more than $20,000 a mile, which 
shall be covered by the said first mortgage or by supple- 
mentary mortgage, if such lines or property cannot be in- 
cluded in the original mortgage when the same is ex- 
ecuted. 

2. The said mortgage amounting to the sum of $34,000,- 
000 shall be extended over and shall be a first lien upon all 
the lines and property which may be conveyed to or owned 
by the New Consolidated Company at the time of consoli- 
dation, subject only to prior liens aforesaid upon the lines 
west of the Mississippi then existing, and including all 
terminals, leases and rolling stock in the possession of The 
Wabash Western Railway Company, the Receiver of the 
Wabash lines east of the Mississippi River, and the Pur* 
chasing Committee, except such rolling stock as may be 
owned by the New York and. Pacific Car Trust Company, 
and except such lines of road now held by the said Pur- 
chasing Committee, as may be reserved and pledged by 
said Purchasing Committee in accordance with this agree- 
ment, as hereinafter stated. 

3. It is also agreed that the over-due coupons of bonds 
secured by first and second mortgages, together with the 
coupons of funded debt bonds and the interest on the scrip 
of same, as specified in the foregoing table, shall be entitled 
to interest at the rate of six per cent, per annum from the 
date of maturity thereof to November 1, 1887; on the First 
Mortgage bonds funded debt bonds and scrip in cash, and 
on Second Moi-tgage bonds funded debt bonds and scrip in 
new First Mortgage bonds, as above set forth. 

Fifth. — The second mortgage shall run for fifty years 
from February 1, 1888, and shall bear interest at 5 per 
cent, per annum, payable February 1st and August 1st, 
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both principal and interest in gold of the present standard 
of weight and fineness, and shall cover all the lines of rail- 
way east of the Mississippi River held by Receiver McNulta 
and the Purchasing Committee, except the Unes to be re- 
served and pledged by said Committee, and shall include 
the Chicago and Detroit Divisions and all terminals, leases 
or property which may be conveyed to the New Company 
appertaihing to lines east olE the Mississippi River, and 
shall include also by supplementary mortigage or otherwise, 
as may be most practicable, a first lien on the rolling stock 
now owned by the New York and Pacific Car Trust Com- 
pany, provided said Car Trust Company shall accept the 
bonds reserved for the purpose in exchange for the certifi- 
cates now held by said Car Trust Company, and shall con- 
tain proper provisions for keeping good the said equipment 
as delivered to the New Company. 

The amount of said second mortgage, as above described, 
shall be $14,000,000.00. Into this the following bonds shall 
be convertible: 

Toledo and Wabash Second Mortgage $1,000,000 00 

Wabash and Western " " 1,500,000 00 

Great Western " •* 2,500,000 00 

Consolidated Convertible Mortgage 2,610,000 00' 

Wabash Sevens of 1879 1,600,000 00 

Funded Debt Bonds and Scrip of Second 

Mortgages and Consolidated, about... 1,481,475 50 

To be issued only for Car Trust Certificates 8,000,000 00 

$13,691,475 50 
Leaving balance for use of New Company 808, 524 50 

$14,000,000 00 

It is also agreed that the second mortgage of the New 
Company, herein referred to, shall contain a clause under 
which foreclosure rights under said mortgage shall be 
waived until six months after continuous default in pay- 
ment of two coupons, until three consecutive years' 
interest shall have been paid upon the bonds secured by 
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said mortgage, when said waiver shall cease to have force 
and effect. 

Sixth. — It is also agreed that the Purchasing Com- 
mittee shall, at the earliest practicable date, pledge with 
the Central Trust Company the following unencumbered 
lines of railway, viz.: 

The Des Moines Northwestern 114.9 Miles. 

" Des Moines and St. Louis 67.8 " 

" St. L., JerseyviUe and Springfield 71.4 '' 

" Springfield and Northwestern 44. 1 " 

" Peoria, Pekin and Jacksonville 76.2 " 

" Attica, Covington and Southern 14.6 " 

" Champaign and South Eastern 11.6 " 



899 Miles. 



by declaration of trust or otherwise, as may be most con- 
venient and satisfactory to said Trust Company, and shall 
also deposit with said Trust Company mortgage bonds of 
the Humeston and Shenandoah Railway Company, to the 
amount of $1,342,000, subject to the surrender of coupons 
on said bonds according to the existing agreement with 
the Chicago, Burlington and Quincy B. B. Co. These lines 
of railway and mortgage bonds shall be held in trust for 
the following purposes: 

1. To provide for the repayment of any unpaid advances 
which may be made by said Trust Company under this 
agreement, and also to provide for interest on the certifi- 
cates which may be issued by said Trust Company for 
bonds deposited under t^ agreement so far as the same 
may be necessary in consequence of possible delay in the 
reorganization or in consequence of inadequate means 
from the earnings of east lines while in possession of the 
Receiver. 

2. For the payment of any debts existing, or which 
may be adjudged, against Beceivers Humphreys and Tutt 

14T 
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or their successors the Purchasing Committee, not other- 
wise provided for, and also the expenses of this reorgan- 
ization. 

8. The proceeds of any of these lines or bonds, when 
sold after the payments provided for in the foregoing Sec- 
tions 1 and 2, shall be appropriated to the purchase and 
cancellation of first mortgage bonds, at not over 105, 
either by purchase or call. 

It is also agreed that the sales of any of these lines or of 
the mortgage bonds pledged as herein provided, shall be 
at the discretion of the Purchasing Committee, and it shall 
not be obligatory upon that Committee to sell any of the 
lines they may conclude should be retained in the system 
of the New Company, unless required by the said Trust 
Company; but in case any such lines are retained, they 
shall remain pledged to secure the Trust Company for all 
advances hereunder until such advances are repaid. 

Seventh. — The Bondholders' Committee shall assist in 
carrying out this plan, in connection with the Purchasing 
Committee, under this agreement; and to this Committee 
the new mortgages shall be submitted for approval by 
counsel acting solely for the said Committee before ex- 
ecution thereof. The said mortgages shall contain the pro- 
visions herein agreed upon and only such additional 
clauses, conditions and provisions as are usual and proper 
to be inserted in such instruments. The new first and 
second consolidated mortgage bonds shall be delivered to 
the said Central Trust Company for exchange for its cer- 
tificates issued on deposit oi the old securities. Said Bond- 
holders' Committee shall be allowed a sum in compensaT 
tion for all services and disbursements, not to exceed in 
the aggregate $15,000 and actual expenses; and said sum 
may be apportioned by said Committee among its members 
according to their judgment of the services performed 
respectively by them. 
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Eighth. — When any mortgage bonds are deposited in 
the said Trust Company under this agreement, the holders 
thereof shall receive from said Trust Company in exchange 
for the same, temporary certificates until engraved certifi- 
cates can be given therefor, when the temporary certifi- 
cates may be exchanged for those engraved. All said 
certificates, temporary or engraved, shaU bear interest at 
the rate of 5 per cent, per annum, from November 1, 
1887, payable semi-annually May 1st and November 1st, 
until the new bonds are issued and delivered to said Trust 
Company to be exchanged for the certificates. The holder 
of any such certificate, by accepting the same, adopts the 
provisions of this agreement and becomes bound thereby 
as a party to the same. Each issue of bonds shall have its 
own form of certificate. 

Ninth. — It is also agreed that all payments to be made 
under this agreement, whether for the advance of interest 
or for reorganization expenses, including the compensa- 
tion provided for in Article 7, are to be paid from the funds 
provided by this agreement through the said Trust Com- 
liany. 

Tenth. — A limit of time for the deposit of bonds under 
this agreement may be fixed in the invitation to the mort- 
gage bondholders to be extended by public notice, as 
provided in Article 1, by the Purchasing Committee and 
Bondholders' Committee acting by a majority of each, 
who may, in their discretion, impose terms on bondholders 
who may desire to make deposit after the expiration of 
such limit. 

Eleventh. — It is also understood and agreed that upon 
the consolidation of the lines east and west of the Missis- 
sippi River the said New Company shall make a mortgage 
over all its lines to secure debenture bonds, and shall make 
and issue debenture bonds for exchange with the holders of 
certificates of the Mercantile Trust Company and of the Pur- 
chasing Committee, entitling them to debenture mortgage 
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bonds in strict accordance with the agreement of July 15, 
1885, made between the holders pf General Mortgage and 
Collateral Trust Mortgage Bonds and the Purchasing 
Committee ; said mortgage to be subject only to the mort- 
gages created under this agreement for existing prior 
liens. Said New Company shall also issue its stock in ac- 
cordance with said agreement of July 15, 1885. 

Twelfth. — The present Receiver, Gen. McNulta, or his 
successor, shall remain in possession of the mortgaged 
property now in his charge for the protection of the bond- 
holders, until he be directed by the Court to deliver pos- 
session to the purchaser of the property upon its sale. 

TmteTKENTH. — If the new first and second mortgage 
bonds are not delivered to the said Central Trust Com- 
pany for exchange on or before July first, 1889, any holder 
of a certificate of said company for bond^ deposited here- 
under shall have the right to surrender his certificate and 
receive from the said company his bonds, coupons and 
scrip deposited, provided the same shall not have been 
used in the purchase of property under this agreement, 
and ttpon any re-exchange of original securities for certifi- 
cates of deposit thereof, a settlement shall be made be« 
tween the said Trust Company and the holder of the 
certificate surrendered, on the basis of restoration of the 
bondholder to all the rights and securities possessed by the 
depositor at the time of deposit, and such cash payments 
with interest shall be made as are necessary to effect such 
settlement. 

FouRTBENTH. — A majority of the Bondholders' Com- 
mittee may fill any vacanies therein occasioned by resig- 
nation or otherwise, except that the present vacancy shall 
be filled by the nominee of the Lawrence First Mortgage 
Bondholders' Committee. 

Fifteenth. — The Purchasing Committee at any time in 
its discretion may, and in the event that it becomes im- 
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possible to execute this plan, by reason of the purchase or 
foreclosure of any of the divisions of said property by 
others than the Purchasing Committee, or by reason of the 
failure to secure a majority of each of the divisional first 
mortgage bonds before July 1, 1888, shall decline, to proceed 
with the execution of this plan, in which event the hold- 
ers of certificates of deposit shall be entitled to the return 
of the securities represented thereby from the Trust Com- 
pany holding the same. 

SiXTEBNTH. — In the discretion and with the unanimous 
consent of the members of the Purchasing Committee and 
Bondholders' Committee, any roads not deemed essential to 
the consolidation may be omitted therefrom if the same 
cannot be acquired under the terms of this agreement, and 
this plan may likewise be modified in any matter of detail 
not affecting the substantial rights of the parties. 
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OF THE 



DIRECTORS 



The Wabash Haili'oad Gompafiy 

KOR THE KiSCAL YEAR BINDING 
JUNE 30th, 1800. 
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Waba«h Keorsanlzation. 

SPRINGFIEI.D, Ii.T^, July 29.— Articles of con- 
ioliaation were filed with ttio Secretary of Hlato 
to-day combining tho Toiodo VVesieru Railway 
Company, tho Detroit and State Line Wabash 
Railway Company, the Wabash Kasteru Railway 
Company, of Indiaiiu; the Wabash Kastcrn Kail- 
^7ay Company, of IllInoiB, and the Wabash West- 
ern Railroad Company, under tho general name 
of **Tho Wubnsh Railroad Company." The capi- 
tal Block Is S52,(X)0,0U0. The first Hoard of Direc- 
tors Is constituted us follows: J as. F. Joy, of De- 
troit, Micb. ; Ossiaa D. Ashley, of £<cw York; 
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onfamo"" u"^'r?' '^t?' ^S^K- EdenrT. Wells, 
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OFFICERS AND DIRECTORS 



The Wabash Railroad Co. 



0. D. ASHLEY, 
EDGAR T. WELLES, 
JAMES F. HOW, 
CHARLES M. HAYS, 
J. 0. OTTESON, 
F. L. O'LEARY, 
W. H. BLODGETT, 
H. A. LLOYD, . 
H. L. MAGEE, 
D. B. HOWARD, 
M. KNIGHT, . 
S. B. KNIGHT, 

F. CHANDLER, 
C. P. CHESEBRO, 
C. B. ADAMS, . 
H. H. WELLMAN, 
W. S. LINCOLN, 

G. C. KINSMAN, 
S. H. OVERHOLT, 
Dr. H. W. MOREHOUSE, 



President. 

Vice-PresiderU, 

Vice-President, 

General Manager. 

Secretary. 

Treasurer. 

General ISolicUor. 

Assistant Secretary and General Claim Agt. 

General Superintendent. 

Auditor. 

Freight Traffic Manager. 

General Freight Agent. 

General Passenger and Ticket Agent. 

General Car Accountant. 

Car Service Agent, 

General Storekeeper and Purchasing Agent. 

Chief Engineer. 

J" 

Superintendent Telegraph. 
General Baggage Agent. 
Chief Surgeon, 



DIRECTORS. 



0. D. ASHLEY, 
GEO. J. GOULD, 
EDGAR T. WELLES, 
HENRY K. McHARG, 
C. J. LAWRENCE, 
JAMES F. JOY, 



S. C. REYNOLDS, 
SIDNEY DILLON, 
THOS. H. HUBBARD, 
JOHN T. TERRY, 
RUSSELL SAGE, 
JAMES F. HOW, 



CHARLES M. HAYS. 
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FIRST ANNUAL REPORT 



The Wabash Railroad Co., 



FOR THE Year Ending June 30, 1890. 



The re-organization of the Wabash Company under the 
plan formulated November 21, 1887, ending with the con- 
solidation of the Wabash Western Railway Company with 
the lines east of the Mississippi river, having been perfected, 
the Wabash Western Railway Company, on July 1, 1889, 
took possession of the lines which had been operated by 
Receiver McNulta for two years and four months, and the 
properties were practically merged at that date, although 
actual, legal possession was not authorized until August 1, 
1889. The history of the long and costly struggle to pre- 
serve the essential unity of the principal lines of the Wabash 
St. Louis & Pacific Railway Company, and to adjust the 
interest burdens of the new Company to the new conditions 
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of railway property, is too well known to the stockholders to 
require more than this brief reference. Seldom, if ever, in 
the railway history of the United States have such compli- 
cated and difficult questions been presented for solution, 
and this successful result, after five years of constant and 
discouraging effort, should be gratifying to all parties 
interested. 

The accounts of the Wabash Western Railway Company 
having been merged with those of the consolidated Company 
July 1, 1889, the fiscal year of the latter Company com- 
mences at that date, and the By-laws have been framed 
accordingly, thus complying also with the suggestions of 
the Inter-State Commerce Commission for a uniform fiscal 
year, ending June 30th, for all Railway Companies. 

In order to preserve the continuity of accounts, in statisti- 
cal information, the operations of the Wabash Western, and 
of the east lines under the charge of General McNulta, are 
given herewith in separate tables, followed by full statements 
of the operations of the Consolidated lines under the name 
of the Wabash Railroad Company, for the fiscal year ending 
June 30, 1890. These last — which may be considered a test 
of the productive capacity •f the re-organized Company — 
will attract the principal share of the attention of the Bond- 
holders and Stockholders, indicating, as they do, the ability 
of the Company to earn a fair surplus over all fixed charges 
and a dividend of six per cent on the Preferred Debenture 
Mortgage Bonds. 

The earnings and operating expenses of the Wabash Rail- 
road Company for the fiscal year ending June 30, 1890, were 
as follows : 
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Earnings $13,352,872 40 

Miscellaneous Receipts 87,980 40 

Total Receipts $13,440,862 80 

Operating Expenses 9,673,221 18 

Net Earnings..™ $3,767,631 62 

Deduct balance of Rentals $215,818 02 

" one month's int. on Car 

Trust 12,392 44 

" Taxes 396,490 54 

" Traffic Assn. Expenses... 42,318 30 667,019 30 



Net Earnings applicable to Interest $3,100,612 82 

Deduct Int on 1st and 2d Mtges. $2,529,090 82 

" Int. on Leased Lines 123,730 00 2,652,820 82 



Surplus after payment of Fixed Charges $447,791 50 

Deduct two dividends, 3 per cent each, on Pre- 
ferred Debenture Bonds 210,000 00 



Surplus $237,791 50 

The last quarter of the fiscal year was rendered less pro- 
ductive by a general reduction in freight rates, averaging 
more than 20 per cent, and the net surplus is consequently 
less than had been anticipated early in the year. As com- 
pared with the operations of the System in the correspond- 
ing months of 1888 and 1889, the result should be con- 
sidered satisfactory: . 

The gain in gross earnings was $762^90 13 

The decTease in operating expenses was 141,015 07 

The gain in net earnings was 903,405 20 

In view of the general railway situation, a study of the 
traflBc statistics will perhaps be instructive : 

Number of tons hauled d^^g the year 1889-90 6,832,358 

" " " 1888-«9 6,267,780 

" " one mile during the year 1,430,197,332 

" " " " 1888-89 1,094,717,509 

Bate per ton per mile 1890 6^^ mills. 

« 1889 7i% " 



Digitized by VjOOQIC 



fS^L 



— 6 — 

The volume of business for the year shows, therefore, an 
increase of 564,578 tons, while the rate per ton per mile 
shows a decrease of IV^oo mills, and this decrease in rates 
makes a diflTerence in the net earnings of the year of 
$1,558,915.09. In other words, the net earnings of 1890, 
applicable to interest, would have been $4,659,527.41, instead 
of $3,100,612.32, if the rates had been the same as in 1889. 

Whatever growth there may have been, therefore, in the 
amount of traffic, has been largely neutralized by the con- 
stant depreciation in rates. 

The Funded Debt of the Company, details of which will 
be found in the Auditor's Report, amounts to $78,000,000. 
Of this, $9,000,000 bearing 7 per cent interest matures in 
1895. Practically, there is no floating debt — no obligations 
of this character existing, which could not be discharged at 
once if advisable to anticipate them. 

Reference to the report of the General Manager will show 
that considerable sums have been expended in maintaining 
and improving the condition of the roadway and structures 
and in renewals of rolling stock. 

The road-bed is, generally, in first-class condition, and 
every mile of the main track is laid with steel rails ; but 
{)arts of the line west of the Mississippi River lack proper 
ballast, and quite a number of depressions from a proper 
working level, called "sags" in railway parlance, must be 
taken out and brought into correspondence with average 
grades, and the embankments widened before providing 
ballast. Much work has been done on the east lines in this 
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direction. If an expenditure of $500,000 could, however, 
be made in a single year on lines west of the Mississippi 
River it would be true economy in the end. The loss 
in operating expense? over grades which constantly 
expose freight trains to breaks in couplings and 
other damage, would, if saved, amply provide interest 
on any sum expended in removing such annoying inequal- 
ities of surface, to say nothing of the greater expense and 
waste of power in surmounting unnecessary gradients. To 
secure the maximum of business at the minimum of expense, 
it is absolutely necessary to place the lines of the Wabash 
upon an equality with those of its competitors. 

The great problem in regard to rates, which has occupied 
the attention of railway managers in this country for several 
years still awaits solution. Abundant crops and a successful 
harvest told favorably upon the traffic of all lines within the 
agricultural area of the West, and especially within the 
grain belts. Never, however, in the history of railway 
transportation have such enormous crops been moved from 
producers to consumers at such low rates ; and but for the 
magnitude of the movement, it could not have been accom- 
plished without serious loss to the carriers. The result is, 
that a year, which within the last decade would have given 
large profits to the railway lines employed, has only 
yielded enough to pay a very moderate interest on the 
capital invested. The so-called "Trunk Lines" have been 
enabled to maintain dividends of 4 and 5 per cent on their 
stock, and some of the most prosperous of the Western lines 
have done even better than this, while others have only 
succeeded in earning a fair surplus over interest on funded 
debts. The brilliant exhibition of a very large increase in 
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the volume of gross earnings has served to disguise the fact 
that the average profits, even in such a successful year, have 
been much less tljan what would be considered a reasonable 
return on the capital invested. And. yet, in the face of these 
indisputable facts, freight rates have been upon a descend- 
ing scale during the year, having actually struck an 
average reduction of over 20 per cent in the last quarter as 
compared with those ruling in the last six months of 1889. 
This particular reduction is, in one sense, voluntary on the 
part of the railway companies, but, in another, compulsory, 
because of the clause in the Inter-State law which forbids 
the application of the most efiective method known for the 
adjustment of suicidal competitive struggles. 

Hostile State legislation is still to be recognized, however, 
as an influential factor in the case, although it has recently 
had less popular support. People are beginning to under- 
stand the close union which exists between the avenues of 
trade and the trade itself, and to distinguish between 
intelligent government and oppression. The growth of this 
reactionary feeling will be more evident as information is 
acquired ; first, because injustice will not be tolerated by the 
great majority of the people, and, second, because general 
prosperity is not compatible with class legislation. As a 
rule, the complaints against railway companies, upon which 
objectionable laws are founded, are neither supported nor 
justified by the facts. The proof of this is overwhelming 
and conclusive. The rates of transportation over railway 
lines in the United States are lower than in any other 
country in the world, and have been voluntarily reduced by 
the railway companies ; and if any discrimination exists in 
distance tariflfe it is in favor of distant producers and for the 
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benefit of consumers. The necessaries of life produced in 
the remote fields of Kansas, Nebraska and Dakota are thus 
made available to consumers at the seaboard and in Europe. 
Cast iron rules which would stop or obstruct this beneficent 
supply, would cause wide-spread mischief and, perhaps, 
actual distress. 

It is so clearly for the interest of carriers to encourage and 
develop business by reasonably low rates and superior 
service, that legislation upon these points appears super- 
fluous and unnecessary; but, nevertheless, just and 
intelligent supervision is not objectionable to railway 
companies. The people have a right to legal protection 
against the possible exactions of carriers and to prevent 
improper discrimination ; but an interference with property 
rights to the extent of dictating maximum rates of transpor- 
tation, without the judgment of the Court, and against the 
protest of the carriers, is a practical confiscation of property, 
" without due process of law." 

It is a curious and noteworthy fact that, in the New Eng- 
land States, and in New York, New Jersey and Pennsylvania, 
where railway companies are as a rule justly and liberally 
treated, the profits are comparatively large, and the improve- 
ments for the safety and comfort of travelers keep pace with 
the progressive spirit of the times ; while in the States where 
hostile legislation has been most conspicuous, the profits of 
local roads, or from business on other roads within the 
boundary lines of those States, have been unreasonably 
small. The only fairly prosperous roads, for example, in 
the State of Iowa are those of great systems, such as the 
Chicago & Northwestern, the Chicago, Milwaukee & St. Paul, 
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the Chicago, Rock Island & Pacific, and the Chicago, Bur- 
lington & Quincy roads, which derive their profits largely 
from traffic passing over their lines through the State. 
Eliminating the roads operated by these great corporations, 
scarcely a company can be named in Iowa which has not 
gone through bankruptcy within the last decade. Similar 
results have attended railway operations in Kansas and 
Texas, and while such facts may not be attributable to 
adverse legislation, they may be taken as a fair proof that 
excessive profits on the part of the carriers have not been 
exacted. It is difficult to find in these conditions anything 
to justify harsh treatment by State legislatures or the hostile 
attitude of the Farmers' Alliance. 

No railway can thrive permanently, in this country, which 
does not consult the interest of its patrons, and which does 
not co-operate practically and heartily in all measures to 
encourage the growth and develop the prosperity of its 
resident population ; and no community can thrive which 
oppresses and cripples the agencies of transportation. It 
may take time to demonstrate this, but a fundamental prin- 
ciple governs the case and experience will establish the 
truth of the propositions. 

The number of railway employees in the State of Iowa in 
1889 was 5,594 less than in 1888, and the amount paid to 
the employees $1,406,826 less than in 1888. 

" The causes that led to this reduction," say the Railroad 
Commissioners of that State, " were diminished tonnage on 
Inter-State business, and the reduction of expenses resulting 
from the reduction of the number of trains, and the econo- 
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mies introduced to meet these conditions." If to the causes 
stated, the Commissioners had added that of the arbitrary 
and xinreasonable reduction of rates by the State Commis- 
sioners, the facts would have been fully given. 

Causes which lead to the throwing out of employment of 
nearly 6,000 men in a single year, and the cutting off of 
wages to the amount of $1,400,000 during the same period, 
cannot be cited as proof of wisdom on the part of the legis- 
lators of the State of Iowa, unless measures to curtail the 
employment of working men are considered desirable, and a 
diminishing industry can be taken as evidence of increasing 
prosperity. 

Railway employees, consisting of nearly a million of active, 
intelligent men in the prime of life, and all voters, seem to 
be utterly insensible to the danger which threatens them 
in this unprovoked and unjustifiable war against railways. 
And yet this persecution is more prejudicial to the industrial 
classes which live upon the product of railway traffic than 
any grievance which labor organizations can find in railway 
administration. The time will come when railway labor 
will present its claim for equal protection under the laws 
which are intended to favor and encourage American 
industry. It will be finally discovered that legislation 
which cripples and weakens the agencies of transportation 
is not in harmony with the intelligent and progressive 
spirit of the age. 

When the employees of railways and of affiliated indus- 
tries awaken to the knowledge of the fact that legislation is 
directed against their interests, under cover of an attack 
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upon railway property, and that the eflfect of reducing the 
paying capacity of railways is to limit the power of these 
companies to compensate their employees, and to check the 
construction of railways as well as to diminish the work of 
hundreds of manufacturing industries, they may perhaps 
see the necessity of opposing in every legitimate way a 
policy which has already interfered seriously with the traflSc 
which gives them employment. » 

For the Directors, 

O. D. ASHLEY, 

New York, Sept., 1, 1890. 
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St. Louis, August 25, 1890. 

Mr. O. D. Ashley, Frmdenty Wabash Railroad Company : 

Dear Sir: — I beg leave to report the following, as a 
summary of the operations of The Wabash Railroad Com- 
pany, for the fiscal year ending June 30th, 1890 : 

MILES OP ROAD OPERATED. 
LINES EAST OF MISSISSIPPI RIVER. 



Description of Lines. 






cva< 
OSS 



ill 






as 



FBOM TO 

Toledo East HannibaL 

Bluflfe Camp Point 

Camp Point... Quincy 

Clayton Elvaston 

Elvaston Hamilton 

Maysville Pittsfield 

Attica Covinart;on 

Sidney Champaign 

Decatur East St. Louis... 

Chicago Auburn Junct. 

Auburn Junct.EfGLngham 

Shumway Altamont 

Forrest Fairbury 

Fairbury Streator 

Detroit Delrey 

Delrey Butler 

Butler Logansport 

Logansport Clymers 

Laketon JuncState Line 

State Line Auburn Junct.. 



462.3 
39.4 



21.8 



34.6 



6.5 



6.1 



14.8 
11.7 



110.2 
8.5 



8.0 



205.4 
10.3 



5.5 



31.5 
110.2 



3.5 



93.2 



6.2 

103.3 

11.8 



462.3 

39.4 

21.8 

34.5 

6.5 

6.1 

14.8 

11.7 

110.2 

8.5 

8.0 

205.4 

10.3 

5.5 

31.5 

3.5 

110.2 

93.2 

6.2 

103.3 

11.8 



181.6 
3.7 
0.2 
1.8 
0.8 
0.5 
1.4 
LI 
36.2 

1.1 
18.0 
24.1 

0.1 



1.3 

9.9 

24.4 

21.3 



643.9 

43.1 

22.0 

36.3 

7.3 

6.6 

16.2 

12.8 

146.4 

9.6 

2ao 

229.5 

10.4 

5.5 

32.8 

13.4 

134.6 

114.5 
6.2 

103.3 
11.8 



Total Lines East.. 



1012.3 



102.8 



163.1 



26.5 



1304.7 



327.5 



1632JJ 
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LINES^WEST OP MISSISSIPPI BIVER. 



Description of Lines. 



I 






lit 



1^ 



s| 



on ave. 



t} "Tay 
I ..Harlem. 



FROM 

St. Louis^ 
Union Depot 
St. Louis, 
Tayon ave 

Harlem Kansas City 

St.Louis,Vine8t..Carr street.. 
St Louis, Carrst-Ferguson.... 

Moberly Ottumwa... 

Ottumwa Harvey 

Harvey DesMoines. 

Brunswick Cbillicothe. 

Chillioothe Pattonsburg 

Centralia Columbia 

Salisbury Glasgow... 



Total Lines West.. 
Total All Lines 



0.5 



274.8 



1.5 
0.4 



10.7 
130.9 



38.0 



u.o 

274.8 


90.1 


1.5 


3.4 


0.4 





10.7 


27.6 


130.9 


9.8 


38.0 






43.4 



38.3 
41.4 
21.7 



14.7 



43.4 
38.3 
41.4 
21.7 
14.7 



3.6 
2.9 
3.7 
1.1 
0.8 



431.1 
1443.4 



101.4 
204.2 



40.4 
203.5 



43.4 
69.9 



616.3 
1921.0 



143.0 
470.5 



0.5 

364.9 

4.9 
0.4 
38.3 
140.7 
38.0 
47.0 
41.2 
45.1 
22.8 
15.5 



759.3 
2391.6 



The line from Albia to Harvey, 23.4 miles, is not now being operated, 
and the mileage is not included above. This is part of the Des Moines 
& St Louis Railroad, and belongs to the Purchasing Committee. 

Note. — In addition to the above, this Company has a trackage 
arrangement with the Missouri, Kansas & Texas Railway, whereby it 
runs its passenger trains over the track of that Road between Hannibal 
and Moberly, Mo., a distance of 70 miles. 

The Main Track mileage shown in the foregoing state- 
ment, is located in States as follows : 

Miles. 

In Michigan 79.7 

In Ohio 104.6 

In Indiana 389.4 

In Illinois 731.0 

In Missouri 491.7 

In Iowa 124.6 

Total 1,921.0 
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EABNING8 AND EXPENSES. 



Gross Earnings 

Operating Expenses. 
Net Earnings 

Per Cent Operating ^ 
Expenses to Earn- \ 

ings j 

Gross Earnings per \ 

Mile / 

Operating Expenses \ 
per Mile J 

Net Earnings per\ 
Mile / 



1880-90. 



$13,352,872 40 
9,673,221 18 
3,679,651 22 

72.4 

6,946 30 
5,032 11 
1,914 19 



$12,690,482 27 
9,814,236 25 
2,776,246 02 

77.9 

6,475 25 
5,047 44 
1,427 81 



$762,390 13 



Increase. 



903,405 20 



471 05 



486 38 



Decrease. 



$141,015 07 
5.5 



15 33 



EARNINGS. 





1880-00. 


1888-80. 


Increase. 


Decrease. 


Freight 

Passenger 


$9,258,052 51 

3,177,362 68 

352,948 10 

333,099 14 

231,409 97 


$8,271,191 11 

3,276,291 38 

343,187 75 

373,347 81 

326,464 22 


$986,861 40 




$98,928 70 


Mails 


9,760 35 


Express 


40,248 67 
95,054 25 


Miscellaneous 








Total 


$13,352,872 40 


$12,590,482 27 


$762,390 13 









The decrease in passenger earnings is partially chargeable 
to the war in rates which prevailed for two months during 
the latter part of the fiscal year. By reference to Auditor's 
statements, it will be noted that the number of passengers 
carried has increased 55,832, or over two per cent. 

The decrease in express earnings is largely accounted for 
by the improved facilities and quicker time now made by 
our regular freight train service, which aflfords the shipper 
almost the same safety and expedition for his business as 
obtained when handled on passenger trains, and without 
the increased rate. 
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TJie decrease in miscellaneous earnings is caused by a 
change in the method of distributing the account, whereby 
a rental, formerly included in Miscellaneous Earnings, is 
now applied as a credit to Income Account. This matter 
will adjust itself with the present year's account, when it is 
not probable there will again exist such a discrepancy in the 
comparison with that of similar period for previous year. 



EXPENSES. 





1889-90. 


1888-89. 


Increase. 


Decrease. 


Conducting Transpor'n 
Maintenance of Way... 
Motive Power 


$3,865,697 72 

1,729,231 27 

2,651,757 91 

1,175,185 05 

251,349 23 


$3,888,508 17 

2,007,947 93 

2,607,790 08 

989,584 57 

320,405 50 




$ 22,810 45 
278,716 66 




$ 43,967 83 
185,600 48 


Maintenance of Cars. . . . 




General Expenses 


69,056 27 




Total 


$9,673,221 18 


$9,814,236 25 




$141,015 07 







CONDUCTING TRANSPORTATION. 

While the items entering into this account, which are 
indicative of the largely increased tonnage movement, show 
increases as follows, viz. : 

Amount. Total. 

Brakemen $41,009 56 

Conductors 26,298 13 

Labor at Stations « 46;995 72 

Yardmen and Switch Tenders 33,103 21 

Repairs of Stations, etc 11,267 15 

Expenses, Telegraph 29,487 36 $188,161 13 
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The advantages of a consolidated management, and effi- 
ciency in operation, are evidenced by a saving of the follow- 
ing amounts, in items named, viz. : 

Amoont. Total. 

Hire of Cars « $19,357 72 

Outside Agents, etc 56,281 63 

Clerical Labor ^ 36,065 43 

Superintendence 10,689 88 

Commissions, Passenger 41,913 43 

Damage to Proi>erty and Stock 15,881 46 

Loss and Damage to Goods 13,279 02 

Iiyuries to Individuals 11,427 16 $204,895 73 

These, with smaller decreases in other items bringing the 
total decrease in this account down to the figures given. 



1889-00. 

Average Loaded Cars moved per day 3,795 3,553 

Average Empty Cars moved per day 1,727 1,733 

Average Loaded and Empty Cars moved per day 5,522 5,286 

Average Loaded Cars moved per year. 1 ,384,275 1 ,296,845 

Average Empty Cars moved per year 530,355 632,545 

Average Loaded and Empty Cars moved per 

year 1,914,630 1,929,390 

Average Number Loaded Cars moved per train 16.15 14.27 

Average Empty Cars moved per train 7.35 6.96 

Average Number Loaded and Empty Cars 

moved per train 23.50 21.31 

Average Number of Miles made by each train 

per day 84.84 65.76 

Average Number of Miles made by all trains 

per day : 19,937 16,374 

Average Number of Miles made by Loaded Cars 

per train per day 1,370 938 

Average Number of Miles made by Empty Cars 

per train per day 624 458 

Average Number of Miles made by all Cars 

per train per day 1,994 1,396 

Number of Wabash Cars in Service ( exclusive 

of work train) 13,312 13,173 

Average Number Wabash Cars on other roads, 

per day 4,816 3,755 

Wabash Cars on Wabash R. R. Miles run per 

Car per day 34.20 26.44 
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ISMMW. 1888-S9. 

Wabash Cars on Foreign Roads, Miles run per 

Carper day 26.28 23.81 

Average Number Foreign Cars on Wabash R. R. 

per day 4,130 3,321 

Average Number Miles run by Foreign Cars on 

Wabash R. R. per day 51.94 51.86 

Total Wabash Loaded Car Mileage for year 62,273,665 54,960,456 

Total Foreign Loaded Car Mileage for year 55,393,747 43,543,438 

Total Miles made by all Loaded Cars for year... 117,667,412 98,503,894 

Total Wabash Empty Car Mileage 30,540.859 25,361,829 

Total foreign Empty Car Mileage 22,991,602 16,906,323 

Total Miles made by all Empty Cars 53,532,461 42,268,152 

Grand Total of Car Mileage for year 171,199,873 140,772,046 

MAINTENANCE OF WAY. 

The decrease shown in expenses of this department, is 
found entirely in the operations of lines east of the Missis- 
sippi river, and is itemized as follows : 

Amount. Total. 

Repairs of Bridges $152,345 00 

In this item, the previous year, there 
were included a number of new 
iron bridges. 

New Steel Rail 93,976 35 

Caused by a large credit to that ac- 
count this year, by the sale of old 
rail. 

Repairs to Track 74,196 83 $320,518 18 

Accounted for by the large amount 
of work done by the Receiver 
during the previous year, and 
which was unnecessary to dupli- 
cate. 

An increase in items of — 

Frogs and Switches $4,828 00 

Splices Bolts, and Fastenings 5,735 00 

New Side Tracks 32,112 00 $42,675 00 

together with smaller increases in other directions, reduce 
the total decrease to the amount shown. 
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NBW STEEL RAIL LAID. 





Total 

188MN). 


Totol 


Increase. 


Decrease. 


Tons 63-lb. Rail 


6,397.8 
3,679.0 


5,071.0 
4,050.0 


1,326.8 




Tons 70-lb. Rail 


371.0 






Total 


10,076.8 
97.3 


9,121.0 
87.5 


955.8 
9.8 




Miles New Rail Laid 









MISCELLANEOUS WORK. 



No. Cross-ties laid. Main 
track 



Cross-ties 
track 



laid. Side 



Set Switch ties put in 

Miles of track ballast- 
ed, (8tone,gravel, etc. ) 

Miles New Sidings B'lt 

Miles New Fence Built 

Miles Old Fence Rep'd 



1888-00. 



613,779 

94,097 
459 

89.1 

23.0 

245.0 

271.6 



1888-80. 



692,761 

93,528 
626 

132.2 

18.8 

205.6 

168.8 



Increase. 



4.2 

39.4 

102.8 



Decrease. 



78,982 

167 
43.1 



LUTHER YARD. 

Our terminals have been largely added to, and our facili- 
ties for the more convenient handling of our business in St 
Louis increased, by the purchase, in North St. Louis, of 30.65 
acres of land, and the location thereon of tracks, a 15-stall 
round-house, coal chutes, sand house, oil house, scales, stand 
pipes, etc., at a total expenditure during the fiscal year of 
171,400.48. 

The yard is laid out with double leads, and when fully 
completed in accordance with the plan, it will consist of nine 
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diflferent sections or nests of tracks, and will have a capacity 
of 2,409 cars. As at present completed, the yard has a 
capacity of 783 cars, which is ample to meet the require- 
ments of to-day. 

BRIDGES AND BUILDINGS. 

Trestles and Bridges rebuilt and feet. Cost cost. 

repaired 26,151 |176,609 45 

Buildings rebuilt and repaii^ 139,643 51 |316,252 96 

During the year, the unsightly old frame building at 
Moberly, Mo., which answered the purpose of both passenger 
depot and Division offices, has been replaced with a modern 
three-story brick building, of handsome design and finish, 
costing, together with sheds and platforms, $34,522.24. 

Other new buildings have been erected, as follows : 

DEPOTS. 
Location. 

Luther, Mo. (North St. Louis) $ 885 29 

Heights, Mo 1,039 37 

Queen City, Mo. (Destroyed by fire and rebuilt) 1 ,451 37 

Brunswick, Mo 2,255 87 

Camp Point, 111 812 37 

Liberty, Ohio 1,074 53 

Butler, Ind., New Car Shop Building 2,123 31 

Moberly, Mo., New Yard Office 793 55 

Ferguson, Mo., New Dispatcher's Office 775 63 

Ferguson, Mo., New Ice House 360 46 

Andrews, Ind., New Ice House 303 58 

Tilton, 111., New Sand House 570 59 

MOTIVE POWER AND MACHINERY. 

The increase in wages paid Engineers and Firemen was,*$90,366 32 
(More than the entire increase shown in this De- 
partment). 
The Expense of Fuel Stations increased 15,061 40 



* Includes Bills of Foreign Boads. 
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The following decreases are shown : 

Repairs of Jjocomotives $49,412 28 

Hire of Locomotives 17,078 61 

Repairs of Water Stations 6,923 20 

Expense of Tools and Machinery * 4,897 64 

Coal for Locomotives 6,207 02 

LOCOMOTIVE EQUIPMENT. 



Ck>n8tniotion. 


On Hand 
Jane 80, '89. 


Sold or 
Scrapped. 


BnUtor 
Pnrohased 


On Hand 
June 80, '90. 


Net 
Decrease. 


Locomotives 


409 


20 


' 8 
2 
11 
37 
54 


397 


12 


New Engine 'rks,bat. 
New Tftndera htiilt 












NewT*derFr*m*s b'lt 










NewT'derTr'cks,b'lt. 



















In addition to the engines built in our own shops, as per 
above statement ( 8 ), we have contracted with the Rhode 
Island Locomotive Works, of Providence, R. L, for ten 
10-wheel freight engines, which will be delivered in time for 
the fall business. 

REPAIBS. 

Number. 

Locomotives Receiving General Repairs 186 

Locomotives Receiving Ordinary Repairs 298 

Locomotives Receiving Extraordinary Repairs 163 

Total 7647 

ENGINE MILEAGE. 



Service. 


Total 
1889-90. 


Total 
1888-89. 


Increase. 


Decrease. 


Passenger 


4,561,862 

7,735,077 

2,541,152 

228,413 

33,339 


4,546,573 

6,119,391 

2,430,354 

331,205 

39,168 


15,289 

1,615,686 

110,798 




Freight 




Switch 




Work Train 


102,792 
5,829 


Other Service 








Total 


15,099,843 


13,466,691 


1,633,152 
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EXPENSE OF OPERATING LOOOMOnVEB. 





Total 188»-e0. 


Total 1888-«9. 


Increase. 


Decrease. 


Cost of \ Labor 


1 292,077 94 

186,288 68 

62,963 90 

684,269 67 

941,598 04 

132,784 26 


1 320,836 47 

181,194 97 

57,668 82 

686,643 50 

871,320 79 

137,156 33 




$ 28,757 53 

4,704 92 
2,373 83 


Repairs / Material 

Stores 


$ 5,093 71 


Fuel, Coal and Wood... 




Engineers and Firemen 


70,277 25 


Wipers and Dispatch- 
incT 


4,371 07 






Total cost. 


$2,289,982 49 


$2,254,818 88 


$35,163 61 









Ck>ST PBB 100 MiLBS Bun. 



For Repairs 


$ 3 17 
35 
4 53 
6 23 

088 


$ 3 73 

43 

5 10 

6 47 

1 01 




$0 56 


Stores 




08 


Fuel 




57 


Eng'rs and Firemen... 




24 


Wipers and Dispatch- 
inar 






13 








Total.. 


$15 16 


$16 74 




$1 58 









Total Total 

1889-90 1888-89 

Average number of miles per engine in service, for year.. 42,897 40,080 

Average monthly mileage per engine in service 3,575 3,340 

Total tons of coal consumed 560,425 509,355 

Average cost per ton of coal, on tender $122 $135 

Average miles run to one ton of coal 26.9 26.4 



MAINTENANCE OP CARS. 



The increase of expense in this account, is fully explained 
by reference to the following statement of additional equip- 
ment built and purchased, at an aggregate cost of 
$341,647.45, all of which is included in " repairs of cars." 



Digitized by VjOOQIC 



^^A, 



— 23 — 



BQtnPHENT. 





On 
hand 


BuUt 

and 

pnr- 

onased 


Des. 
troyed 
chang- 
ed and 
return- 
ed. 


On 

hand 

June 80 

1890. 


Net 




Inc.. 


Dec. 


PASSENGER. 
Official « 


4 

2 

5 

108 

22 

35 

64 

15 

6 

19 

5 






4 

2 

5 

101 

23 

39 

62 

13 

6 

19 

5 






Pay 










■^ ••/ •* ••* • • 

Dining 










Coach 


3 

1 
6 
3 

1 


10 




7 


fJomhinfttion 


1 
4 




Chair 


2 
5 
3 




Basfiracre 


2 


Baf2fffafir6 and Mail 




2 


Baggage, Mail and Passenger ... 
Postal 














Pacific Cxnress 




















Total 


285 


14 


20 


279 




6 








FREIGHT. 
Box 


8,075 

1,471 

3,439 

33 

50 

100 

129 

36 

7 

12 

1 

4 

212 


355 
204 
361 


506 
123 
256 


7,926 

1,553 

3,544 

33 

150 

100 

128 

63 

7 

10 

1 

4 

204 




149 


Stock 


82 
105 




Coal and Flat 




Pnmiture 




Fruit 


100 




100 




Befrifirerator 






Cinder and Stone 


3 
27 

1 


4 




1 


Tool and Work 


27 




Pile Drivers 


1 
2 




Derrick 




2 


Cable Car 








Ice Cars 










Caboose 


7 


15 




8 








Total 


13,569 
285 


1,058 
14 


907 
20 


13,723 
279 


154 




Total Passenger 


6 








Trktal riar "RnninTTiAnt 


13,854 


1,072 


927 


14,002 


148 
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CABS BEPAIBBD. 





Passenger 


Freight. 


Total. 


Oars receiving light repairs '. 


171 

102 

29 

2 


11,710 
913 
552 
113 


11,881 
1,015 


Cars receiving heavy repairs 


Cars receiving general repairs 


581 


Cars rebuilt 


115 






Total 


304 

1,930 
2,285 


13,288 

5,913 
5,557 


13,592 

7,843 
7,842 


New Wheels used under cars 1889-90 

New Wheels used under cars 1888-89 



GENERAL EXPENSE. 



This account was decreased by the cessation of the 
Receiver's expenses, on lines east of the Mississippi River, 
and the saving eflfected in salaries of clerks, oflfice expense, 
etc., by the consolidation of the Wabash System. 



CLAIM DEPARTMENT. 



Olalms. 


Amount 
Claimed. 


Amount 
Paid. 


Amount 
Saved. 


Percent 
Saved. 


On account of stock killed 

On account of fire, etc 


$ 32,805 38 
7,839 85 


$ 20,310 24 
4,439 25 

21,746 59 


1 12,495 14 
3,400 60 


38 
43 


On account of deaths and^ 
personal injuries / 








Xotal 




1 46,496 08 















Number of head of stock killed during the year 2,528 

Number of head of stock settled for during the year 1,911 

Average cost per head of stock settled for $10.62 
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HOSPITAL DEPARTMENT. 





1889-«0. 


1888-«9. 


Increase. 


Decrease. 


Contributions 


$ 44,836 69 

37,453 07 

7,382 62 

6,186 81 
13,568 43 


% 44,740 85 

44,618 68 

122 17 


f 94 84 




Expenses of operating 

Net surplus 


% 7 165 61 


7,260 45 




Excess of receipts over! 
expenditures June 1, J- 




'84, to June 30, '89 J 

Balance on hand, June\ 
30, '90 / 















Note — ^The proceeds of sale of the Danville Hospital property, amount- 
ing to $2,648, is credited to this account. 

Number treated in Hospitals 1,089 

Number treated outside of Hospitals 12,178 

Total number of cases treated 13,267 

Number of Surgical cases treated 933 

Number of Medical cases treated 12,334 

Number of prescriptions filled for men in Hospitals 6,876 

Number of prescriptions filled for men not in Hospitals... 16,489 . 
Total number of deaths 15 



In the death of Dr. J. W. Jackson, for many years Chief 
Surgeon of the Missouri Pacific, and more recently Chief 
Surgeon of the Wabash R. R. Co., which occurred during 
March of the present year, the Railway Hospital system lost 
a devoted advocate, and this Company an able and efl&cient 
officer, who numbered among its employes, many warm 
friends. 

CHAS. M. HAYS, 

General Manager. 
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AUDITOR'S REPORT. 



St. Louis, Mo., August 25th, 1890. 

O. D. Ashley, Esq., 

Presiderd Wabash Railroad Company. 

Dear Sir: — I herewith submit statements of General 
Account for the fiscal year ending June 30th, 1890, as fol- 
lows: 

A. Results of Operation. 

B. Comparative Statement of Earnings and Expenses. 

C. Income Account and Financial Exhibit. 

D. Train and Mileage Statistics. 

E. Tonnage of Articles Carried. 

F. Mileage Statistics for Ten Years. 

0. Statement of Funded Debt and Interest Charges. 

H, Statement Showing Lines Covered by the First, Sec- 
ond and Debenture Mortgages of the Wabash 
Railroad Company. 

The last Annual Report of the Wabash Western Railway 
Company was for the year ending December 31st, 1888. 
The accounts of that Company having been merged with 
those of the Wabash Railroad Company upon July 1st, 
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1889, the fiscal year of the latter CJompany has been made 
to end June 30th. No report having been made for the 
intervening period from January to July inclusive 1889, I 
respectfully submit statements of the operations of the 
Wabash Western Railway Company and of the Wabash 
Railway, John McNulta, Receiver, for the period above 
mentioned, as follows : 

L Results of Operation, Wabash Western Railway Com- 
pany, January 1st to June 30th, 1889. 

K, Results of Operation, combined lines, Wabash West- 
ern Railway and Wabash Railway, John Mc- 
Nulta, Receiver, same period. 

L, Results of Operation, combined lines, Wabash Western 
Railway and Wabash Railway, John McNulta, 
Receiver, January 1st, 1887 to June- 30th, 1889, 
two years and six months. 

Yours respectfully, 

D. B. HOWARD, 

Auditor. 
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THE WABASH RAILROAD COMPANY. 

Results op Operation for the Year Ending June 30, 1890. 

Gross Earnings $18,852,872 40 

Operating Expenses 9,678,221 18 

Net Earnings $8,679,651 22 

Beceiyed from Bent of Tracks, etc 272,484 61 

$8,962,065 78 
Taxes, Rentals, etc 851,478 41 

Net Bevenue applicable to Interest $8,100,612 88 

Interest on Bonds and Bentals of Leased Lines 2,662,820 82 

Surplus $447,791 60 

Dividends on Preferred Debenture Mortgage Bonds 210,000 00 

Net Surplus $287,791 60 

Analysis of Taxes, Rentals, Etc. 

Taxes $896,480 64 

Track and Bridge Bentals .„ 400,272 18 

New York and Pacific Car Trust Interest for one month 12,892 44 

Traffic Association Expenses, etc 42,818 80 

$851,473 41 
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B 
THE WABASH RAILROAD COMPANY. 

COBffPARATIVE STATEMENT — EARNINGS AND EXPENSES. 



EARNINGS. 



July 

August 

September 

October 

November 

December 

January 

February 

March 

April 

May 

June 

Total Earnings 

Freight 

Passengers 

Mails 

Express 

Miscellaneous 

Total Earnings ^ 

Per cent of Freight Earnings to totaL 

** Passenger *• ** „ 

•« Mail " •♦ 

•* Express ** *' 

*• Miscellaneous'* ** 

Operating Expenses 

Per cent of Operating Expenses to Earnings.. 

Net Earnings 

Per cent of Net to Qross Earnings 

Average number of miles operated 

Average Earnings per mile 

Average Expenses per mile 

Net Earnings pdr nme 



Tear ending 
June 80, 18B0. 


Tear ending 
June 30, 1889. 


$1,128,802 16 


$1,018,887 45 


1,814,691 18 


1,266,866 08 


1,226,812 16 


1,199,187 21 


1,844,206 38 


1,284,790 19 


1,140,489 22 


1,069,048 28 


1,119,888 48 


1,089,926 80 


1,121,909 18 


896,687 81 


966,889 60 


918,962 80 


1,066,848 66 


922,096 11 


1,000,816 90 


918,079 10 


987,784 11 


1,023,571 70 


976,964 52 


1,085,916 79 


$18,862,872 40 


$12,690,482 27 


$9,268,052 61 


$8,271,191 11 


8,177,362 68 


8,276,291 88 


852,948 10 


848,187 76 


888,099 14 


878,347 81 


281,409 97 


826,464 22 


$18,862,872 40 


$12,590,482 27 


69.88 


65.69 


28.80 


26.02 


2.64 


2.78 


2.50 


2.97 


1.78 


2.60 


$9,678,221 18 


$9,814,286 25 


72.44 


77.96 


$3,679,661 22 


$2,776,246 02 


27.56 


22.06 


1,922.8 


1,944.4 


$6,946 30 


$6,475 25 


5,082 11 


6,047 44 


1,914 19 


1,427 81 
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D. 

THE WABASH RAILROAD COMPANY. 
Train and MiiiiA.GB Statistics. 

FREIGHT. 



Tear ending 
June 80, 1880. 



Tear ending 
June 80, 1888 



Tons Hauled 

Tons Hauled, one Mile 

EaminflTS 

Operating Expenses 

Averagre distance each Ton Hauled ~ 

Average Earnings per Ton 

Average Expensesper Ton 

Average Rate per Ton per Mile 

Average Expenses per Ton per MUe 

Average net per Ton per Mile 

Train Mileage 

Car Mileage, Loaded 

Car Mileage, Empty 

Car Mileage, Total— Loaded and Empty 

Average Loaded Cars to a Train 

Average Empty Cars to a Train 

Average Cars to a Train— Total 

Average Load per Loaded Car— Tons 

Average Lo»d per Car. Loaded and Empty— Tons..... 
Average Load per Train— Tons 

Earnings per Train Mile 

Operanng Expenses per Train Mile 

Net Earnings per Train Mile 

Average Earnings per Loaded Car per Mile 

Average Expenses per Loaded Car per MUe 

PASSENGER. 

Number of Passengers carried 

Number of Passengers carried one Mile 

Earnings 

Operating Expenses 

Average Distance each Passenger carried^ 

Average Fare paid by each Passenger 

Average Expenses carrying each Passenger 

Average Rate per Passenger per Mile 

Average Expenses per Passenger per Mile..... 

Average net per Passenger per Mile 

Train Mileage 

Car Mileage, Including Mail, Baggage, Express and 

Sleepers 

Car Mileage— Coaches and Sleepers 

Average No. all Cars to a Train 

Average No. Passengers to each coach and Sleeper 
Average No. Passengers to each Train 

Earnings, Including Mall, Express, Etc 

Operating Expenses 

Earnings per Train Mile 

Operating Expenses per Train MUe 

Net Earnings per Train MUe 

Average Earnings per Car per MUe 

Average Expenses per Car per mile 



6,882,858 
1,480,197,382 



6,267,780 
1,004,717,600 



19,258,062 51 
6,868,992 19 



$8,271,191 11 
6,850,626 86 



209.8 

$1 85.50 

1 00.82 

00.647 

00.479 

, 00.168 



174.7 
$181.96 
1 09.44 
00.756 
00.627 
00.129 



7,286,082 



6,102,092 



117,867,412 
53,582,461 
171,199,878 



98,829,788 
42,446,472 
141,276,260 



16.15 
7.85 
23.50 
12.15 
8.85 
196.29 



16.20 
6.96 
28.16 
11.08 
7.75 
179.40 



$1 27.07 
94.07 
88.00 



$1 35.56 

1 12.41 

28.14 



$0 07.87 
05.82 



$0 08.37 
06.94 



$3,177,862 68 
2,819,228 99 



8,115,604 
149,188,008 



$8,276,291 88 
2,964,709 90 



47.9 
$1 01.98 
90.49 
02.180 
01.890 
00.240 



4,475,682 



21,871,546 
15,434,970 



4.78 
9.67 
88.83 



$8,940,855 62 
2,819,228 99 



$0 88.04 
62.99 
25.06 



$0 18.44 
13.19 



8,069,772 
152,404,045 



49.8 
$107.08 
96.57 
02.150 
01.989 
00.211 



4,526,866 



22,168,461 
15,891,008 



4.90 
9.59 
88.67 



$4,012,248 66 
2,964,709 90 



$0 88.66 
65.28 
28.87 



$0 18.10 
18.88 
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E. 
THE WABASH RAILROAD (X)MPANY. 
Tonnage of Abticlbs Carbibd. 



Products of Aobicitlturb:— 

Wheat 

Oom 

Other grain 

Flour 

Other mill Products 

Hay 

Tobacco 

Cotton , 

Frolts and Vegetables 



Pboducts op Aniicaub:— 

live Stock 

Dressed Meats 

Other Packing House Products. 

Wool 

Hides and Leather „ 



Pboducts of Minbs:— 

Stone, Sand, etc 

Anthracite Goal 

Bitaminous Coal 

Coke 

Ores 



Pboducts of thb Pobbst. 

Lumber 

Other Articles 



Maitxtfagtubbs :— 

Petroleum and Other Oils 

Sugar 

Iron— Pig and Bloom 

Iron and Steel Bails 

Other Oastines and Machinery .. 

Cement, Brick and Lime 

Agricultural Implements 

wagons, Carriages, Tools, etc., 

Wines. Beer and Liquors 

H. H. Ooods and Furniture 

Merchandise 

Miscellaneous 



Total. 



Company's Freight... 



Tear ending 
June 80th, 1800. 



Per 
cent. 



6.80 
17.80 
2.99 
2.00 
1.10 
0.68 
0.17 
0.44 
0.97 



6.67 
1.78 
1.04 
0.08 
0.16 



1.74 
2.81 
28.48 
0.60 
0.07 



6.44 , 
2.88 



0.88 
0.60 
0.77 
0.48 
0.61 
1.34 
0.22 
0.13 
0.46 
0.27 
6.17 
11.04 



100.00 



Tons. 



896,826 
1,202,704 
204,450 
138,816 
76,246 
86,294 
11,709 
29.908 
66,810 



887,416 
118,866 

70,762 
6,117 

10,471 



119,070 

191,669 

1,604,281 

84,822 

4,888 



871,820 
196,697 



66.894 

84,287 

62,687 

88,024 

41,212 

91,608 

16,028 

9,048 

80,429 

18,133 

421,868 

764,201 



6,882,868 



741,618 



Tear ending 
June 80th, 1889. 



Per 
cent. 



4.61 
18.71 
2.82 
1.64 
1.48 
0.86 
0.81 
0.68 
0.86 



6.68 
2.79 
1.46 
0.09 
0.08 



1.78 
1.04 
24.94 
0.41 
0.12 



7.60 
2.31 



0.70 
0.86 
0.98 
0.68 
0.27 
0.99 
0.80 
0.16 
0.86 
0.87 
9.84 
10.80 



100.00 



Tons. 



282,608 
866,888 
145,724 
102,886 
89,486 
68,261 
19,469 
88,147 
68,264 



846,268 

176,082 

91,648 

6,644 

6,217 



111,866 

64,962 

1,663,292 

26,688 

7,461 



482,189 
145,066 



44,068 
22,746 
68,424 
88,462 
17,006 
62,100 
19,006 
10,162 
22,827 
22,868 
616,689 
676,776 



6,267,780 



696,820 
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H. 

Lines Coysred bt thb Fibst and Dbbenturs Mobtoageb op the 
Wabash Railroad Company. 

LINBS BA8T OF THB MISSISSIPPI BIVBB. 

Toledo to Bast Hannibal 402.8 Miles. 

Bloffs ^ to Camp Point 89.4 ** 

Clayton. to Blyaston 84.6 * * 

Deoator to Bast St. Louis 110.2 •• 

Auburn Junction .to Eflingham. 206.4 ** 

Shumway to Altamont. 10.8 •* 

FaiPbury to Streator , 81.6 ** 

BdwardsTille^ to Bdwardsville Crossing 8.6 ** 

Delrey(near Detroit) to Butler 110.2 ** 



Total Lines Bast 1,012.8 Miles. 

UNBS WB8T OF THB MISSISSIPPI BIVBB. 

St. Louis, Tayon Ayenue, to Harlem 274.8 Miles. 

St. Louis, Carp Street to Fergruson 10.7 

Moberly to Ottumwa. 180.9 

Brunswick „ to Pattonsburg 79.7 

Salisbury to Glasgow 14.7 

Centralia „ to Columbia 21.7 



Total Lines West 682.6 Miles. 

Total all Lines Coyered by the First and Debenture Mortgages, 1,644.8 * * 

The Second Mortgage ooyers all the lines east of the Mississippi Biyer as 
aboye. 

Total number of miles, 1,012.8. 

NoTB.— The First and Debenture Mortgages also coyer the Leasehold interest 
which the Wabash BaUroad Company has in the Bel Biyer Bailroad from Butler 
to Logansport, a distance of 98.2 miles, and also coyers the Leasehold interests 
which the Wabash Bailroad Company has in the terminals at Detroit, Chicago, 
Hannibal, Qulnoy and Kansas City, and in the Bridges at Hannibal, St. Louis and 
Kansas City. 

The Second Mortgagee also ooyers the Leasehold interest which the Wabash 
Bailroad Company has in the Bel Biyer Bailroad from Butler to Logansport, a 
distance of 98.2 miles, and also coyers the Leasehold interests which the Wabash 
Bailroad Company has in the Terminals at Detroit, Chicago, Hannibal and 
Quincy, and in the Bridge at Hannibal. 

The First and Debenture Mortgages coyer the lines west of the Mississippi 
Biyer aboye described, subject to prior Diyisionsl Mortgages. By the terms of 
the First Mortgagee, a sufficient number of First Mortgage Bonds are resenred to 
meet, at their maturity, or wheneyer exchanges can be made, the said Diyisionsl 
Mortgagees coyertng the lines west of the Mississippi Biyer. 
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I. 

THE WABASH WESTERN RAILWAY COMPANY. 
Rbsuutb of Operation, January 1, to June 30, 1889. 

Gross Earnings $2,601,741 60 

Operating B:Q>enses 2,062,711 77 

Net Earnings $679,028 88 

Beoeiyed from Rent of Tracks, eto 66,885 68 

$684,866 86 
Taxes, Rentals, Oar Trost Interest, etc 258,404 00 

Net Revenue applicable to Interest $880,961 27 



THE WABASH WESTERN RAILWAY COMPANY AND THE 

WABASH RAILWAY. 

Results of Operation of Combined Lines, January I, to June 30, 1889. 





The Wabash 

Western B»y 

Company. 


The Wabash 
Bailway. 


Total, All 
Lines East 
and West. 


Gross Earnings 


$2,661,741 60 
2,082,711 77 


$8,060,640 71 
2,645,114 56 


$6,712,282 81 
4,627,826 88 


Operating Expenses „ 


Net Earnings 


$579,020 88 
66,886 58 


$605,426 16 
17,286 78 


$1,064,455 98 
72,622 26 


Beoeiyed from Bent of Tracks, etc 


Taxes, Rentals, Oar Trust Interest, etc 


$684,865 38 
258,404 09 


$622,712 88 
516,280 08 


$1,167,078 24 
768,684 12 


Net Beyenue applicable to Interest... 


$880,96127 


$7,482 86 


$888,884 12 
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THE WABASH WESTERN RAILWAY COMPANY AND THE 
WABASH RAILWAY. 

Rbbui/ib ov Operation of Gombinkd Lines — Janvaby 1, 1887, to 
June 30, 1889 — Two Ybabs and Six Months. 





The Wabash 
Western Rail- 
way Co. 


The Wabash 
Railway. 


Total, aU 
Lines.Bast 
and west. 


QroM fiSamln^ 


n4,96e,888 70 
11,161,227 74 


$16,606,012 89 
12,709,661 72 


$81,465,899 00 
28,870,889 46 


Oi>f^ratiiiflr BxDen&es 




Net Bftni1l]lff8,r,..rr,TTtr-TT. ,-r 


$8,796,158 96 
216,287 80 


$8,796,860 67 
82,549 20 


$7,604,609 68 


Beoeiyed from rent of Tracks, etc 


247,787 00 


Taxes, Rentals, Car Trost, Inter- 
est, etc 


$4,018,896 76 
1,066,640 08 


$8,828,899 87 
1,760,905 78 


$7,842,296 68 
2,827,646 71 






Net Beyenue applicable to Inter- 
est 


$2,946,765 88 
2,278,767 72 


$2,067,994 09 
2,212,066 71* 


$6,014,748 92 


Interest on Bonds and Rentals of 
leaned Llno« 


4,485,854 48 






Sarplas» 


$672.968 11 




$628,895 49 


Deficit 


$144,002 62 











* The sum of $2,212,066.71, interest paid by the Reoeiyer of the Wabash Rail- 
way as aboye, represents pajrments to Bondholders by Beceiyer McNnlta, as 
follows: 

Interest for two years (foor coupons) on all the First Mortgagres except on the 
Chicago Diyision and Hannibal A Naples BaUroad. 

Interest for one year and six months (three coapons) on the Chicago Diyision 
and Hannibal A Naples Bailroad, also $60,886.84 paid Bondholders* ConnseL 
. No interest was paid on any of the Second and later Mortgages. 
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l¥abash. 

Mr. Hermann Landau, of London, submitted a re^oryon 
RNov. 18 to English holders of VV abash securities in which he 
made several criticisms. President Ashley has written a reply 

I of which the following are the salient points: 
Mr Landau called the results of the year ending June 30 
disappointing. Mr. Ashley says the net gain over the previous 
year was $90B,405, and saving of expenses $141,016, with rates 
per mile .0109 less The profit per ton per mile was greater 
than in any year since 1887. 

Mr. Landau says the low rates caused the unsatisfactory 
results. Mr. Ashley says the Wabash has to agree to rates 
made by the traffic associations. It cannot separate from other 
lines and secure traffic on its own terms. 

Of Mr. LHndau\s charge that other railroad men told him 
Wabash was accused of constantly lowering rates, Mr. Ashley 
says the accusation is untrue, no road has mainta ned estab- 
lished rates more faithfully than Wabash. 

Mr. Landau does not like the purchasing agency system 
of getting supplies and favors the inviting of bids for sup- 
plies. Mr. Ashley says he is willing to compare prices with 
any road here ov in Europe and allowing the differepces in 
English markets Wabash will not come out unfavorably. 

Mr. Landau speaks of the pernicious system of ticket 
agents advertising cut rates all over the country. Mr. Ashley 
says these agencies are independent of the railroads and 
Wabash is not responsible for the evil. 

Mr. Landau says that although | of Wabash securities have 
paid assessments in London, a large majority of the securities 
are held in the United States. Mr. Ashley says that English 
Holders paid assessments on $11,716,000 bonds out of 180,(^00,- 
OUO and on 225 069 shares out of 020.000, or less than one- half. 
These have been reduced by sales of ^ver 60,000 shares of pre- 
ferred and nearly 4 0, (»<>(> shares of the common stock while 
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OFFICERS AND DIRECTORS 

OP 

The Wabash Railroad Co. 



O.D.ASHLEY, PrendenL 

EDGAR T. WELLES, . . . Vice-PresiderU. 

JAMES F. HOW, Vxce-Prmdent. 

CHARLES M. HAYS, . . . General Manager. 

J. C. OTTESON, Secretary. 

F. L.O*LEARY, Treasurer. 

W. H. BLODGETT, .... General SoUcUar. 

H. A. LLOYD, Assistant Secretary and General Claim Agt. 

H. L. MAGEE, General SuperinUndenL 

D.B. HOWARD, AudiUyr. 

M. KNIGHT, Freight Traffic Manager. 

S.B. KNIGHT, General Freight Agent. 

F. CHANDLER, General Passenger and Ticket Agent. 

C. P. CHESEBRO, .... General Oar Accountant. 

C.B.ADAMS, Car Service Agent. 

H. H. WELLMAN, .... General Storekeeper and Purchasing Agent. 

W. a LINCOLN, • . . . . Chief Engineer. 

G. C. KINSMAN, Superintendent Tdegraph. 

S. H. OVERHOLT, .... General Baggage Agent. 

Db. H. W. MOREHOUSE, . Chief Surgeon. 



DIRECTORS. 

0. D. ASHLEY, S. C. REYNOLDS, 

GEO. J. GOULD, SIDNEY DILLON, 

EDGAR T. WELLES, THOS. H. HUBBARD, 

HENRY K. McHARG, JOHN T. TERRY, 

C. J. LAWRENCE, RUSSELL SAGE, 

JAMES F. JOY, JAMES F. HOW, 
CHARLES M. HAYS. 
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SECOND ANNUAL REPORT 



•OF- 



The Wabash Railroad Co. 



Fiscal Year Ending June 30, 1891. 



The trafl&c operations of The Wabash Railroad Company 

for the year ending June 30, 1891, show the following results : 

Gross Earnings $13,028,287 76 

Operating Expenses 9,565,223 29 

Net Earnings $ 3,463,064 47 

Miscellaneous Receipts 182,566 74 

13,645,631 21 

Deduct balance of Rental Ac- 
count, Interest, Dividends, etc.? 245,269 86 

Traffic Association and Miscella- 
neous Expenses 69,532 50 

Taxes 417,700 00 732,502 36 

Net Amount applicable to Interest $ 2,913,128 85 

Interest on First and Second Mort- 
gage Bonds, and rentals of 
leased lines $2,666,838 16 

Dividend on Debenture A Bonds... 210,000 00 2,876,838 15 

Net Surplus $36,290 70 
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As compared with the fiscal year ending June 30, 1890 : 

The Gross Earnings show a decrease of $324,584 64 

" Operating Expenses " " " 107,097 89 

" Rental Balance *• " " 50,312 74 

** Taxes show an increase of 21,209 46 

'' Interest on Mortgages and Leased lines an 

increase of 14,017 33 

** Net Earnings applicable to Interest a decrease 

of 187,483 47 

** Net Surplus a decrease of 201,500 80 

The tonnage statistics give 6,236,064 tons hauled during 
the year, as against 6,832,358 in the year ending June 30, 

1890, a decrease of 596,294 tons. Tons hauled one mile, 
1,209,179,055, agamst 1,430,197,332, a decrease of 221,018,277 
tons. 

The rate per ton per mile, 0.733, against 0.647 in 1890, 
shows an increase of 0.086 per ton per mile, and the profit per 
ton per mile, in consequence of the diminished volume of 
business, was but 0.170 against 0.168 in 1890. 

The passenger traffic shows 3,416,076 passengers carried, 
against 3,115,604 in 1890, an increase of 300,472 in the total 
number carried. The earnings in this department of traffic, 
including mails and express, are $4,019,772.85, against 
$3,940,335.62 in 1890, while the operating expenses have 
been reduced from $2,819,228.99 in 1890, to $2,761,893.26 in 

1891, making a net gain for the present fiscal year of 
$136,752.96. 

The financial condition of the Company, as evidenced by 
the Balance Sheet, is exceptionally favorable. There are no 
floating liabilities except such as are incurred from month 
to month in the ordinary operation of the Road, and no 
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floating obligations whatever, which could not be immedi- 
ately discharged from the cash and cash assets in the treas- 
ury, leaving the balance to the credit of Income Account 
intact and available. 

For about eight months of the fiscal year, embracing in 
that period the heavy traffic months of the autumn, the 
reduced rates established in March, 1890, were in effect, but 
in February, 1891, a partial restoration was secured through 
the beneficial influence of the Western Traffic Association, 
and the net earnings of the Company were correspondingly 
improved during the last four months of the year. This 
change enabled the Company to earn full interest on the 
Preferred Bonds of the Debenture Mortgage, leaving a small 
balance to the credit of Income Account. 

The cause of the diminished vMume of traffic during the 
year, as compared with that of 1889 and 1890, is to be found 
mainly in the partial crop failure in this country, strikingly 
illustrated in the crop statistics of the years 1889 and 1890. 

The comparison is as follows : 

Product In 1889. Product in 1890. Decrease 

Bushels. Bushels. Bushels. 

Wheat 490,000,000 400,000,000 90,000,000 

Com 2,112,000,000 1,668,000,000 644,000,000 

Oats 761,000,000 640,000,000 211,000,000 

3,368,000,000 2,608,000,000 846,000,000 

A decrease of 845,000,000 bushels. There was also a 
decrease in the potato crop of 60,000,000 bushels. 

The Wabash traverses the richest com belt in the United 
States, and, consequently, derives a large share of its grain 
business from it. In 1889 the crop was the largest ever 
raised in the country. Its movement begins late in the 
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year and extends through the winter and ensuing spring. 
The earnings of the year 1889-90 were very heavy from 
these abundant crops, while those of 1890-91 have been 
largely diminished by their comparative feilure. 

The earnings of the Wabash were, doubtless, to some 
extent, affected also by the more active competition of a new 
line, opened in 1889 between Toledo and St Louis, to say 
nothing of the more earnest struggle between the older lines 
for a share of the more limited traffic of a short crop year. 
Under these adverse conditions, the result of the year's oper- 
ations was more satisfectory than had been anticipated. 

To those who are familiar with the obstacles to railway 
prosperity, which have for several years past presented them- 
selves, in the useless multiplication of lines and in the per- 
sistent and oppressive interference of State legislation, the 
ability of the re-organized Company to earn its fixed charges 
and a full dividend on its Preferred Debenture Bonds, in a 
year of crop failure and abnormally low rates, will be recog- 
nized as an encouraging feature. 

It is gratifying' to be able to state, in this connection, that, 
while a hostile attitude is still maintained towards railway 
companies in several of the so-called Granger States, the 
actual legislation has been less aggressive, and there are evi- 
dences of a change in popular sentiment, which lead to the 
conclusion that such a prejudicial and inequitable exercise 
of power will not meet with public approval. 

Four concise propositions claim the attention of all men 
of intelligence. 

FiT^t That railways must be permitted to earn a fair 
rate of interest on the capital invested, or construction of 
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new lines must cease. This result, while beneficial to rail- 
way property in the older and densely populated States, 
would be fatal to the new States and Territories, and preju- 
dicial to the interests of the South, where railway develop- 
ment is comparatively in the early stages of progress. 

Second. In States where railways are crippled by low 
rates, whether as the result of competition or of hostile leg- 
islation, the prosperity of such States must be checked in 
the ratio of adverse conditions imposed upon the agencies 
of transportation. 

Third, If the railways are forced to economize by unprof- 
itable rates, the burden of the economy must be borne by 
the employees, either in the reduction of wages, or in the 
reduction of the number employed. 

Fourth. Inadequate profits, resulting in forced economies 
on the part of railway companies, will certainly prevent the 
adoption of improvements which should be constantly added 
for the safety and comfort of passengers, and for the expedi- 
tious movement of freight. 

As the truth of these propositions is demonstrated in the 
practical operation of railway lines, imder restrictive legis- 
lation and unregulated competition, the quick intelligence 
of the people will be awakened to the dangers of a policy 
which, while impoverishing railway companies, interferes 
with the progress and prosperity of entire communities, by 
banishing capital from the field of enterprise, and by 
seriously compromising the interests of many thousands of 
workingmen directly dependent upon railway operations. 

The logical consequence of measures which interrupt 
progress and bear injuriously upon railway employees, is an 
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intelligent inquiry, on the part of the people, which will 
prove, beyond question, that the reasonable prosperity of the 
agencies of distribution and communication, is a necessity, 
involving, as it does, the prosperity of the community- 
served. 

Production and consumption, demand and supply, trade 
relations of every kind are influenced, and to a large extent, 
governed by the transportation question. It is, therefore, 
of the first importance to riegulate it fairly, not only for the 
protection of the shipper, but for that of the carrier. Injus- 
tice to the one for the benefit of the other can only work 
injurious consequences to all concerned. The equitable 
principles, which are supposed to be fundamental in popular 
government, guarantee equality to employers and employed, 
and these principles cannot be violated as to railway prop- 
erty, without seriously disturbing public confidence in the 
justice of our laws and in the stability of our institutions. 

Governed by such considerations, the railway problem is 
in process of solution, by the more active participation of 
the people in legislative questions. Railway employees are 
rapidly organizing to check, by votes and influence, move- 
ments which affect their interests adversely, and there is a 
general sentiment among intelligent men, growing stronger 
day by day, that legislative interference has exceeded its 
proper limits, to the detriment of the community. 

The expectation of abundant crops seems to be fully war- 
ranted. Wheat has been substantially harvested, and com 
is nearly, if not quite out of danger. The yield in these 
two important staples, alone, promises to equal, and perhaps 
will exceed, that of 1889, while prices, in consequence of 
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deficient harvests in Europe, will be much more satisfactory 
to producers. 

The conditions are, therefoi-e, much more favorable to 
railway traffic than during the fiscal year covered by this 
report, but it should be remembered that rates, although 
slightly better than in 1890, are still unreasonably low, and 
that, consequently, the net profits will not keep pace with 
the increase in gross earnings. It is not unreasonable, 
however, to anticipate comparative steadiness in the main- 
tenance of established rates, the growth in the volume of 
traffic contributing to the tonnage of competing lines to an 
extent sufficient to remove the temptations to cut the exist- 
ing tariff*. A fiill employment of the rolling stock of the 
various lines traversing the grain districts, which is promised 
by the unusually large product, will be an element of paci- 
fication of potent influence. The same reasons which are 
likely to make competition less aggressive, should operate 
favorably upon the producing interest, and pave the way 
towards more conciliatory and harmonious relations between 
farmers and the transportation agencies. It is certainly for 
the permanent interest of the railways to contribute liber- 
ally in aiding producers to market their crops at fair profits, 
and it is equally for the interest of the producers that rail- 
ways should share in the general prosperity. In the long 
run the identity of these two interests will be recognized, 
and the well established principle embraced in the popular 
aphorism of " live and let live " will govern their mutual 
relations. It is entirely practicable to settle all differences 
between shippers and carriers, without recourse to unequal 
and oppressive legislation. 

Reference to the General Manager's report will show the 
expenditures for maintenance and repairs in detail, and it 
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is only necessary to say, in connection with the foregoing, 
that these expenditures have not in any respect exceeded 
the ordinary requirements of proper mtdntenance. Provi- 
sion for the perfection of the road, both by more thorough 
ballfiwting and changes of gradients, should be made, from 
time to time, as money can be appropriated, but surplus 
income may suffice to make these improvements, without 
adding to the debt of the Company. 

The zeal and fidelity of the officers and employees of the 
Company, during the past year, deserve recognition in this 
report. The service of the Company has been maintained 
at a high standard of excellence, and the operating forces, 
well organized and well directed, have worked harmoni- 
ously together to establish for the Wabash Line superior 
rank as a carrier, by careful and efficient methods. 
For the Directors, 

0. D. ASHLEY, 

New York, Sept. 8th, 1891. Preaidervt. 
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St. Louis, Sept. 8th, 1891. 

Mb. 0. D. Ashley, President, Wabash R. R, New York : 

DsAB Sir : — I beg leave to report the following, as a sum- 
mary of the operations of the Wabash Railroad Company, 
for the fiscal year ending June 30th, 1891 : 

MILES OF ROAD OPERATED. 

LINES EAST OF THE MISSISSIPPI RIVEB. 



Deeoription of Lines. 



11 



9X 



EdwardsviUe.^ 



FROM TO 

Toledo E. Hannibal 

Blofb Camp Point... 

Gamp Point... Qoincy 

Clayton Elvaston .... 

Elvaston Hamilton... 

MaysviUe Pittsfleld..... 

Attica Covington .. 

Sidney Champaign. 

Decatur E. St. Louis... 

r EdwardsviUe 
L Crossing 

Chicago Auburn June 

Auburn JuncEffingham 

Shumway Altamont 

Forrest Fairbury 

Fairbury Streator 

Detroit Delrey 

Delrey Butler 

Butler Logansport ... 

Chili Peru 

LaketonJunc.Stateline 

State Line Auburn June. 

Total lines East 



462.3 
39.4 



34.5 



21.8 
6.5 



6.1 



14.8 
11.7 



110.2 
8.5 



8.0 



206.4 
10.3 



5.5 



31.5 
110.2 



3.5 



93.2 
9.5 



103.3 
11.8 



462.3 

39.4 

21.8 

34.5 

6.5 

6.1 

14.8 

11.7 

110.2 

8.5 

8.0 

205.4 

10.3 

5.5 

31.5 

3.5 

110.2 

93.2 

9.5 

103.3 

11.8 



187.3 
3.7 
0.2 
1.8 
0.8 
0.5 
1.2 
1.1 
36.6 

1.1 

18.0 

24.1 

0.1 



2.4 
21.5 
19.6 
19.6 

0.3 



649.6 

43.1 

22.0 

36.3 

7.3 

6.6 

16.0 

12.8 

146.8 

9.6 

26.0 
229.5 

10.4 
5.6 

33.9 

26.0 

129.8 

112.7 

9.8 

103.3 

11.8 



1012.3 



112.3 



166.9 



26.5 



1308.0 



339.8 



1647.8 
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LiNis wxn or the Mississippi bitib. 



Desoriptlon of Unea. 






ar 



i 



St. Louis — 

Union Depot .Tayon av. 

Tayon av Harlem ... 

Harlem Kansas City 

St. Louis — 

Franklin av ...N. Market st 

Carr st Ferguson... 

Moberly Ottumwa..., 

Ottumwa Harvey .... 

Harvey Des Moines.. 

Brunswick Chillicothe .. 

Chillicothe Pattonsburg 

Oentralia Columbia ... 

Salisbury Glasgow 

Excello Ardmore 

Total Lines West 

Total All Lines 



0.5 



274.8 



1.5 



0.5 

274.8 

1.5 



1.5 

10.8 

130.9 



38.0 



43.4 



38.3 
41.4 
21.7 



14.7 
6.2 



10.8 
130.9 
38.0 
43.4 
38.3 
41.4 
21.7 
14.7 
6.2 



438.8 
1451.2 



101.4 
213.7 



40.0 
196.9 



43.4 
69.9 



622.2 
1930.2 



93.8 
3.4 

1.5 
28.2 
10.1 



3.6 
2.9 
4.0 
1.1 
0.8 
2.8 



152.2 
492.0 



0.5 

368.6 

4.9 

1.5 
39.0 
141.0 
38.0 
47.0 
41.2 
45.4 
22.8 
15.5 

9.0 



774.4 
2422.2 



The line from Albia to Harvey, 23.4 miles, is not now being operated, 
and the mileage is not included above. This is part of the Des Moines 
<& St. Louis Railroad, and belongs to' the Purchasing Committee. 

Note.— In addition to the above, this Company has a trackage 
arrangement with the Missouri, Kansas <& Texas Railway Company, 
whereby it runs its passenger trains over the track of that road between 
Hannibal and Moberly, Mo., a distance of seventy miles. 

The Main Track mileage shown in the foregoing state- 
ment is located in States as follows : 

MUes. 

In Michigan 79.7 

In Ohio 104.6 

In Indiana 392.7 

InllUnois 731.0 

In Missouri 497.6 

In Iowa 124.6 

Total : 1,930.2 
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The change in the mileage operated by this Company, 
East of the Mississippi River, consists of the opening of the 
line from Chili, on the Detroit Division, and connecting with 
the main line at Peru, a distance of 9.5 miles, in lieu of the 
line formerly operated over theVandalia Line, from Logans- 
port to Clymers. 

The mileage West of the Mississippi River was increased 
by the construction of the Second and Collins Street Exten- 
sion, under an ordinance obtained from the City of St. 
Louis ; also by opening of the Excello Branch, leading to 
the coal fields at Ardmore, Mo. 

EARNINGS AND EXPENSES. 



Gross Earnings... 

Operating Expenses. 

Net Earnings. 

Per Cent Operat-^ 

ing Expenses to > 

Earnings J 

Gross Earnings per \ 

Mile / 

Operating Expen-l 

sesper Mile j 

Net Earnings per\ 

Mile / 



1800-91. 



113,028^7 76 
9,565,223 29 
3,463,064 47 

73.4 



6,775 33 
4,974 37 
1,800 96 



ino-M. 



113,352,872 40 
9,673,221 18 
3,679,651 22 

72.4 



6,946 30 
5,032 11 
1,914 19 



Increase. 



1.0 



$324,584 64 
107,997 89 
216,586 75 



Decrease. 



170 97 

57 74 

113 23 



BABNIMOS. 





1890-91. 


1889-90. 


Increase. 


Decrease. 


Freight 


$8,860,819 00 

3,264,948 03 

958,576 42 

336,208 78 

207,735 58 


$9,258,052 51 

3,177,362 68 

952,948 10 

333,099 14 

231,409 97 




$397,133 51 


Passenger 


$87,585 35 
5,628 32 
3,109 64 


Mails «. 




Express 




Miscellaneous 


23,674 44 




Total 


$13,028,287 76 


$13,352,872 40 




$324,584 64 
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KXPKM8B. 





1890^. 


1889-M. 


Increase. 


Decrease. 


Condacting Trans- 1 
portation. J 
Maintenance of Way 


$4,100,029 80 

1,703,289 27 

2,611,587 53 

901,121 10 

249,195 59 


$3,865,697 72 

1,729,231 27 

2,651,757 91 

1,175,185 05 

251,349 23 


$234,332 08 




$25,942 00 


Motive Power 




40,170 38 


Maintenance of Cars 




274,063 95 


Greneral Expenses... 




2,153 64 






Total 


$9,565,223 29 


$9,673,221 18 




$107,997 89 







It will be noted that the decrease in the "Gross Earnings" 
is chargeable almost entirely to the "Freight earnings." This 
decrease is accounted for largely by the failure of crops and 
consequent falling off in the movement of grain as com- 
pared with the previous year ; there being a comparative 
decrease of 802,362 tons in the quantity of wheat and corn 
handled — less than one-half of the previous year. 

These commodities bore a proportion of 12.6 per cent to 
the gross tonnage carried this year, as compared with a per- 
centage of 23.4 per cent of the tonnage carried for the year 
ending June 30th, 1890. 

It will, therefore, be readily conceded that, while our in- 
crease of eighty-six thousandths of one cent in rate per ton 
per mile is partially explained by the generally better rates 
obtained on all classes of business as compared with the pre- 
vious year, the decrease in the movement of grain, a com- 
modity taking a low rate of freight, has also contributed to 
the better result, per ton per mile, as shown. 
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The gratifying increase shown in our "Passenger Earn- 
ings," occurs almost entirely on our Detroit Division, and is 
the result of closer alliances with the Canadian lines extend- 
ing East of Detroit, and increased facilities for the accommo- 
dation of through travel, in connection with the Canadian 
Pacific Ry. 

The principal items forming the increase in expenditures 
on account of "conducting transportation,'' are 

Amoant. Total. 
Salaries and Expenses, Outside Agents ..$57,073 00 

Commissions 57,988 00 

Loss and Damage of €kK>ds 56,923 00 

Labor at Stations 55,549 00 $227,533 00 

The decrease in the expenditures on account of " Mainte- 
nance of Way," consists entirely in the item of " Repairs to 
Track." 

The large decrease in engine mileage will explain the 
decrease in our " Motive Power" expense, which occurs in 
the wages paid engineers and firemen. 

The decrease shown in the item of " Maintenance of Cars" 
is accounted for by the decreased amount of new equipment 
purchased, as compared with the previous year. 
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TRANSPORTATION. 

1800-91. 1880-90. 

AveraiEe Loaded Cars moved per day 3,369 3,796 

Average Empty Cars moved per day 1,416 1,727 

Average Loaded and Empty Cars moved 

per day , 4,785 5,522 

Average Loaded Cars moved per year 1,228,685 1,384,275 

Average Empty Cars moved per year 516,840 530,355 

Average Loaded and Empty Cars moved per 

year.... 1,745,525 1,914,630 

Average Number Loaded Cars moved per 

train 15.9 16.1 

Average Number Empty Cars moved per 

train 6.7 7.3 

Average Number of Loaded and Empty 

Cars moved per train 22.6 23.4 

Average Number of Miles made by each 

train per day 86.6 84.8 

Average Number Miles made by aU trains 

per day 18,145 19,937 

Average Number of Miles made by Loaded 

Cars per train per day 1,360 1,370 

Average Number of Miles made by Empty 

Cars per train per day 572 624 

Average Number of Miles made by all Cars 

per train per day 1,932 1,994 

Number of Wabash Cars in Service (exclu- 
sive of work trains) 12,457 13,312 

Average Number of Wabash Cars on other 

roadsper day 5,386 4,816 

Wabash Cars on Wabash R. R. Miles run 

per Car per day 30.8 34.2 

Wabash Cars on Foreign Roads, Miles run 

per Car per day 22.2 26.2 

Average Number Foreign Cars on Wabash 

R. R. per day 4,147 4,130 

Average Number of Miles run by Foreign 

Cars on Wabash R. R. per day 46.9 61.9 

Total Wabash Loaded Car Mileage for year.. '64,602,128 62,273,666 
Total Foreign Loaded Car Mileage for year.. 60,548,668 56,393,747 
Total Miles made by all Loaded Cars for 

year. 106,049,786 117,667,412 

Total Wabash Empty Car Mileage 25,103,605 30,640,869 

Total Foreign Empty Car mileage 19,063,267 22,991,602 

Total Mileage made by all Empty Cars 44,166,762 53,532,461 

Grand Total of Car Mileage for year 149,206,543 171,199,873 
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MAINTENANCE OF WAY. 

NKW 8TKBL HAIL LAID. 





1890-91. 


1089-90. 


Increase. 


Deoreaae. 


No. Tons 63-lb. Bail 


6,763.0 
2,590.0 


6,397.8 
3,679.9 


365.2 




No. Tons 70-lb. Rail 


1,089.0 






Total 


9,363.0 
91.1 


10,076.8 
97.3 




723.8 


Miles New Rail Laid ... 




6.2 









MISCELLANEOUS WORK 



No. Cross-ties laid. Main 
track 



'' Cross-ties laid, Side 
track 



Set Switch-ties pat 
in 



Miles of track bal- 
lasted(stone, grav 
el, etc) 



Miles Sidings Built 

Miles Fence Re- 
built 



Miles Old Fence Re- 
paired 



** Miles Ditching.. 



1890-91. 



619,736 

78.804 

328 

90.3 
13.4 

212.2 

264.3 
110.2 



1889-90. 



613,779 
94,097 
459 « 

89.1 
23.0 

245.0 

271.6 
149.1 



Increase. 



5,966 



1.2 



Decrease. 



15,293 
131 



9.6 

32.8 

7.3 
38.9 



BRIDGES AND BUILDINGS. 



Cost. 



No. Of feet Trestles and Bridges iwo-oi 1889-%) i890-9i 1889-90 

rebuilt and repaired 79,353 26,151 $195,271.32 $176,609.45 

Buildings rebuilt and repaired 228,128.21 139,643.51 

Total cost $422,399.53 $316,252.96 
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Of the above the following are the most important expen- 
ditures : 

Cost. 

Kankakee Bridge (Renewal) 116,048.80 

Manchester Road Bridge (Double track) 18,500.61 

Kings-Highway Bridge ( Overhead crossing, renewal) 7,500.00 

Kahokia Creek Bridge (Renewal) 12,535.47 



BUILDINGS, DEPOTS, ETC., BBNBWBD. 
Location. 

Waveriy, Ind.— Depot (Destroyed by fire and rebuilt) % 806.79 

Covington, Ind.— Depot (Destroyed by fire and rebuilt 658.97 

Wellsville, Mo.— Depot (Destroyed by fire and rebuilt) 2,009.14 

Munson, Ind. — Depot (Destroyed by fire and rebuilt) 565.72 

Decatur, 111. — Freight house (Destroyed by fire and rebuilt) 5,878.78 



MISCBLLANBOUS. 

Toledo, 0. — Interlocking crossings with the Lake Shore & 

Michigan Southern R'y. Wabash proportion (Contract)..! 10,909. 10 

Raisin Center, Mich. — Interlocking crossing with the Lake 
Shore & Michigan Southern R'y. Wabash proportion 
(Contract) 3,026.00 

Delrey, Mich.— Interloc^ng crossings with the Lake Shore & 
Michigan Southern and the Michigan Central Roads. 
Wabash proportion (Contract) 5,509.00 

Columbia City, Ind. — Interlocking crossing with the Pitts- 
burg, Fort Wayne & Chicago R'y. Wabash proportion 
(Contract) x 1,377.00 



MOTIVE POWER AND MACHINERY. 

LOCOMOTIVB BQUIPMENT. 



Oonstmotlon. 


On Hand 
July 1, 'SS. 


On Hand 
July 1, »90. 


Sold or 
Scrapped. 


Built or 
Purchaaed 


On Hand 
June80»'9I 


Locomotives 


409 


397 


20 


21 

7 

38 

66 


398 


NewEngineTrucks b'lt 
NewTenderFrames b'lt 












New Tender Trucks b'lt 






* • 
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REPAIBS. 

1880-91. 

Locomotives Receiving Light Repairs 216 

Locomotives Receiving Heavy Repairs 176 

Locomotives Receiving General Repairs 116 

Locomotives Rebuilt 66 

Total 673 



BNOINB MILKAOE. 





Total 

1890-91. 


Total 
1889-90. 


Inorease. 


Decrease. 


Passenger 


4,677,001 

7,230,769 

2,676,974 

226,044 

1,514 


4,661,862 

7,736,077 

2,641,162 

228,413 

33,339 


116,139 




Freight 


604,308 


Switch. 


34,822 


Work Train 


3,369 
31,826 


Other Service 








Total 


14,710,302 


16,099,843 




389,641 









Of the twenty-one engines shown as built or purchased, to 
replace vacancies, 16 were purchased, while five were built 
in Company shops. 

BZPBNSB OF OPBRATING LOCOMOTIVES. 





Total 1890-91. 


Total 1889-90. 


Increase. 




Cost of1 Lahor 


$ 313,787 00 

166,392 60 

43,836 34 

676,768 70 

903,646 03 

132.371 79 


1 292,077 94 

186,288 68 

62,963 90 

684,269 67 

941,698 04 

132,784 26 


$ 21,709 06 




Repairs / Material 

Stores 


$19,896 99 
9,128 66 




Fuel (Coal and Wood). 
Engineers and Firemen 
Wipers and Dispatch- 

inct 




8,609 97 
38,062 01 

412 47 












Total cost 


$2,236,692 66 


$2,289,982 49 




$64,289 94 
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Oovt PBB 100 MUiBS Run. 



For Repaira 


1 3 26 
29 
4 59 
6 18 

090 


$ 3 17 
035 
453 
6 23 

088 


1009 




Stores 


$0 06 


Fuel 


006 




Eng'rs and Firemen.. 
Wipers and Dispatch- 
ins 


05 


002 








Total 


115 22 


$15 16 


1 006 









Total Total 

1890^. 1880-00. 

Average number of miles per engine in service, for year.. 45,756 42,897 

Average monthly mileage per engine in service 3,563 3,575 

Total tons of coal consumed 662,686 560,425 

Average cost per ton of coal, on tender |1 20 |1 22 

Average miles run to one ton of coal 26.1 26.9 
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MAINTENANCE OF CARS. 



CAB EQUIPMENT. 



On 

hand 

July 1, 

1880. 



PASSENaBR. 



Official , 

Pay 

Dining 

Coach 

Combination 

Chair 

Baggage 

Baggage and MaiL 

Baggage, Mail and Passenger.. 

Postal 

Pacific Express 



Total . 



On 

hand 

July 1, 

1890. 



4 

2 

5 

108 

22 

35 

64 

15 

6 

19 

5 



285 



Chang- 
ed, 
built 
and 
pur- 
chased 



Des- 
troyed 

and 
chang- 
ed. 



4 

2 

5 

101 

23 

39 

62 

13 

6 

19 

5 



279 



FBEiaHT. 

Box I 8,075 

Stock 1,471 

Coal and Flat ] 3,439 

Fumitore 

Fruit 

Refrigerator !".. 

Cinder and Stone 

Tool and Work 

Pile Drivers 

Derrick 

Cable Car. 

Ice Cars 

Caboose 



.1 



50 

100 

129 

36 

7 

12 

1 

4 

212 



Total Freight 13,5 

Total Passenger. I 285 



Total Car Equipment 13,854 



7,926 

1,553 

3,545 

33 

150 

100 

128 

63 

7 

10 

1 

4 

204 



13,724 
279 



14,003 



11 



On 

hand 

June 80 

1891. 



788 
11 



799 



15 


1,028 
178 


760 


326 




2 








1 




1 








1 


7 









1,542 
4 



4 

2 

5 

104 

26 

41 

63 

13 

4 

19 

5 



286 



6,913 

1,326 

3,979 

33 

148 

100 

127 

. 62 

7 

9 

8 

4 

206 



12,971 
286 



1,546 13,257 
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CABS KBPAIBBD. 





PMsenger 


Frelgbt. 


Total. 


Cars receiving light repairs 


133 

114 

32 

4 


11,869 
978 
388 
125 


12,002 
1,092 


Cars receiving heavy repairs 


Cars receiving ireneral renairs 


421 


Cars rebuilt 


129 






Total 


283 

2,832 
3,039 


13,361 

4,962 
9,068 


13,644 


New Wheels used under cars, 1890-91 

New Wheels used under cars, 1889-90. 


7,794 
12,107 



Of the cars destroyed and changed during the year, the 
larger number consisted of condemned cars, which had been 
carried in our equipment list as being " on hand," for the 
past two years, but on account of their age and the fact that 
they were unfit for rebuilding, were scrapped, and the pro- 
ceeds of the sale of scrap were applied on the purchase of 
new equipment. 



CLAIM DEPARTMENT. 





Amount 
Claimed. 


Amount 
Paid. 


Amount 
Saved. 


Percent 
Saved. 


On account of stock killed 

On account of fire, etc 


$38,092 08 
20,583 03 


$ 24,624 67 
12,662 87 

41,606 93 


$ 13,667 41 
7,920 16 


36 
38 


On account of deaths andl 
nersonal iniuries i 












Total 




$ 78,694 37 















Number of head of stock killed during the year 2,911 

Number of head of stock settled for during the year 2,493 

Average cost per head of stock settled for $ 9 83 
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HOSPITAL DEPARTMENT. 





1S90-M. 


1889^. 


Increase. 




Ck>ntribation8 


$44,250 84 
56,899 03 
12,648 19 

13,568 43 
920 24 


1 44,835 69 

37,453 07 

♦ 7,382 62 




% 58485 


Expense of operating 


$ 19,445 96 


Net deficit 


20,030 81 


Excess of receipts over^ 
expenditures, June 1, \ 
1884, to June 30, 1890. J 

Balance on hand, June! 
30, 1891 / 

















1S90-91. 


1888-90. 


1,040 


1,089 


13,717 


12,178 


14,757 


13,267 


1,569 


933 


13,188 


12,334 


5,842 


5,876 


20,006 


16,489 


8 


15 



* Net 8iijrpla& 

Nomber treated in Hospitals 

Number treated outside of Hospitals 

Total number of cases treated 

Number of Surgical cases treated 

Number of Medical cases treated 

Number of prescriptions filled for employees in Hospitals 
Number of prescriptions filled for employees not in Hos- 
pitals 

Total number of deaths 



During the year the facilities of the Hospital Department 
were increased by the erection of a very commodious build- 
ing at Moberiy, the Division terminal of our lines West of 
the Mississippi River. The citizens of Moberiy generously 
contributed the necessary real estate, while the building was 
erected out of the surplus funds in the hands of the Treas- 
urer, to the credit of the Hospital Department. 

To the continued and faithful efforts of the oflficers 
and employees of the various departments is due whatever 
degree of success is evidenced by the foregoing summary of 
results of the operation of this road during the past year. 
Respectfully submitted, 

CHAS. M. HAYS, 

General Manager. 
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AUDITOR'S REPORT. 



St. Louis, Mo., September 8th, 1891. 
0. D. Ashley, Esq., 

President Wabash Railroad Company. 

Dear Sir: — I herewith submit statements of General 
Account, and tables showing the results of operation for the 
fiscal year, ending June 30th, 1891, as follows : 

A, Results of Operation. 

B. Comparative Statement of Earnings and Expenses. 

C. Income Account and Financial Exhibit. 

D, Train and Mileage Statistics. 

E. Tonnage of Articles Carried. 

F, Mileage Statistics for Eleven Years. 

(?. Statement of Funded Debt and Interest Charges. 

H. Statement Showing Lines Covered by the First, 

Second and Debenture Mortgages of the Wabash 

Railroad Company. 

Yours respectfully, 

D. B. HOWARD, 

Auditor. 
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A 

THE WABASH RAILROAD COMPANY. 

Results op Opbration for thb Ykar bnding June 30,1891. 

Oro88 Barniners $18,028,387 78 

OperaUng Expenses 9,666,228 SB 

NetEamlnsrs $8,468,064 47 

Misoellaneous Beoeipts— Interest, Dividends, etc /. 182,666 74 

$8,645,681 21 

Debit Joint Track Rentals $486,442 60 

Credit *• ** ** 190,172 74 

$246,200 86 

Traffic Association and Miscellaneous Expenses 60,682 60 814,802 86 

Net Receipts ., $8,880,828 86 

Taxes 417,700 00 

Net Bamingrs applicable to Interest $2,918,128 86 

Interest on Bonds* 2,666,888 16 

Surplus $246,290 70 

Dtrldend on Preferred Debenture Bonds 210,000 00 

Net Surplus : $ 86,290 70 

* Includes Rent of Bel River R. R. 
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B 



THE WABASH RAILROAD COMPANY. 

COMPAKATIVB StATBMBNT OP EARNINGS AND EXPBNSBS. 



Barkings. 



Tear ending 
June 80, 1801. 



Year endinar 
Jimeao,ino. 



July 

August - 

September - 

October 

November 

December 

January 

February 

March ^.„ 

|S?'::::::=::::::::::::::z:= 

June 

Total Bamings » 

Freight. - 

■Passengers 

MaUs 

Bxpress 

liisoellaneous 

Total Earnings 

Per cent of Freight Earnings to total 

** Passenger ** •' 

** Mall *• ** 

•* Express •* ** 

Miscellaneous'* *• 

Operating Expenses 

Per cent of Operating Expenses to Bamings, 

Net Earnings , 

Per cent of Net to Oross Bamings 

Average number of miles operated 

Average Bamings per mile 

Average Expenses per mile 

Net Earnings per mile 



11,116,178 66 

1,194,406 60 

1,198,681 88 

1,278,076 44 

1,076,891 85 

1,126,190 64 

994,862 88 

944,681 82 

1,028,888 86 

996,188 60 

1,088,647 77 

1,047,806 61 



1,922.9 

$6,776 88 
4,974 87 
1,800 96 



$1,128,802 16 

1,814,691 18 

1,226,812 16 

1,844,206 88 

1,140,489 22 

1,119,888 48 

1,121,909 18 

966,888 60 

1,066,8«8 66 

1,000,816 90 

987,784 11 

976,964 62 



$18,028,287 76 


$18,862,872 40 


$8,860,819 00 

8,264,948 08 

868,676 42 

886,208 78 

207,786 68 


$9,268,062 61 

8,177,862 68 

862,948 10 

888,099 14 

281,400 97 


$18,028,287 76 


$18,862,872 40 


68.02 
26.06 
2.76 
2.68 
1.69 


60.88 
28.80 
2.64 
2.60 
1.78 


$9,666,228 29 


$9,678,221 18 


78.42 


72.44 


$8,468,064 47 


$8,679,661 22 


26.68 


27.66 



1,922.8 

$6,946 80 
6,082 11 
1.914 19 
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THE WABASH RAILROAD COMPANY. 
Train and Milbagb Statistics. 

FRBIGErr. 



TozLB Hauled 

Tons Hauled one Mile.., 



BamlnflTs 

Operating Expenses.. 



Ayerage Distance each Ton hauled— Miles.. 

Ayerage Earnings per Ton 

Ayera^re Expensesper Ton 

Ayerage Bate per Ton per Mile. 

Ayerage Expenses per Ton per Mile 

Ayerage Net per Ton per Biue 

Train Mileage 



Car Mileage, Loaded 

Car Mileage, Empty 

Car Mileage, Total— Loaded and Empty.. 



Ayerage Loaded Cars to a Train 

Ayeragre Empty Cars to a Train 

Ayerage Cars to a Train— Total , 

Ayerage Load per Loaded Car^Tons - 

Ayerage Load per Car, Loaded and Empty— Tons.. 
Ayerage Load per Train— Tons 

Earnings per Train Mile 

Operating Expenses per Train Mile 

Net Earxiings per Train Mile 



Ayerage Earnings per Loaded Car per Mile.... 
Ayerage Expenses per Loaded Car per Mile.. 



Year ending 
June 80, 1881. 



6,256,064 
1,200,179,056 



$8,800,819 00 
6,808,880 08 



198.8 

$1 41.64 

1 06.76 

Cts. 0.788 

*• 0.668 

** 0.170 



6,611,126 



105,049,786 
44,156,762 
149,206,548 



15.89 
6.68 
22.57 
11.51 
8.10 
182.90 



$1 84.08 
1 02.91 
81.12 



Cts. 8.43 
** 6.48 



Tear ending 
June 80, 1800. 



6,882,868 
1,480,197,882 



$0,258,062 61 
6,858,902 19 



200.3 

$1 86.60 

100.32 

Cts. 0.647 

•• 0.479 

'* 0.168 



7,286,082 



117,667,412 
58,532,461 
171,199,878 



16.15 
7.86 
23.60 
12.15 
8.86 
196.29 



$127.07 
94.07 
88.00 



Cts. 7.87 
** 6.82 



PASSENGER. 



Number of Passengers carried 

Number of Passengers carried one Mile.. 

Earnings 

Operating Expenses 



Ayerage Distance each Passenger carried— Miles. 

Ayerage Fare paid by each Passenger « , 

Ayeragre Excuses carrying each Passengrer , 

Ayerage Rate per Passenger per Mile 

Ayerage Expenses per Passenger per Mile , 

Ayerage Net per Passenger per Mile , 

Train Mileage , 



Car Mileage, including Mail, Baggage, Express and 

Sleepers 

Car Mileage— Coaches and Sleepers 



Ayerage No. all Cars to a Train 

Ayerage No. Passengers to each Coach and Sleeper 

Ayerage No. Passengers to each Train 

Earnings, including Mail, Express, etc.. 
Operating Expenses 

EamiUi 



Earnings per Train Mile 

Operating Expenses per Train Mile.. 
Net Earnings per Trun Mile 



Ayerage Earnings per Car per Mile.. 
Ayerage Expenses per Car per Mile.. 



3,416,076 
149,904,208 



$8,264,948 08 
2,761,898,26 



48.9 
$0 95.58 
80.85 
Cts. 2.178 
•• 1.842 
** 0.886 



Cts. 18.00 
•• 12.87 



3,115,604 
149,188,008 



$3,177,882 68 
2,819,228 99 



47.9 
$1 01.98 
90.49 
Cts. 2.180 
" 1.800 
*" 0.240 



4,659,766 


4,476,682 


22,386,248 
16,456,924 


21,371,546 
15,434,870 


4.90 

9.11 

32.88 


4.78 

9.67 

38.33 


$4,019,772 85 
2,761,883 26 


$3,940,355 62 
2,819,228 99 


$0 88.16 
60.57 
27.59 


$0 88.04 
62.99 
25.06 



Cts. 18.44 
•• 18.19 
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THE WABASH RAILROAD COMPANY. 

TONNAGB OF AbTICLBS CaBRIBD. 



Year ending 
June 80th, 1891. 



Per 
Cent. 



Tons. 



Tear ending 
June 80th, 1800. 



Per 
Cent. 



Tons. 



PBODUon OP AoRiovi/ruBB:— 

Wheat , 

Com 

Other Orain 

Flour 

Other MlllProdnotB 

Hay 

Tobaooo 

Cotton 

Pmits and Vegetables , 

PBODUOT8 OP Animals:— 

live Btook 

Dressed Meats 

Other Packing House Products 

Wool 

Hides and Leather 



Pboduots op Minbs:— 

Stone, Sand, etc 

Anthracite Coal 

Bituminous Coal 

Coke 

Ores 



Pboduots op tbb Fobbst:- 

Lumber 

Other Articles 



M AinTPAOTUBBS :— 

Petroleum and other Oils 

Sugar 

Iron, Pig and Bloom 

Iron ana Steel Bails 

Other Castings and Machinery , 

Cement, Brick and Lime 

Agricultural Implements 

wagons, Carriages, Tools, etc 

Wines, Beer and Liquors 

H. H. Goods and Furniture 



Merchandise.... 
Miscellaneous.. 



8.18 
0.40 
ISfS 
1.96 
1.10 
0.48 
0.18 
0.86 
1.72 



7.48 
1.86 
1.91 
0.18 
0.26 



2.88 
2.26 
24.42 
0.42 
0.02 



6.« 
2.68 



0.92 
0.79 
0.61 
0.44 
1.17 
1.68 
0.84 
0.19 
0.76 
0.24 

7.80 
18.64 



Total.. 



100.00 



Company's Freight.. 



198,681 
091,976 
184,602 
122,966 
68,780 
80,710 
U,199 
68,764 
107,628 



467,866 

116,446 

119,684 

7,840 

16,467 



149,066 

140,677 

1,627,968 

26,442 

1,218 



406,926 
167,960 



67,806 
49,640 
88,806 
27,406 
78,179 
96,080 
20,968 
11,966 
46,966 
14,898 

466,949 
846,828 



6,266,064 



814,840 



6.80 
17.60 
2.99 
2.00 
1.10 
0.68 
0.17 
0.44 
0.97 



6.67 
1.78 
1.04 
0.06 
0.16 



1.74 
2.81 
28.48 
0.60 
0.07 



6.44 
2.88 



0.88 
0.60 
0.77 
0.48 
0.61 
1.84 
0.22 
0.18 
0.46 
0.27 

6.17 
11.04 



100.00 



896,826 
1,202,704 
204,460 
186,816 
76,246 
86,294 
11,709 
29,906 
66,810 



887,416 
118,866 

70,762 
6,117 

10,471 



119,070 

191,668 

1,604,281 

84,822 

4,888 



871,820 
196,607 



66,894 
84,287 
62,687 
88,024 
41,212 
91,608 
16,028 
9,048 
80,429 
18,188 

421,868 
764,201 



6,882,858 



741,618 



Digitized by VjOOQIC 



^ SX., 



— 30 






o 


>H 


o 


g 




§ 


O 


M 




i 


^ 


g 




e 




1 


:?^ 


H 




O 


^ 


^ 


» 


S 


Uil 




H 





5rt . ^ 







W 4) O O 



9 9f O 






O 



8SSEi^SSs9S 
8' 



S8S 
Si8s3 



ooooooo 



g^S8SS:38 






9SSSS;::8S 



8S8 



§§§§I§S§ 



§§§ 



s§§§§§§s §§g 



oooooooo 



sigg§§§§ §§§ 



oooooooo 



i§l§isig S§g 



oooooooo 



S'giSSliS III 












I§ 






||5^ 



o 



to lO to «o to to tDoT 









sss 



Veeeeeeee^<^io 



9:3 So 









eo «o to to 00 •«• to iH 



g§§§§§SI l§§ 






Digitized by VjOOQIC 



a.<5^3. 



— 31 — 



8 

P 
<1 
O 
P^ 

w 

QQ 
<1 









»*SB5,, 












r* 



5 O cS N wo!^ 









a. d,^ 






i'^ag 















8S8SS883 






883SSS9S 

8gSgSS9f5 

*H fH e« M M M ^ iH 
M e« 04 64 04 M M M 

g|g|g§SS 

SI2SSS2S 

eoVee<^«oe«e4ce 

S3SS9SS2C8:;lS 
SggggSSg 
^SS«^S8SS 



&88 
8S8 



OkoSoi 



&S8 



ssg 



8SS 



SIS 



§§§ 



SSS 



Hi 






9SS 



s:ss 



f2 






Digitized by VjOOQIC 



3r-^^ 



11 






88 
§§ 

Si 
d 



-32 — 

8 888 
§ §§l 



S4 



2U 



888 
§§§ 



t> bo 

OS 



Sen 



P odOO 

a III 



5 s ® 
n «3 d 






kO M <o t« C^COC^ 



s 
8 
p 

QQ 

H 



be 





o 



SS 88 S SSS 

§1 i§ I III 

si ill Hi 



888 
§§§ 

ill 






cS « 






III 









5SS 



« 00 

•d-o 
dd 



u 



OQ 

Q 

o 
pq 

O 



§ 
bobc »: 

II I 

o o d 

as 2 

^S Q 
^& & 

oS o 



Si 

s d 

boo 
c<sn 

t be 



oo g 



PQpq 



^ .^ ^ tc bo 

-"55a o o 




gg g 






spgm 
sis 3 

r-i 
us 



pQoQa 



^ fl 



Digitized by VjOOQIC 



^^~^^~ 



— 33 — 

H 

Statement of Likes Covebbd bt the Fibst and Debenture Mobtoaqss 

OF THE Wabash Railboad Company. 

LINES BAST OF THE MISSISSIPPI RIVER. 

Toledo to Bast Hannibal 462.8 Miles. 

Bluffs to Oamp Point 89.4 

Clayton to Elvaston ^ 84.6 

Deoatnr to Bast St. Lonls 110.2 

Anbom Junction to Bfingham. 206.4 

Shumway to Altamont^ 10.8 

Fairbory^ to Streator 81.6 

BdwardsYille to Bdwardsyille Orossinff 8.6 

Delrey (near Detroit) to Bntler 110.2 



TotalUnes East 1,012.8 Miles. 

LINES WEST OF THE MISSISSIPPI RIVER. 

St. Lonis, Tayon Avenue to Harlem 374.8 Miles. 

St. Lonis, Levee to Fergoson 10.8 

Moberly to Ottomwa 180.9 

Brunswick to Pattonsburg 79.7 

Salisbury to Glasgow 14.7 

Centralla to Oolumbia 21.7 



Total Lines West 682.6 Miles. 

Total all Lines Covered by the First and Debenture Mortgages, 1,644.9 ' ' 

The Second Mortgrage covers all the lines east of the Mississippi River, as 
above. 

Total number of miles, 1,012.8. 

NoTB.— The First and Debenture Mortgages also cover the leasehold interest 
which the Wabash Railroad Company has in the Eel River Railroad from Butler 
to Logansport, a distance of 98.2 miles, and also covers the Leasehold Interests 
which the Wabash Railroad Company has in the Terminals at Detroit, Chicago, 
Hannibal. Quincy and Kansas 01^, and in the Bridges at Hannibal, St. Louis and 
SLansasCity. 

The Second Mortgage also covers the Leasehold interest which the Wabash 
Railroad Company has m the Eel River Railroad, from Butler to Logansport, a 
distance of 98.2 miles, and also covers the Leasehold interests which the wabash 
RaUroad Company has in the Terminals at Detroit, Chicago, Hannibal and Quincy, 
and in the Bridge at HannibaL 

The First and Debenture Mortgages cover the lines west of the Bfississlppi 
River above described, subject to prior Divisional Mortgages. By the terms of 
the First Mortgage, a sufficient number of First Mortgage Bonds are reserved to 
meet, at their maturity, or whenever exchanges can be made, the said Divisional 
Mortgages covering the lines west of the Mississippi River. 
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DIRECTORS 



THE WABASH RAILROAD CO., 



Kor the Riscal Year Ending 
June SOtti, 1892. 
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OFFICERS AND DIRECTORS 



•OF- 



The Wabash Railroad Co. 



O. D. ASHLEY, 
EDGAR T.WELLES, 
JAMES F. HOW, 
CHARLES M.HAYS, 
J. C. OTTESON, . 
F.L. O'LEARY, . 
W. H. BLODGETT, 
H. A. LLOYD, . . 
H. L. MAGEE, . . 
D. B. HOWARD, . 
M. KNIGHT, . . 
S. B. KNIGHT, . 

F. CHANDLER, . 
C. P. CHESEBRO, 
C.B.ADAMS, . . 
H. H. WELLMAN, 
W.S.LINCOLN, . 
J. B. BARNES, . 
M.M.MARTIN, . 

G. C. KINSMAN, . 
S. H. OVERHOLT, 
Db. H. W. MOREHOUSE, 



President. 

Vice-President, 

Vice-President. 

General Manager. 

Secretary, 

Treasurer, 

General Solicitor, 

Assistant Secretary and General Claim Agt, 

General Superintendent, 

Auditor. 

Freight Traffic Manager. 

General Freight Agent. 

General Passenger and Ticket Agent, 

General Car Accountant, 

Car Service Agent, 

General Storekeeper and Purchasing Agent. 

Chief Engineer, 

Supt. Motive Power and Machinery, 

Superintendent Car Department. 

Superintendent Telegraph. 

General Baggage Agent, 

Chief Surgeon, 



DIRECTORS. 



0. D. ASHLEY, 
GEO. J. GOULD, 
EDGAR T. WELLES, 
HENRY K. McHARG, 
C. J. LAWRENCE, 
JAMES F. JOY, 



S. C. REYNOLDS, 
♦SIDNEY DILLON, 
THOS. H. HUBBARD, 
JOHN T. TERRY, 
RUSSELL SAGE, 
JAMES F. HOW, 



CHARLES M. HAYS. 



♦Decea43ed. 
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THIRD ANNUAL REPORT 



— OF THE — 



DIRECTORS 



— OF — 



The Wabash Railroad Co, 



For the Fiscal Year Ending June 30, 1892. 



The earnmgs and operating expenses of The Wabash 
Railroad Company for the year ending June 30, 1892, were 
as follows : 

Gross Earnings. $14,389,331 13 

Operating Expenses 10,832,526 95 

Net Earnings. I 3,566,804 18 

Miscellaneoos Receipts 190,453 48 

I 3,747,257 66 
Deduct Track Rentals (balance) ...| 260,635 41 
Dedact Traffic Association Ex- 
penses 46,472 23 

Deduct Taxes 464,549 15 771,656 79 

Net Receipts I 2,975,600 87 

Appropriated as follows : 

Interest on First and Second 

Mortgage Bonds, and rent of Eel 

River Railroad I 2,674,125 00 

Dividend on Preferred Debenture 

Bonds, Series A 210,000 00 2,884,126 00 

Surplus $91,475 87 
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Compared with the fiscal year ending June 30, 1891 : 

The Gross Earnings show an increase of $1 ,361 ,043 37 

The Operating Expenses show an increase of 1,267,303 66 

The Net Earnings above Operating Expenses 

show an increase of 101,026 75 

Rental Balance shows an increase of 15,365 55 

Taxes show an increase of 46,849 15 

Miscellaneoos receipts show an increase of 7,886 74 

Interest on Mortgages and Leased Lines, an 

increase of 7,286 85 

Net Earnings applicable to interest, an increase of 62,472 02 

Net Surplus, an increase of 55,185 17 

Reference to the tables of the Auditor will show these 
changes more in detail, and they are only presented here in 
a condensed form that Stockholders may examine some of 
the most conspicuous items at a glance while following the 
comments and explanations of the report. 

An examination of these items shows an increase in fixed 
charges, consisting of higher taxes, larger rentals and mort- 
gage interest of $69,501.55, while in traffic association 
expenses there was a reduction of $23,060.27, making the 
net increase $46,441.28. 

But for these larger items of expenditure, which are en« 
tirely beyond the control of the management, the surplus for 
the year would have been $137,917.15. The increase in 
taxes is partly the consequence of an underestimate for the 
year 1891, the change in the fiscal year of the Railroad Com- 
pany rendering such an estimate necessary before it has 
been officially announced by the State Authorities. The 
largest portion of the increase, however, is due to a higher 
rate of taxation. The increase of $7,286.85 in mortgage 
interest is owing to the payment of old coupons which had 
not been presented at the time of reorganization, and the 
increased rental on the Eel River Railroad. 
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The increase in operating expenses is largely attributable 
to renewals and repairs of bridges, necessary to the safety of 
the track, and to the purchase and maintenance of rolling 
stock, essential to the proper working efl&ciency of the line. 
Details of these expenditures will be found in the report of 
the General Manager hereto annexed. No fund having been 
provided for improvements in the reorganization, all addi- 
tions to rolling stock and all betterments, — such as the sub- 
stitution of iron for wooden bridges, brick and stone stations, 
stone in place of wooden culverts, interlocking switches, the 
correction of gradients and more thorough ballasting, — ^must 
be made from earnings, or not made at all. Some of these 
betterments to the amount of $218,857.52 have been charged 
to Income Account, the balance to the credit of which has 
been reduced to that extent. 

Although thus limited in means available for these pur- 
poses, substantial improvements can be claimed in the phys- 
ical condition of the lines operated by the Company; but in 
order to continue successful competition with other roads, it 
is indispensably necessary to go on with the work as rapidly 
as the resources of the Company will permit. When these 
important improvements have been completed, the road can 
be operated at the minimum of expense, but until they are 
made, it will always be at a disadvantage in many essential 
particulars. 

The attention of Stockholders and Bondholders is called 
to the interesting table (P) contained in the report of the 
Auditor, giving the statistics of operations for the last twelve 
years. It appears by this table that the gross earnings per 
mile in freight are larger in 1892 than in any year 
since 1880, and the net per mile larger than in any year in 
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the same period, except in 1887 and 1890, although the rate 
per ton, per mile, was lower than in any year included in 
the table except in 1890. 

Railway experts can hardly consider this exhibit discred- 
itable to the present management 

The iSnancial condition of the Company is exceptionally 
strong, in accordance with the conservative policy of the 
Executive Ofl&cers rigidly adhered to since the reorganiza- 
tion. 

The construction of the Detroit & Chicago Extension is 
progressing rapidly, and although work was much obstructed 
and delayed by continuous rains during the spring, it is 
believed that the entire line will be i^bstantially com- 
pleted before the year closes, leaving but surface work 
of easy character to be iSnished during the winter and early 
spring. 

/ Fifty miles of track have already been laid, and the grad- 
^ ing is nearly ready for the entire distance of about 150 miles. 
Further examination of this line satisiSes the management 
that it will, when fairly under way, more than justify the 
sanguine anticipations of its projectors. The bonds amount- 
ing io $3,500,000 were all sold in advance, and the cash 
proceeds have been deposited in the Central Trust Company, 
subject to drafts as the work progresses, and as provided in 
i the conditions of the mortgage. 

A new, commodious and beautiful Union Depot is in pro- 
cess of erection in Detroit, on the comer of Fort and Third 
streets. This station is reached from the ferry and depot 
grounds upon the Detroit River by an elevated road which 
enters the new station upon a level with Fort street and in 
the heart of the city. The Depot will be occupied by the 
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Canadian Pacific, the Flint and Pere Marquette, the Detroit, 
Lansing & Northern and Wabash Companies. The Cana- 
dian Pacific and Grand Trunk Railway Companies already 
run steam ferries to the Wabash tracks upon the river, and 
both freight and passenger cars are thus conveniently and 
expeditiously exchanged. The Wabash tracks connect also 
with those of the Michigan Central in Detroit, and with 
these increased facilities the new and short line opened 
between Detroit and Chicago, with its important connecting 
lines through Canada and via the Niagara frontier to New 
York, can hardly fail to secure a fair share of the great traffic 
between the important points indicated. Nothing but the 
necessity of establishing a short and direct line to develop 
and increase a business already controlled by the Wabash 
and its connections, would have induced this Company to 
favor new railway construction, under the adverse condi- 
tions which apply to railway property in the United States; 
but this line opens no new competition, — simply transferring 
from one line to another, traffic already belonging to it. 
The survey and location have been intended not only to 
secure the shortest line between Detroit and Chicago, but to 
avoid interference with the local traffic of other lines in the 
territory traversed. It is believed that these objects have 
been substantially accomplished. The whole distance of 
nearly 150 miles between Montpelier and Hammond, 
Indiana, is almost an air line, with no grade over twenty-six 
feet to the mile. The line will be first-class in all respects, 
tiie track laid with steel rails, sixty-three pounds to the 
yard on solid oak ties. Important crossings will be over or 
under the intersected line, and all crossings at grade will be 
guarded by interlocking switches. Excellent gravel is found 
in abundance near the right-of-way and the road will be 
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thoroughly ballasted, as soon as ready for traffic. Twenty- 
five new engines and twenty-four new passenger cars have 
been purchased from the proceeds of the mortgage. 

One very strikmg feature of railway returns for the fiscal 
year ending June 30, 1892, will attract public attention. It 
is displayed in the report of gross earnings which show a 
very large increase, and at the same time an increase in 
operating expenses nearly equivalent, in many cases, to the 
gross gain. The result, given in net earnings, is generally 
altogether out of proportion to the gain in the volimie 
of traffic, as stated in the returns. A very prosperous year 
in agricultural products, — a year during which the railway 
companies have found difficulty in meeting the demand for 
rolling stock, and during which producers have realized very 
satisfactory returns on an unprecedented harvest, — ^has 
proved to be one of very meagre profit to the railways, much 
to the disappointment of the proprietary interest. There is 
but one way of accounting, satisfactorily, for this unexpected 
result. In the year ending June 30, 1891, railway compa- 
nies, to meet the consequences of a great reduction in the vol- 
ume of traffic, as compared with the previous year, were 
forced to economize in the way of repairs and betterments to 
discharge current obligations, while in the year just closed 
there has been an increase corresponding with the larger 
track repairs and pressing demand for rolling stock. In 
other words, the forced economies of 1890 and 1891 have 
been a burden upon the more liberal earnings of 1891 and 
1892. These conditions do not apply equally to the entire 
railway system of the country, but are more applicable to 
the Western lines which traverse the rich grain growing 
districts of that section. Eastern lines, many of which run 
through densely populated areas, have profited by a large 
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increase in passenger travel, which in the West is compara- 
tively meagre, and which has shown but little, if any, 
increase in proiSts. Thus the Western lines have increased 
their volume of business in the transportation of grain at 
very low rates, with but little gain in passenger travel, or, at 
least, in the profit of that travel ; while Eastern lines have 
had the advantage of a large local passenger trafiBic in addi- 
tion. When it is remembered that the proportion of pas- 
senger travel on Eastern lines is in many cases more than 
one-half of the gross business, while on Western lines it 
ranges from twenty-five to thirty-five per cent thereof, the 
disadvantages under which these last named labor will be 
more readily understood. 

The Eastern lines have also the immense advantage of 
more tiioroughly completed construction, which aids power- 
fully in reducing the percentage of operating expenses. It 
is in trying to reach these important conditions that the 
Wabash and other Western lines are called upon for liberal 
expenditures in the way of improvements. Full details of 
such work, and of the additions to rolling stock, will be found 
in the report of the General Manager.' Tables D and E in 
the Auditor's report give interesting information of mileage 
statistics, and the character, tonnage and percentage of arti- 
cles carried. Bituminous coal and grain furnish 45.7 per. 
cent of the total tonnage. The average freight rate per ton, 
per mile, was 7.05 mills against 7.33 mills in the fiscal 
year ending June 30, 1891. 

The so-called "railway problem" in the United States is 
no nearer solution than at the close of our last fiscal year. 
The rates for the transportation of freight are not only un- 
reasonably low, but the competition for business even at 
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these very cheap rates is quite as active as ever. The only 
encouraging feature as to rates is that they have not been 
much reduced during the year, except so far as a large in- 
crease in the volume of lower class freight, which embraces 
grain, packing-house products and coal, has reduced the 
average. 

It may be fairly claimed also, that rates have been gener- 
ally very well maintained during the year. This is equiva- 
lent to an assertion that competition has been regulated 
sufficiently to prevent the spread of insanity in business 
methods, but while this is to some extent attributable to the 
wholesome influence of the Western Traffic Association, it is 
also due largely to the important increase in the volume ot 
business incidental to abnormally abundant crops. So long 
as the agencies of transportation exceed in carrying capacity 
the requirements of ordinary years, in crop movements, there 
will always be a tendency to resort to ill^timate methods 
of competition, in order to force a fair share of the traffic 
from direct to indirect channels ; and in this contest, which 
may be called a struggle for existence, one of the principal 
difficulties of the railway situation may be found. To such 
unhealthy competition we owe primarily the low freight 
rates, and to hostile legislation the imposition of them as a 
maximum, upon the plea that, having been self-imposed, 
they are conclusive proofe of reasonable compensation for 
the service. No one has thought of denying that in the 
rapid multiplication of railway lines beyond the demands of 
transportation can be foimd the origin of the railway 
troubles in this country, but it is a shallow argument to oflFer 
this as a satisfactory reason for legislation to make the evil 
permanent. 
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lt may be a faint consolation to owners of railway prop- 
erty to suggest that tiie consequences of such legislation will 
in time bring the remedy by their inevitable influences 
against enterprise and prosperity. Nothing is more certain, 
however, than the blighting effect of measures which render 
property rights insecure, and deprive that property of its 
legitimate and reasonable profit. Confidence, which is 
essential to the free employment of capital, cannot be seri- 
ously disturbed without having a very prejudicial, if not disas- 
trous effect upon progressive enterprise in the new States and 
Territories. In proof of this it is only necessary to project 
new railway lines in the vigorous young States of the West, 
and attempt to sell tiie bonds to pay for construction. It is no 
exaggeration to say, that unless such projects are guaranteed 
or assisted by the older connecting lines, such negotiations 
are now either impossible or very difl&cult. The owners of 
capital will not invest in localities where property rights are 
not respected, nor allow, themselves to come under the con- 
trol of legislation, which is not only grossly unjust, but 
which kills where it professes to cure. The people, in the 
long run, will see this clearly, and as the disposition of the 
great majority is to be just, the methods of ardent but unwise 
legislators will be reversed. The gravitation of popular 
opinion in this country, when fairly awakened, is always 
towards justice. 

The convenience and safety of the public demand of rail- 
way companies the latest and best improvements in methods 
of transportation ; but it is self-evident that no company can 
afford to adopt the costly changes required from time to time, 
unless it receives a fair remuneration for its services. The 
process now going on, partly as the consequence of excessive 
railway construction, and partly on account of arbitrary and 
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unwise legislation, tends constantly to the impoverishment 
of railway companies, and is as surely sapping their strength 
and limiting their usefulness, as if a wasting disease had 
attacked them. The first effect is seen in the partial cessa- 
tion of railway construction ; and the second in the reluctant 
economies forced upon railway management, much to the 
injury and discontent of a vast number of employees. 

It would be undoubtedly a wise and beneficial policy on 
the part of the community to encourage, if not to insist upon, 
a moderate increase in the rates of freight transportation, and 
eventually this policy must be adopted, if railway service in 
its highest form is desired by the people. The introduction 
and enforcement of measures to cheapen transportation to 
the prejudice of the capital invested in its machinery, must 
necessarily drive capital from such employment, to the 
serious detriment of whole communities. This is no new 
proposition. It is illustrated in all commercial or indus- 
trial operations. The promise of profit attracts capital, its 
realization stimulates its flow in the same direction, while, 
on the other hand, scanty and unreasonably small returns 
stop the supplies at their source, and divert the current into 
other channels. 

There is no grievance against railways either in the qual- 
ity of the service performed, or in the rates of transportation; 
hence hostility on the part of the community, or its repre- 
sentatives in legislatures, is uncalled for, and can only result 
in impeding the growth and development of railway enter- 
prise in newly settled States, and in limiting the power of 
existing lines to extend and improve their traveling and 
transportation facilities. 

It is obvious that railways cannot prosper without ren- 
dering faithful and reasonable services to the community. 
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and it is equally clear that the substantial interests of the 
people demand for railways equitable treatment and fair 
compensation. 

It has been the misfortune of this Company to lose^ 
recently, one of its oldest and most valued directors in the 
death of Mr. Sidney Dillon, which occurred June 9th, 1892. 

The following resolutions, which express the sentiments of 
his associate directors, were passed by unanimous vote of the 
Board, and copies thereof were sent to the members of the 
£Etmily. 

^^JReaolved, That in the loss of Sidney Dillon this Board 
"will be deprived of an experienced and safe adviser, and of 
"an associate whose personal integrity and pure character 
"have been conspicuous in all the relations of life; 

**Iie8olved, That the members of this Board deeply sym- 
"pathize with the relatives of their late associate, and desire 
"in these resolutions to express not only tiieir profound sor- 
"row, but their great respect for the manly attributes of hia 
"character, so often displayed during his interesting and 
"useful life ; 

^^ Resolved, That a copy of these resolutions be sent by the 
"Secretary to the near relatives of the deceased." 

The loyal and faithful services of the officers and 
employees of the Company, during tiie year, are entitled ta 
grateful recognition. 

For the Directors, 

0. D. ASHLEY, 

Presideni. 
New York, Sept. 13, 1892. 
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St. Louis, August 27th, 1892. 
Mr. O. D. Ashley, President Wabash R R, New York: 

Dear Sir : — I herewith submit the following as a sum- 
mary of the operations of the Wabash Railroad Company, 
for the fiscal year ending June 30th, 1892: 

MILES OF ROAD OPERATED. 

LIKB8 BAST OF THB MISSISSIPPI BIYBR. 



Desoription of Lines. 



Irl 



1§ 

STsS 









Toledo E. Hannibal 

Bluffs Camp Point. 

Camp Point ...Quincy 

Clayton Elvaston ... 

Elvaston Hamilton .. 

Pitt8fieldJct...Pitt8field... 

Attica Covington.. 

Sidney Champaign 

Decatar E. St. Louis 

Edw«dBviUe{E<g^^Ue 

W. I. June... Chicago 

W. I. Junc.....Effingham 

Shum way Altamont .. 

Forrest Fairbury ... 

Fairbury Streator 

Detroit Delrey 

Delrey Butler 

Butler Logansport 

Chili Peru 

Laketon JuncState line.. 
State Line W. I. June 



462.3 
39.4 



21.8 



34.5 



6.6 



6.1 



14.8 
11.7 



110.2 
8.5 



Total lines East.. 



8.0 



205.4 
10.3 



5.5 



31.5 
110.2 



3.5 



94.2 
9.5 



103.3 
11.8 



1012.3 



113.3 



156.9 



26.5 



462.3 

39.4 

21.8 

34.5 

6.5 

6.1 

14.8 

11.7 

110.2 

8.5 

8.0 

205.4 

10.3 

5.5 

31.5 

3.5 

110.2 

94.2 

9.5 

103.3 

11.8 



191.6 
3.7 
0.2 
1.8 
0.8 
0.6 
1.0 
1.2 

37.7 

1.2 

18.0 

24.5 

0.1 



2.4 
21.6 
18.8 
14.3 

0.4 



653.9 

43.1 

22.0 

36.3 

7.3 

6.6 

15.8 

12.9 

147.9 

9.7 

26.0 
229.9 

10.4 
5.5 

33.9 

25.0 

129.0 

108.5 

9.9 

103.3 

11.8 



1309.0 



339.7 



1648.7 
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lilNIS WaST OF THB MIBSIBSIPPI BIVBB. 



Description of Lines. 



I 






•I 
31* 



St Louis— 
Union Depot.Tayon av, 
Tayon av Harlem.. 

Harlem Kansas City 

St. Louis- 
Franklin ay ...N. Market st 
Carr st Ferguson 

Moberly Ottumwa..... 

Ottumwa Harvey 

Harvey Des Moines. 

Brunswick Chillicothe. 

Chillicothe JPattonsburg 

Centralia Ck)lumbia 

Salisbury Glasgow .. 

Excello Ardmore.. 

Total Lines West 

Total Lines East 

Total All Lines. 



274.7 



1.6 

10.7 

131.2 



14.8 
6.2 



439.1 
1012.3 



1451.4 



38.2 
41.4 
21.6 



101.2 
113.3 



214.6 



0.6 



1.6 



38.0 



43.4 



40.0 
166.9 



196.9 



43.4 
26.6 
69.9 



0.6 




274.7 


119.7 


1.6 


3.4 


1.6 




10.7 


36.6 


131.2 


10.8 


38.0 




43.4 


6.6 


38.2 


2.9 


41.4 


4.0 


21.6 


1.2 


14.8 


0.6 


6.2 


3.1 

187.8 


623.7 


1309.0 


339.7 
627.6 


1932.7 



0.6 

394.4 

4.9 

1.5 
47.2 
142.0 
38.0 
49.0 
41.1 
46.4 
22.8 
16.4 

O 

811.6 
1648.7 
2460.2 



The line from Albia to Harvey, 23.4 miles, is not now being operated, 
and the mileage is not included above. This is part of the Des Moines 
h, St. Louis Bailroad, and belongs to the Purchasing Committee. 

NoTB.— In addition to the above, this Company has a trackage 
arrangement with the Missouri, Kansas dc Texas Railway Company, 
whereby it runs its passenger trains over the track of that road between 
Hannibal dc Moberly, Mo., a distance of seventy miles. 

The Main Track mileage shown in the foregoing state- 
ment is located as follows : 

MUes. 

Li Michigan 79.7 

In Ohio lOi.O 

In Indiana 393.7 

In Illinois 731.0 

In Missouri 499.1 

In Iowa 124.6 

Total 1,932.7 
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EARNINGS AND EXPENSES. 



Gross Earnings. 

Operating Expenses. 

Net Earnings. 

Per Cent Operat-1 

ing Expenses to y 

Earnings J 

Gross Earnings per \ 

Mile / 

Operating Expen-1 

ses per Mile / 

Net Earnings per) 

Mile / 



1S91-93. 



$14,389,331 13 

10,832,526 95 

3,556,804 18 

75.28 

7,506 95 
5,651 36 
1,855 59 



1890-91. 


$13,028,287 76 
9.565,223 29 
3,463,064 47 


73.42 


6,775 33 


4,974 37 


1,800 96 



Increase. 



$1,361,043 37 

1,267,303 66 

93,739 71 



731 62 

676 99 

54 63 



Deoreue. 



£ABNIN08. 





1881-92. 


1890-91. 


Increase. 




Freight 


$9,800,968 53 

3,501,038 37 

386,218 31 

354,888 89 

346,217 03 


$8,860,819 00 

3,264,948 03 

358,576 42 

336,208 78 

207,735 53 


$940,149,53 

236,090 34 

27,641 89 

18,680 11 

138,481 50 




Passenger 




Mails 




Express •• 




MifiCf^llaneoas 








Total 


$14,389,331 13 


$13,028,287 76 


$1,361,043 37 









BZPBNSBS. 



Conducting Trans- ) 

portation / 

Motive Power 

Maintenance of Way 
Maintenance of Cars 
General £xi>en8es 

^otaL 



18B1-9S. 



$4,518,089 42 

2,826,392 26 

1,936,902 62 

1,287.646 53 

263,496 12 



$10,832,526 95 



1890-91. 



$4,1,00,029 80 

2,611,587 53 

1,703,289 27 

901,121 10 

249,195 59 



$9,565,228 29 



Increase. 



$418,059 62 

214,804 73 

233,613 35 

386,525 43 

14,300 53 



$1,267,303 66 



Decrease. 



i 
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CONDUCTING TRANSPORTATION. 

The increase in expenses under this account is principally- 
such as accompanies a large increase in tonnage handled, 
and is as follows : 

Brakemen and Porters $ 55,128 50 

Hire of Cars 193,763 23 

Cleaning, Oiling and Inspecting of Cars » 16,458 00 

Conductors 40,108 56 

Labor at Stations 24,954 83 

Yard Men and Switch Tenders 45,493 21 

Labor at Stations 24,954 83 

Repairs and Rjnt of Stations 27,982 66 

The large balance to the debit of "car hire" arises almost 
solely in connection with mileage paid private car com- 
panies, and which there is, of course, no opportunity for the 
Company to obtain a credit upon by the use of their own 
equipment. 

MOTIYB POWBB. 

The items going to make up the increase in this account 

are: 

Engineers and Firemen (passenger and freight) $ 92,096 01 

Coal 87,222 39 

Bepairs of Passenger and Freight Engines (into these are 
charged six new passenger locomotives built in Company's 

shops to replace engines condemned and scrapped) 83,112 26 

Expenses of Fuel Stations 4,394 08 

MAIimSNANCB OF WAY. 

The items going to make up the increase in this account 

are: 

BaUast $ 16,605 81 

Repairs of Bridges 134,328 26 

Snow and Ice Removing 6,616 87 

River Protection 16,696 66 

Steel Rail and Fastenings 72,806 94 

Repairs of Telegraph 13,484 47 
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icAnrrBNAHCB of cabs. 
The increajse in this account occurs in : 
New Freight Oars and new Passenger Cars Purchased $855,602 78 

GENSBAL BZPBNSB. 

The increase in this account occurs in : 

Expense of Legal Department | 6,592 67 

Expense of New York Office 5,020 87 

Expense of London Agency 3,885 70 

TRANSPORTATION. 

FBBIGHT TRAIN SBBVIOB. 1881-92. 1800-91. 

Average Loaded Cars moved per day 3,565 3,360 

Average Empty Cars moved per day 1,631 1,416 

Average Loaded and Empty Cars moved per 

day 6,196 4,785 

Average Loaded Cars moved per year 1,301,225 1,228,685 

Average Empty Cars moved per year 595,315 516,840 

Average Loaded and Empty Cars moved per 

year 1,896,540 1,745,525 

Average Loaded Cars moved per train. 15.3 15.9 

Average Empty Cars moved per train 7.0 6.7 

Average Loaded and Empty Cars moved per 

train 22.3 22.6 

Average Miles made by each train per day.... 88.2 85.6 

Average Miles made by all trains per day 20,560 18,145 

Average Miles made by Loaded Cars per train 

per day 1,353 1,360 

Average Miles made by Empty Cars per train 

per day 629 572 

Average Miles made by all Cars per train per 

day 1,982 1,932 

Nomber Wabash Cars in Service (exclosive 

of work trains) 12,749 12,457 

Average Wabash Cars on other Roads per day 4,509 5,386 

Wabash Cars on Wabash R. R. Miles run per 

Car per day 27.6 30.8 

Wabash Cars on Foreign Roads, Miles run per 

Car per day 21.3 22.2 

Average Foreign Cars on Wabash R. R. per 

day..... 4,995 4,147 

Average Miles ran by Foreign Cars on Wabash 

R. R. per Car per day 48 1 46.9 
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Total Wabash Loaded Car Mileage for year... 54,558,252 54,502,128 

Total Foreign Loaded Car Mileage for year.... 60,517,368 50,548,658 
Total Miles made by all Loaded Cars for 

year 115,075,616 105,049,786 

Total Wabash Empty Car Mileage. 28,524,881 25,103,505 

Total Foreign Empty Car Mileage 25,143,488 19,063,257 

Total Mileage made by all Empty Cars 53,668,369 44,156,762 

Grand Total of Car Mileage for the year 168,743,984 149,206,548 

PASSENQEB TBAIN SBBVIOE. 

Total Passenger Trains handled per year. 41,286 38,481 

Average Passenger Cars handled per year 220,605 191,990 

Average Passenger Trains handled per day.... 113 105 

Average Passenger Cars handled per day 577 526 

Average Passenger Cars handled per train 5.1 5.0 

Average Miles per train per day 114 118 

Average Miles all trains per day 12,882 12,441 
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MOTIVE POWER AND MACHINERY. 
LocoMorrvs ■quipmknt. 



Constraotloii. 


On Hand 
July 1, '89. 


On Hand 
Julyl.'M. 


Sold or 
Scrapped. 


BoUt or 
Porohased 


On Hand 
Jnneao,'9S. 


T.rtf»nnnnf.ivPii 


409 


398 


26 


28 

6 

61 

38 


400 


New Engine Tanks built. 
NewTender Trucks built. 












New Tender Frames built 





















BBPAIRS. 

1881-92. 

Looomotiyes Built and Rebuilt 67 

Locomotives Receiving Light Repairs 236 

Locomotives Receiving Heavy Repairs 213 

Locomotives Receiving Greneral Repairs Ill 



Total. 



617 



1880-81. 

66 
216 
176 
116 

^573 



BNQINB MILXAQB. 





1881-82. 


1880^1. 


Increase. 


Decrease. 


Passenger 


4,825,838 
8,307,110 
2,776,861 

296,031 


4,677,001 
7,230,769 
2,676,974 

226,658 


148,837 

1,076,341 

200,877 

68,473 




Freight 




Switch 




Work Train and 
Other Service. ... 








Total 


16,204,830 


14,710,302 


1,494,628 









EXPENSE OF OPBBATINQ LOCOMOTIVBS. 



1881-82. 



1898^. 



Increase. 



Decrease. 



CJost of 1 Labor 

Repairs j Material 

Stores 

Fuel (Coal and Wood). 
Engineers and Firemen 
Wiping and Dispatch- 
ing 

Total 



\ 333,663 81 

169,691 61 

47,049 66 

773,641 12 

1,003,610 04 

138,871 01 



313,787 00 
166,392 69 
43,836 34 
676,769 70 
903,546 03 

132,371 79 



$ 19.776 81 

3,198 92 

3,214 22 

97,781 42 

100,064 01 

6,499 22 



$2,466,127 15 



12,236,692 66 



$230,634 60 
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CkMT PBB 100 MlUHl Btnt . 





1801-92. 


1890-91. 


Inorease. 


Decrease. 


For Repairs 


$3 11 
29 
4 77 
6 23 

086 


1326 
29 
4 59 
6 18 

090 




$ 15 


Stores 






Fuel 


$0 18 
005 




Eng'rs and Firemen- 
Wiping andDispatch- 
inflr 




04 








Total 


$15 26 


$15 22 


$004 









1891-92. 

Average miles per engine in service for year 46,498 

Average monthly mileage per engine in service 3,869 

Total tons of coal consumed 667,986 

Average cost per ton of coal on tender $1.16 

Average miles run to one ton of coal 24.3 



1890-91. 

42,756 

3,563 

562,686 

$1.20 

26.1 



Although the locomotive equipment was increased by the 
addition of twenty-eight engines, there were actually built 
and purchased and included in the expense for the year 
1891-92, but sixteen engines, of which six were purchased 
and ten were built in Company's shops. 

Twelve of the above engines bought from the Rhode Island 
Locomotive Works for the ensuing year's business, were 
delivered by them in advance of the time of the proposed 
deliveries, and although in service before the close of this 
fiscal year, will not appear in the expenses until the next 
annual report. 
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MAINTENANCE OF WAY. 



NEW BTBBL RAIL LAID. 





1681-02. 


1890-91. 


Increase. 


Decrease. 


No. Tons63-lb. Rail 


8,347 
5,485 


6,763 
2,590 


1,548 
2,895 




No. Tons 70-lb. Rail 








Total 


13,832 
133 


9,353 
91 


4,479 
42 




Miles New Rail Laid 









MISCELLANEOUS WORK. 



1891-92. 



1890-91. 



Increase. 



Decrease. 



No. Cross-ties laid,Main 
track 



Cross-ties laid, Side 
track 



Set Switch-ties put 
in 



Miles of track baV 
lasted(stone,grav- 
el, etc) 



Miles Sidings Built.. 

Miles Fence Re- 
built 



Miles Old Fence Re- 
paired 



'* Miles Ditching.. 



582,773 

74,514 

464 

134.5 
14.7 

142.3 

148.7 
45.3 



619,735 

78,804 

328 

90.3 
13.4 

212.2 

264.3 
110.2 



136 

44.2 
1.3 



36,962 
4,290 



69.9 

116.6 
64.9 



BBIDGES AND BUILDINGS. 



Cost. 



No. of feet Trestles and Bridges 1891-92. i890-9i. 1891-92. i890-9i. 

rebuilt and repaired 116,229 79,353 $287,445.83 $195,271.32 

Buildings rebuilt and repaired 169,136.97 228,128.21 

Total $456,582.80 $422,399.53 
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In the nature of extraordinary renewals and improve- 
ments, the following work has been completed : 

station. Amount. 

Attica — Renewal of Bridge over Wabash River (including 

iron and masonry) $110,841.91 

Ritchie — Renewal of Bridge over Forked Creek (including 

iron and masonry) 9,243.56 

Barry — Renewal of Bridge over Hadley Creek (including 

iron and masonry) 8,732.40 

New Lennox— Renewal of Bridge over Track of C, R. I. A 

P., and replacing trestle with embankment 17,354.92 

Lock Springs— Renewal of Bridge over Clear Creek 3,028.93 

Monticello — Renewal of Bridge over Sangamon River 16,663.42 



BBIDGBS, DEPOTS, ETC., BVIUt AND RENEWED. 

Location. Amount. 

Dewey, 111.— Depot $ 5,224.56 

Oaklawn, 111.— Depot 457.86 

Pleasant Hill, 111.— Depot 1,924.12 

West Grove, la.— Depot 1,330.63 

Morgan Valley, la.— Depot 255.77 

Romulus, Mich.— Depot (Destroyed by fire and renewed)... 1,232.47 

Churubusco, Ind. — Depot (Destroyed by fire and renewed).. 1,743.06 

Streator, 111.— Depot (Destroyed by fire and renewed) 2,406.59 

(Gallatin, Mo. — Depot (Destroyed by fire and renewed) 2,031.85 

Hannibal, Mo. — Freight House 15,909.55 

W. Detroit, Mich.— Freight House 328.72 

St. Louis, Mo.— Record Building 6.719.41 

Peru, Ind.— Car Shop 2,984.10 

Peru, Ind.— Blacksmith Shop 1,836.55 

Decatur, 111.— Blacksmith Shop 453.03 

Decatur, 111.— Ice House 1,875.02 

Decatur, El.— Yard Master's Office 1,027.16 

Orland, 111.— Engine House 832.50 

Pattonsburg, Mo. — Engine House 365.35 

Butler, Ind.— Coal Chutes (Destroyed by fire and rebuilt)... 1,781.53 

Sadorus, 111.— Water Tank (Destroyed by fire and rebuilt) ... 527.85 

Kinderhook, 111.— Water Tank 2,167.74 

Custer Park, 111.— Water Tank 1,795.81 



Digitized by VjOOQIC 



— 24 — 

MISOBLLAKBOUS. 

Location. Amount. 

Adrian, Mich. — ^Interlocking croBsing with the Lake Shore 

& Michigan Southern B. R. Wabash proportion | 2,373.90 

SpringfieldJct., 111. — Interlocking crossing with the Chicago 

A Alton R. R. Wabash proportion 2,298.31 

Jacksonville Jet., 111. — Interlocking crossing with the Chi- 
cago A Alton and J. S. £. R. R. Co.'s. Wabash 
proportion 4,672.23 

Pontiac Jet., 111.— Interlocking crossing with the Chicago & 

Alton, and Illinois Central. Wabash proportion... 1,331.50 

Taylorville, 111.— Interlocking crossing with Ohio & Missis- 
sippi R. R. Co. Wabash proportion 3,840.62 

BITBB PBOTECTION. 

Daring the year it has been necessary to expend on 
account of protection of our tracks from the waters 
of the Missouri river at Missouri City and vicinity, 
the total sum of $ 11,129.92 
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MAINTENANCE OF CARS. 

CAB BQUIPMBNT. 



On 
hand 



On 

hand 

July 1, 

1881. 



Chang- 
ed, 
bnllt 
and 
pur- 
chased. 



Des- 
troyed 

and 

ohang' 

ed 



On 

hand 

June 80 

1892. 






PASSENGSB. 



Official 

Pay 

Dining 

Coach 

Combination 

Chair 

Parlor 

Baggage 

Baggage and MaiL 

Baggage, Mail and Passenger.. 

Postal 

Pacific Express. 



Total. 



4 

2 

5 

108 

22 

35 



64 

15 

6 

19 

5 



285 



4 

2 

5 

104 

26 

41 



63 

13 

4 

19 

5 



286 











10 


2 




3 


2 


4 


4 

1 


1 



19 



12 



4 

2 

5 

112 

26 

38 

2 

63 

12 

5 

19 

5 



293 



FBEIGHT. 
Box 


8,075 

1,471 

3,439 

33 

50 

100 

129 

36 

7 

12 

1 

4 

212 


5,913 

1,375 

3,979 

33 

148 

100 

127 

62 

7 

9 

8 

4 

206 


510 

1 
407 


431 

94 

205 

1 


6,992 


Stock 


1,282 


Coal and Flat 


4,181 


Furniture 


32 


Fruit 


2 


150 


Ilefrii?erator 




100 


Cinder and Stone 


1 
2 


1 


127 


Tool and Work 


64 


Pile Drivers 


1 


6 


Derricks 




9 


Cable Cars 






8 


Ice Cars 






4 


Caboose 


24 


7 


223 






Total Freisrht 


13,569 
285 


12,971 
286 


947 
19 


740 
12 


13,178 


Total Passeneer. 


293 






Total Car Eauinment 


13,854 


13,257 


966 


752 


13,471 
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The increasing age of many of the cars in our equipment, 
especially the freight, has necessitated the continuance of 
the policy heretofore followed of destroying such cars of 
small capacity as require too great an expenditure to war- 
rant their reconstruction. 



CABS BBPAIBSD. 





Passenger 


Freight. 


Total. 


Cars receiving light repairs 


158 

58 

18 

2 


6,331 
955 
405 
129 


6,489 

1,013 

423 


Cars receiving heavy repairs 


Cars receiving seneral renairs 


Cars rebuilt 


131 






Total 


236 

3,476 
2,832 


7,820 

3,026 
4,962 


8,056 


Number new wheels used 1891-92 


8,502 
7,794 


Number new wheels used 1890-91 





There were purchased from Car Companies during the 
year: 



8 New Coaches. 
500 Box Cars. 



10 Cabooses. 
401 Coal and Flat. 



And built in Company shops : 



2 Parlor Cars. 
1 Postal Car. 
4 Baggage Cars. 
1 Express Car. 



10 Caboose Cars. 

1 Stock Car. 
10 Box Cars. 

6 Coal and Flat. 

2 Fruit Cars. 
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TELEGRAPH DEPARTMENT. 

1892. 1B81. 

Total No. Miles of Road with Telegraph Line 1923 1923 

No. Miles of wire assigned to this Company 4629 4435 

No. Miles of wire assigned to Telegraph Company 7137 7013 

No. Miles of wire used Jointly 555 555 

Total Miles of wire 12,321 12,003 

NEW WORE. 

The following new work was performed in this depart- 
ment during the year, under terms of contract with the West- 
em Union Telegraph Company. 

No. BCUes Coat of 

Eastern Dlylslon. Wires. Boad. Labor. 

Rebuilt line between Toledo and Cecil 12 64 |6,766 67 

New Wire strong between Peru and Detroit 1 194 503 00 

New Wire strung between Auburn Jet. and Det... 1 124.5 718 00 

Western Dlylslon. 

Rebuilt line between St. Peters and Gilmore 10 10 1,410 67 

Rebuilt line between Norbome and Moberly 10 73 6,801 51 

HOSPITAL DEPARTMENT. 





1891-92. 


1890-91. 


Increase. 


Decrease. 


Contributions 


$ 45,820 95 
35,543 36 
10,277 50 

920 24 
11,197 83 


$44,250 84 

56,899 03 

*12,648 19 


$ 1,570 11 




Expense of operating 

Net surplus 


$21,355 67 


22,925 78 


Excess of receipts over"! 
expenditures, June 1, > 
1884, to June 30, 1891. J 

Balance on hand, June\ 
30, 1892 / 

















♦ Net deficit. 

Number treated in Hospitals 

Number treated outside of Hospitals 

Total number of cases treated 

Number of Surmcal cases treated 

Number of Medical cases treated 

Number of prescriptions filled for employees in Hospitals 
Number of prescriptions filled for employees not in 

.Hospitals 

Total number of deaths 

Respectfully submitted, 

CHAS. M. HAYS, 

General Manager. 



1891-92. 


1890-91. 


1,087 


1,040 


15,112 


13,717 


16,199 


14,757 


1,536 


1,569 


14,663 


13,188 


3,648 


5,842 


22,878 


20,006 


10 


8 
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AUDITOR'S REPORT. 



St. Louis, Mo., August 25th, 1892. 
0. D. Ashley, Esq., 

PresiderU The Wabash Railroad Company. 

Dbab Sir: — I herewith submit statements of General 
Account, and tables showing the results of operation for the 
fiscal year ending June 30th, 1892, as follows : 

A, Results of Operation. 

B, Comparative Statement of Earnings and Expenses. 
(?. Income Account and Financial Exhibit. 

D. Train and Mileage Statistics. 

E. Tonnage of Articles Carried. 

F. Mileage Statistics for Twelve Years. 

(?. Statement of Funded Debt and Interest Charges. 
H. Statement Showing Lines Covered by the First, 

Second and Debenture Mortgages of the Wabash 

Railroad Company. 

Yours respectfully, 

D. B. HOWARD, 

AvditoT, 
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A 

THE WABASH RAILROAD COMPANY. 
Rb8Ui;t8 of Operation fob the Ybab ending June 30, 1892. 



GroBS Bamlngs « $14,889,881 18 

Operatiiig Bxpenses ^ 10,882^26 96 

Net Bamlngs $8^156,804 18 

MlBoellaneons Beoelpts— Interest, Diyidends, etc 190,468 48 

$8,747^7 66 

Debit Joint Track Rentals $468,800 41 

Credit " " " 196,166 00 

$260,686 41 

Traffic AssoolAtion and Miscellaneous Expenses 46,472 28 807,107 64 

NetBeoeipts „ $8,440,160 02 

Taxes « 464,549 16 

Net Earnings applicable to Interest $2,976,600 87 

Interest on Bonds*.. 2,674,126 00 

Snrplus « $801,475 87 

DiTidend on Preferred Debenture Bonds 210,000 00 



Net Snrplus « « $91,476 87 

^Includes Bent of Bel Biver B. B. 
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B 
THE WABASH RAILROAD COMPANY. 

COMPARATIVB STATEMENT OF EaBNINGS AND EZPBNSBS. 



Babninos. 



Tear en< 
June 80, 



Year ending 
June 80, 1801. 



July 

Angast 

September.. 

October^ 

Noyember .. 
December .. 

January 

February .... 

March 

AprU 

May 

June 



Total Bamlngs.. 



Freight 

Passengers 

Mails 

Express 

Mlsoellaneoua.. 



Total Bamings.. 



Per cent of Freight Bamings to total.. 
•• Passenger *« *• 

•* Mall *• •* 

«« Bxpress *« '* 

*' Misoellaneoos** ** 



Operating Bxpenses.. 



Per cent of Operating Bxpenses to Earnings.. 

Net Bamings 

Per cent of Net to Gross Bamings 

Average number of miles operated 

Average Earnings per mile 

Average Bxpenses per mile 

Net Bamings per mile 



$1,281,860 44 
1,878,470 68 
1,856,148 04 
1,888,680 94 
l,a08,080 88 
1,848,196 76 
1,128,160 26 
1,087,849 52 
1,184,704 81 
1,052,952 64 
966,868 68 
1,128,024 74 



$14,889,881 18 



$9,800,968 68 

8,601,068 87 

886,218 81 

854,888 80 

846,217 06 



$14,889,881 18 



68.11 
24.88 
2.68 
2.47 
2.41 



$10,882,626 95 



76.28 



$8,666,804 18 



24.72 



1,916.8 

$7,606 95 
6,661 86 
1,866 60 



$1,116,178 66 

1,194,406 60 

1,198,681 89 

1,278,075 44 

1,076,881 86 

1,126,190 64 

994,862 88 

944,68182 

1,028,888 86 

996,188 60 

1,088,647 77 

1,047,806 61 



$18,<>28,287 76 



$8,860,819 00 

8,204,948 06 

868,676 42 

886,206 78 

207,786 68 



$18,028,287 76 



68.02 

26.06 

2.76 

2.68 

1.69 



$9,666,228 29 



78.42 



$8,468,064 47 



1,922.9 

$6,776 88 
4,974 87 
1,800 96 
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THE WABASH RAILROAD (X)MPANY. 
Train and Mileaqb Statistics. 

F&BIOHT. 



Tear ending 
June 80, 1888. 



Year ending 
June 80, 1891. 



Tons Hauled .... 

Tons Hauled one Mile.... 



Earnings 

Operating Expenses.. 



6,928,061 
1,380,610,161 



6,266,064 
1,209,179,066 



$9,800,968 68 
7,708,161 78 



$8,860,819 00 
6,808,880 08 



Average Distance each Ton hauled— Miles.. 

Average Earnings per Ton 

Average Bxpensesper Ton 

Average Rate per Ton per Mile 

Average Expenses per Ton per Mile 

Average Net per Ton per Mile 

Train Mileage 



200.7 
$141.47 
1 11.19 
CtS. 0.706 
•• 0.664 
•• 0.161 



198.8 

$141.64 

1 08.76 

Ots. 0.788 

** 0.668 

** 0.170 



7,601,799 



6,611,126 



Oar Mileage, Loaded 

Oar Mileage, Empty 

Oar Mileage, Total— Loaded and Empty.. 



116,018,462 
68,627,706 
168,641,167 



106,049,786 
44,166,762 
149,206,648 



Average Loaded Oars to a Train 

Average Empty Oars to a Train „ 

Average Oars to a Train— Total , 

Average Load per Loaded Oaiv-Tons 

Average Load per Oar. Loaded and Empty— Tons.. 
Average Load per Train— Tons 

Earnings per Train Mile 

Operatmg Expenses per Train Mile 

Net Earnings per Tradn Mile 



16.88 
7.16 
22.48 
12.09 
8.26 
186.86 



16.88 
6.68 
22.57 
11.61 
8.10 
182.90 



$1 80.66 
1 02.68 
37.97 



$1 84.06 
1 02.91 
0S1.12 



Average Earnings per Loaded Oar per Mile.... 
Average Expenses per Loaded Oar per Mile.. 



Ots. 8.68 
•• 6.70 



Ots. 8.48 
*' 6.48 



PASSENQEB. 



Number of Passengers carried.. 

Number of Passengers carried one Mile.. 

Earnings « 

Operating Expenses 



$8,601,088 87 
8,189,876 19 



Average Distance each Passenger carried— Miles... 

Average Fare paid by each Passenger.. 

Average Enenses carrying each Passenger 

Average Bate per Passenger per Mile 

Average Expenses per Passenger per Mile 

Average Net per Passenger per Mile 

Train Mileage 



Oar Mileage, including MaH, Baggage, Express and 

Sleepers 

Oar Mileage— Ooaches and Sleepers 



Average No. all Oars to a Train 

Average No. Passengers to each Ooach and Sleeper 
Average No. Passengers to each Train 

Earnings, including Mail, Express, etc 

Operating Expenses 



Earnings per Train Mile . 
, _ Bratlng Expenses per \ 
Net Earnings per Tnun Mile.. 



OperatJ 



\ Expenses per Train Mile.. 



Average Earnings per Oar per Mile.. 
Average Expenses per Oar per Mile.. 



8,836,749 
170,301,067 



$8,264,948 08 
2,761,898,26 



44.6 
10 91.49 
81.78 
Ots. 2.067 
** 1.889 
*' 0.218 



4,714,262 



28,670,909 
17,466,227 



6.00 

9.76 

88.10 



$4,804,648 34 
8,129,876 19 



$0 91.81 
66.88 
34.93 



Ots. 18.26 
** 18.28 



3,416,076 
149,904,306 



48.9 
$0 96.68 
80.86 
Ots. 2.178 
** 1.842 
<* 0.886 



4,669,766 



22,886,348 
16,466,924 



4.90 
9.11 
88.88 



$4,019,772 86 
8,761,898 86 



$0 88.16 
00.S7 
37.69 



Ots. 18.00 
*• 13.87 
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E. 
THE WABASH RAILROAD COMPANY. 

TONNAGK OF AkTICLKB CaERIBD. 



ABTI0LB8. 


Year ending 
June 80th, 1892. 


Year ending 
June 80th. 1891. 




Per 
Cent. 


Tons. 


Per* 
Cent. 


Tons. 


Products of Agbioumube:— 

"^^lieAt 


7.28 
12.69 
8.69 
2.22 
1.27 
0.66 
0.18 
0.82 
1.87 

6.94 
1.48 
1.28 
0.12 
0.29 

2.49 
1.24 
22.10 
0.86 
0.08 

6.27 
1.94 

0.91 
0.91 
0.48 
0.41 
0.86 
1.88 
0.82 
0.22 
0.78 
0.22 

6.74 
11.86 


601,066 

879,867 

266,660 

168,972 

88,226 

88,688 

9,220 

66,868 

94,808 

480,746 
102,886 

86,440 
8,882 

20,104 

172,684 

86,040 

1,630,720 

28,898 

6,806 

484,076 
184,846 

68,140 
62,786 
88,022 
28,260 
69,400 
126,991 
22,476 
15,417 
60,346 
16,886 

466,876 
821,734 


8.18 
9.46 
2.96 
1.96 
1.10 
0.49 
0.18 
0.86 
1.72 

7.48 
1.86 
1.91 
0.18 
0.26 

2.88 
2.26 
24.42 
0.42 
0.02 

6.49 
2.68 

0.92 
0.79 
0.61 
0.44 
1.17 
1.53 
0.84 
0.19 
0.76 
0.24 

7.80 
18.64 


198,691 


Com 


601,976 


Ot.hftr O-raln 


184,692 


Pioup 


122,966 


Other Mill Products 


68,780 


Hay 


80,710 


Tobacco 

Cotton 


11,199 
68,764 


T?mitJi arifl VAfirAtftblefl 


107,628 


PBODUOT8 OP Animals:— 

Ijive Stock 


467,866 


Dr6SSG<l M©fttfl 


115,446 


other Packing House Products 
"Wool 


119,634 
7,840 


TTIdAA arifl T^AAthAr 


16,467 


Pboductb op Minbs:— 

Stone. Sand, etc 


149,066 


Anthracite Coal 


140,677 


'RItTiTnlnnnfl Cnal 


1,627,968 


Coke 


26,442 


Ores 


1,218 


Pboduots op Foeest:— 

T^nmhAr 


406,926 


Other Articles 


167,960 


Manupactubes :— 

Petrolenm and other Oils 


67,808 


Sugar 


49,640 


trofi PIbt and "Bloom 


88,306 


Trnn anrl RtAAl Rftils 


27,408 


Other Castings and Machinery . 
rjATnAnt- ■Rrtmr and Ume 


78,179 
96,080 


Agricultural Implements 

Wagons, Carriages, Tools, etc. 
Wines. Beer ana Tilounr*i,r--r 


20,969 
11,966 
46,966 


H. H. Goods and Furniture 

Merchandise 

Miscellaneous.. .,...,,..,.,, 


14,898 

466,949 
846,828 






Total Tons 


100.00 


6,928,061 


100.00 


6,266,064 






fV*Tnnfl.Tiv'« "pTAifirht 




942,660 




814,840 
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Freight 
Trata 
Net 
Earn- 
ings 

Per Mile. 


$0 30.70 
37.30 
21.40 
17.17 
16.82 
87.81 
48.18 
20.12 


28 14 
88.00 
81.12 
27.97 


Freight 

Train 

Expenses 

Per MUe. 


$0 06.70 
1 00.70 
1 04.70 
1 06.83 
107.18 
1 07.30 
1 16.16 
1 14.86 


1 12.41 

94.07 

1 02.01 
102.68 


Earn- 
ings 
Per Mile. 


$127.40 
1 88.00 
1 26.28 
1 22.50 
122.08 
1 45.11 
1 60.33 
1 34.08 


186.66 
1 27.07 
184.03 
130.66 


H 
n 


8,888,303 
8,699,680 
9,486,967 
9,612,870 
7,726,106 
6,210,422 
6,767,140 
6,958,518 


6,102,002 
7,286,032 
6,611,126 
7,601,700 


Net 
Earn- 
ings 
Per Ton 
Per Mile, 
(cents.) 




0.120 
0.168 
0.170 
0.161 


Expen- 
ses 
Per Ton 
Per Mile. 

(cents.) 




0.627 
0.470 
0.668 
0.664 


Rate 
Per Ton 
Per Mile, 
(cents.) 




0.766 
0.647 
0.783 
0.706 


4 


1,149,774,647 
1,247,611,820 
1,263,790,523 
1,373.842,462 
1,183,961,188 
1,101,686,716 
1,075,047,088 
1,072,298,610 


1,004,717,600 
1,480,197,832 
1,209,179,066 
1,390,610,161 


li 


5,393,917 
5,911,012 
5,859.666 
6,368,761 
6,658,571 
6,486,067 
6,409,801 
6,281,879 


6,287,780 
6,882,858 
6,256,064 
6,028,051 




$ 747 80 

1,801 66 

887 26 

754 48 

742 46 

1.635 84 

1,988 28 

1,809 82 


1,427 81 
1,014 10 
1,800 06 
1,855 60 


til 


$4,468 25 
3,652 49 
3,827 76 
3,896 85 
3,995 80 
4,308 62 
4,757 22 
6,014 40 


5,047 44 
6,032 11 
4,074 37 
6,661 36 




$6,206 65 
4,054 05 
4,715 02 
4,650 83 
4,738 26 
6,843 06 
6,746 60 
6,824 26 


6,476 26 
6,046 80 
6,776 33 
7,606 06 


Miles 
Road 
Oper- 
ated. 


2,779.3 
8,401.6 
8,587.5 
3,582.5 
2,912.8 
2,191.4 
1,989.5 
1,950.1 


1,044.4 
1,022.3 
1,922.9 
1,916.8 


1 ^ 
1 S 


1881 
1882 
1883 
1884 
1885 
1888 
1887 
1888 


Year 
ending 
Jane 80 

1889 

1890 

1891 

1892 



2 
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11 
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8TATSMBNT OF LiNBS Ck>V£BBD BY THB FiRST AND DbBBNTUBB MoRTGAGBS 

OF THB Wabash Railroad Compant. 

LINES BAST OF THE MISSISSIPPI BIVBB. 

Toledo to East HannibaL 462.3 Miles. 

Bluffs to Camp Point 89.4 

Clayton.. to Elvaston 84.6 

Decatur to Bast St. Louis 110.2 

Auburn Junction to EfBlngham 206.4 

Shumway to Altamont 10.8 

Falrbury... to Streator 81.6 

Bdwardsvllle to Edwardsvllle Crossing 8.6 

Delrey (near Detroit) to Butler 110.2 



Total Lines Bast 1,012.8 Miles. 



LINBS WEST OF THB MISSISSIPPI BIYEB. 

St. Louis, Tayon Avenue to Harlem.. 274.8 Miles. 

St. Louis, Leyee to Ferguson. 10.8 " 

Moberly toOttumwa 180.9 " 

Brunswick to Pattonsburg 79.7 " 

Salisbury toGlasgow.„ 14.7 " 

Centralla to Colombia 21.7 " 



Total Lines West 682.6 MUes. 

Total all Lines Covered by the First and Debenture Mortgages.^ 1,644.9 <* 

The Second Mortgage covers all the lines east of the Mississippi Blver, as 
above. 

Total number of miles, 1,012.8. 

Note.— The First and Debenture Mortgages also cover the Leasehold Interest 
which the Wabash Ballroad Company has In the Bel Blver Ballroad from Butler 
to Logansport, a distance of 98.2 miles, and also covers the Leasehold Interests 
which the Wabash Ballroad Company has In the Terminals at Detroit, Chicago. 
Hannibal. Qulncy and Kansas Ci^, and In the Bridges at Hannibal, St. Louis and 
Kansas City. 

The Second Mortgage also covers the Leasehold Interest which the Wabash 
Ballroad Companv has in the Bel Blver Ballroad from Butler to Logansport, a 
distance of 98.2 miles, and also covers the Leasehold interests which the Wabash 
Ballroad Company has in the Terminals at Detroit, Chicago, Hannibal and Qulncy, 
and in the Bridge at Hannibal. 

The First and Debenture Mortgages cover the lines west of the Mississippi 
Blver above described, subleot to prior Divisional Mortgages. By the terms of 
the First Mortgage, a sufficient number of First Mortgage Bonds are reserved to 
meet, at their maturity, or whenever exchanges can be made, and said Divisionid 
Mortgages covering the lines west of the Mississippi Blver. 
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OFFICERS AND DIRECTORS 



— OF — 



THE WABASH RAILROAD CO. 



O. D. ASHLEY, . 
EDGAR T. WELLES, 
JAMES F. HOW, . 
CHARLES M. HAYS, 
J. C. OTTESON, . 
F. L. O^LEARY, . 
W. H. BLODGETT, 
H.A.LLOYD, . . 
H. L. MAGEE, . . 
D.B.HOWARD, . 
M. KNIGHT, . . 
S. B. KNIGHT, . 

F. CHANDLER, . 
C. P. CHESEBRO, 
C.B.ADAMS, . . 
H. H. WELLMAN, 
W. S. LINCOLN, . 
J. B. BARNES, 
M. M. MARTIN, . 

G. C. KINSMAN, 
S. H. OVERHOLT, 
Dr. H. W. MOREHOUSE, 



President. 

Vice-President, 

Vice-President, 

General Manager, 

Secretary, 

Treasurer. 

General Solicitor. 

Assistant Secretary and General Claim Agt, 

General Superintendent, 

Auditor. 

Freight Traffic Manager. 

General Freight Agent. 

General Passenger and Ticket Agent. 

General Car Accountant, 

Car Service Agent. 

General Storekeeper and Purchasing Agent, 

Chief Engineer, 

Supt, Motive Power and Machinery, 

Superintendent Car Department. 

Superintendent Telegraph, 

General Baggage Agent. 

Chief Surgeon. 



DIRECTORS. 



O. D. ASHLEY, 
GEO. J. GOULD, 
EDGAR T. WELLES, 
HENRY K. McHARG, 
C. J. LAWRENCE, 
P. B. WYCKOFF, 



S. C. REYNOLDS, 
♦EDWIN GOULD, 
THOS. H. HUBBARD, 
JOHN T. TERRY, 
RUSSELL SAGE, 
C. C. MACRAE, 



FRANCES PAVY. 



*Vlce Jay Gould, deceased. 
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FOURTH ANNUAL REPORT 

OF TBM 

DIRECTORS 

OP 

The Wabash Railroad Co. 



For the Fiscal Year Ending June 30, 1893. 



Reports of the General Manager and Auditor, herewith 
submitted, will furnish detailed statements of the operation 
of the Wabash lines during the fiscal year ending June 30, 
1893, together with the balance sheet, income account, and 
statistical tables, which will give fiiU information to the 
Stockholders and Bondholders upon every point which can 
be conveniently embraced in a condensed form. 

The earnings and operating expenses of the year have 
been as follows : 

Gross Earnings $14,220,444 24 

Operating Expenses 10,807,604 41 

Net Earnings $ 3,412,839 83 

Miscellaneous Receipts 319,823 94 

$ 3.732,663 77 
Deduct Track rentals and Mis- 
cellaneous Receipts $ 313,010 33 

DeductTaxes. 457,368 22 770,378 56 

Net Receipts $ 2,962,285 22 

Appropriated as follows : 



Interest on Bonds and rent of Eel River R. R.. $ 2,714,705 00 

$ 247,580 22 

Less Dividend on Debenture A. Mtge. Bonds... 210,000 00 

Net Surplus $ 37,580 22 
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The changes as compared with the operations of the 
fiscal year ending June 30, 1892, are as follows: 

The Gross Earnings show a decrease of $168,886 89 

The Operating Expenses show a decrease of 24,922 54 

The Net Earnings show a decrease of 143,964 35 

The Miscellaneous Receipts show an increase of 129,370 46 

The Rental balance shows an increase of 5,902 69 

The Taxes show a decrease of 7,180 93 

The Interest on Mortgages and Leased Lines shows 

an increase of 40,580 00 

The Net Earnings applicable to interest show a 

decrease of 13,315 65 

The Net Sarplos shows a decrease of 53,895 65 

The increase in Miscellaneous Receipts is mainly due to 
larger dividends from investments, and to the apportion- 
ment of undistributed earnings of the American Refrigerator 
Company. The increase in the interest charge is mainly 
due to the accretion of interest on the Detroit Division 
Mortgage from May 1st to June 30th. 

At the suggestion of Messrs. Price, Waterhouse <fe Co., the 
well known chartered accountants of London, who exam- 
ined the books and accounts of the Company at the request 
of the English Bondholders and Stockholders for the year 
ending June 30, 1892, the Auditor has given tables of the 
operating expenses which compare the items of expenditure 
in the various departments of conducting transportation, 
maintenance of way, motive power, etc., with those of the 
previous year, and in order to show the disposition of surplus 
earnings, a profit and loss account has been opened, to which 
the surplus of each year has been credited, and to which extra- 
ordinary expenditures for betterments have been debited. 
This account indicates clearly the disbursements which 
are not legitimately a part of the operating expenses, and 
obviates the necessity of adopting the questionable method 
of debiting and crediting " cost of road" under cover of a 
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construction account, which is too often used as a cloak to 
conceal charges which should be included in operating 
expenses. Open construction accounts, although indispens- 
able during the process of construction of new lines, are 
always objectionable after a certain period when a road is 
supposed to be completed, or at least when it has arrived at 
that stage of completion when its earning capacity is to be 
tested and the net profits of the traffic are to be given as the 
basis of its value. Conservative railway management in the 
Unit^ States is understood to imply the maintenance and 
repair of lines from the yearly earnings, and although it 
often becomes necessary to provide for deficient or incom- 
plete construction from other sources than earnings, it is 
generally considered more in accordance with sound princi- 
ples of finance to make definite appropriations to meet the 
required expenditures, either by the issue of bonds or capital 
stock, when the new construction is authorized. 

Whatever difference of opinion there may be in regard to 
this point, it has been the policy of the Wabash manage- 
ment to limit betterment expenditures to the means avail- 
able for such purposes. Adherence to this policy has 
enabled the Company to avoid the creation of a floating 
debt, and to enjoy, comparatively, financial independence. 
Except in vouchers which are necessarily carried from 
month to month, the Company owes no floating debt other 
than that included in the notes given for rolling stock, 
which are payable monthly, extending over a period of 
three years, and which are charged to operating expenses 
as they mature. Thus far the Company has been able to 
meet all fixed charges from current receipts and to keep a 
fair cash balance in hand. Recent experience proves the 
wisdom of this policy. 
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Railway accounts are too complicated to furnish informa- 
tion to Stockholders, without analysis and condensation by 
expert accountants, and it has, therefore, been the aim of 
the Wabash management to present the salient and material 
points of yearly traffic, and the financial condition of the 
Company in such clear and simple terms as to leave no 
doubt upon the mind of the reader who seeks to know the 
facts. Statements which show actual cash receipts and 
disbursements, accompanied by useful statistics of the 
character, volume and productiveness of the traffic, and a 
full exhibit of the financial condition of the Company, are 
the essential features which should be displayed to the 
owners of the property under consideration, and this 
knowledge which imparts confidence to the investor similar 
to that which follows his own receipt and disbursement of 
money, is believed to be the main object of an annual 
report. This method of conveying information has been 
followed by the management. The verification of the 
accounts in detail by competent experts will, whenever, 
desired, supplement the condensed statements of the 
Auditor. 

Notwithstanding the limited means available for better- 
ments, the management has carried on the work of improve- 
ment on roadway and bridges through the year, and with 
the exception of some sixty or seventy miles of track upon 
the Western Division, which requires additional ballast and 
some rectification of grades, the main lines from Toledo to 
St. Louis and Kansas City, and between St. Louis, Chicago 
and Detroit will compare favorably with any lines west of 
the Great Lakes, and although further work will be neces- 
sary to reach the highest standard attainable, the road will 
not suffer in a comparison with any of its competitors. The 
Wabash track and machinery are in better physical condi- 
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tion at the present time than at any period in its previous 
history. One or two years of similar work will enable the 
Ciompany to operate its lines at the lowest percentage of 
expenses commensurate with the proper maintenance of its 
roadway and structures. 

During the receivership a large portion of the freight 
equipment became useless, partly on account of insuflScient 
repairs and renewals and partly from age. These cars have 
been largely replaced by new ones of modern size and 
improved appliances, and although, numerically, there is 
but little if any gain, the changes and replacements have 
very largely increased the efficiency and utility of the 
equipment. 

The new line extending from Montpelier to Chicago, 
forming a part of the short line between Detroit and 
Chicago, was opened for traffic during the month of May 
last, and although it has had the test of only about three 
months, under the disadvantages which are unavoidable in 
the operation of a new road, it has developed an earning 
capacity, thus far, much beyond the expectations of the 
management The utility of this extension has been satisfac- 
torily demonstrated, and it is not over sanguine to antici- 
pate its rapid growth in popularity as the shortest and one 
of the best lines between these two large and important 
cities. 

The recent disturbance in the financial and business 
affairs of the country has led railway Managers to expect a 
material decrease in traffic. An interruption of the indus- 
trial pursuits of the people so widespread and severe, 
however brief its duration, must necessarily affect the traffic 
of railways in the ratio of diminished production and dis- 
tribution, while in the possible delay in crop movements 
and the reduced demand for merchandise, there are indica- 
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tions of a smaller employment of the agencies of transporta- 
tion. This unwelcome phase in railway aflfairs has com- 
pelled the introduction of economical measures which will 
partially neutralize the loss in gross earnings. Thus far, the 
Wabash has but lightly suffered, the gain in passenger 
traffic stimulated by the World's Fair in Chicago having, to 
some extent, offset the decrease in freight ; but it would be 
imprudent to count upon any exemption from troubles 
which are so general and far reaching. Fortunately, the 
country has been favored with abundant crops and these 
must necessarily be moved as soon as the markets call for 
the usual supplies, and it is a consolatory reflection that the 
business of the country is now, and has been for some years, 
generally upon a sound and substantial basis. When, 
therefore, confidence returns sufficiently to remove the 
unnatural congestion of trade, we may reasonably expect a 
speedy restoration of the normal conditions which govern 
transportation. 

It is not out of place to add, that although rates of railway 
traffic remain substantially unchanged, there has been a 
more general disposition among competing companies to 
maintain established tariffs, and to unite upon measures to 
prevent the inroads of aggressive and unscrupulous rate 
scalpers of the modem school. This common sense arrange- 
ment which contemplates the conservation of the very 
moderate profits of railway traffic, attainable under existing 
conditions, instead of permitting the wastage of suicidal 
contests, is a cheerful feature of the year. 

Mr. Jay Gould, one of the Directors of this Company, died 
December 2d, 1892. 

Upon the announcement of his death, the following 
resolutions were adopted at a meeting of the Board of 
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Directors, by unanimous vote, and an engrossed copy thereof 
was forwarded to the family of the deceased : 

" Whereas, By the death of Mr. Jay Gould, The Wabash 
" Railroad Company has lost one of its best friends and most 
" sagacious advisers ; and, 

"Whereas, It is well known that his intelligence and 
" means were freely and constantly devoted for years to the 
" protection of its interests ; therefore, 

"Resolved, That the members of this Board have heard 
"with profound regret the announcement of the death of 
" their late associate and friend, Mr. Jay Gould ; 

"Resolved, That fully appreciating his intelligent and 
" zealous co-operation in the reorganization and direction of 
" the affairs of The Wabash Railroad Company, we recognize 
"the gravity of an event which has deprived us of the 
" benefit of his valuable counsel and support ; 

" Resolved, That we tender to the bereaved family of the 
" deceased the respectful sympathy of each member of this 
"Board; 

"Resolved, That an engrossed copy of these resolutions, 
" signed by the Directors of this Company, be forwarded to 
" the family of the deceased." 

The faithful and efficient services of the officers and 
employees of the Company, which have contributed so 
much to the successful operation of its lines, are cheerfully 
and gratefully acknowledged. 

For the Directors, 

0. D. ASHLEY, 
President. 
New York, Sept. 12, 1893. 
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St. Louis, September 1st, 1893. 
Mr. 0. D. Ashley, 

PresiderUf Wabash R R. Oo., New York : 

Dear Sir. — A summary of the operations of the Wabash 
Railroad Company, for the fiscal year ending June 30th, 
1893, is respectfully submitted in the following report : 

MILES OF ROAD OPERATED. 

LINES SAOT OF THS MISSISSIPPI RIVER. 



Description of Lines. 


i 

1 


Leased. 

Operated 
tinder Joint 
trackage ar. 


Hi 

§1" 


4 

oc 


Miles side 

and doable 

track. 


< 


FROM 

Toledo 


TO 

..E. Hannibal.. 
..Camp Point .. 
..Quincy 


462.3 
39.4 








462.3 
39.4 
21.8 
34.6 
6.6 
6.1 
14.8 


197.7 660.0 


Blaffe 








3.8 4.^2 


Camp Point. 

Clayton 

Elvaston 




21.8 





0.2 
1.8 


22.0 


..Elvaston 

.-Hamiltftn 


34.6 




^R 




6.6 





0.8 ! 7.3 


Pittsfield Jct-Pittflfiftld 




6.1 


0.6 1 A A 


Attica 


..Covington 







14.8 


1.4 
1.4 


16.2 


Sidney 

Decatur 


...Champaien... 









11.7 11-7 


i.ri 


..E.St. Louis.. 

( Edwardsville 

'( Crossing... 

...W. I. June... 


110.2 
8.6 










110.2 
8.6 
8.0 


38.6 1 148-7 


Edwards villc 






1.2 

19.3 

30.3 

0.1 


9.7 


Chicago 

W.I. Jane. 




1 
8.0 


27.3 


. ..E^angnam ... 

...Altamont 

...Fairburv 


206.4 
10.3 




1 


205.4 

10.3 

5.6 

31.6 

4.6 

109.9 

94.2 

9.6 

149.7 

6.7 

11.8 


236.7 


Shumway ... 
Forrest 


"""\ 


10.4 




6.6 1 


6.5 


Fairbury ... 
Detroit 


...Streator 

...Delrey 


31.5 




2.4 
13.7 
24.6 
19.2 

0.4 
40.4 


33.9 




4.6 ' 


18.3 


Delrey 

Butler 


...Butler 

..Logansport... 


109.9 




134.6 


94.2 
9.6 


1 


113.4 


Chili 


...Peru 






9.9 


Montpelier.. 
Clark June. 


..Clark June... 
..State Line 


149.7 




190.1 




5-7 1 

11.8 ! 


6.7 


State Line ... 


..W. I. June... 






11.8 




les East 










Total Lii 


1161.7 


109.8 


63.9 


26.6 


1361.9 


397.7 


1769.6 
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LINES WEST OF THB MISSISSIPPI RIVBR. 



Description of Lines. 



I 






9X 

as 



St. Louis — 
Union Depot. Tayon av.. 
Tayon av Harlem ... 

Harlem Kansas City 

St. Louis- 
Franklin av...N. Market St 
Carr st Ferguson.... 

Moberly Ottumwa.... 

Ottnmwa. Harvey 

Harvey Des Moines. 

Brunswick Chillicothe. 

Chillicothe Pattonsburg 

Centralia. Columbia 

Salisbury Glasgow .. 

Ezcello Ardmore.. 



0.6 



274.8 



1.5 



1.5 

10.8 

131.2 



38.2 
41.4 
21.6 



15.5 
6.2 



Total Lines West.. 
Total Lines East.... 



440.0 
1161.7 



101.2 
109.8 



0.5 

274.8 
1.5 



43.4 



10.8 
131.2 
38.0. 
43.4 
38.2 
41.4 
21.6 
15.5 



40.0| 
63.9 



Total All Lines.. 



1601.7 



211.0 



43.4 
26.5 



103.9 69.9 



121.9 
3.4 

1.5 
37.1 
10.9 



5.8 
2.9 
4.6 
1.2 
0.8 
9.3 



0.5 

396.7 

4.9 

1.5 
47.9 
142.1 
38.0 
49.2 
41.1 
46.0 
22.8 
16.3 

9.3 



616.91199.4 
1361.91397.7 



816.3 
1769.6 



1978.8 697.1 



2676.9 



Note.— The line from Albia to Harvey, 23.4 miles, is not now being 
operated, and the mileage is not included above. This is part of the Des 
Moines & St. Louis Railroad, and belongs to the Purchasing Committee. 

Note. — In addition to the above, this Company has a trackage 
arrangement with the Missouri, Kansas & Texas Railway Company, 
whereby it runs its passenger trains over the track of that road between 
Hannibal & Moberly, Mo., a distance of seventy (70) miles. 

The Main Track mileage shown in the foregoing state- 
ment is located as follows : 

MUes. 

In Michigan 80.6 

In Ohio 114.9 

In Indiana 436.6 

In lUinois 731.0 

In Missouri 492.2 

In Iowa. 124.7 

Total 1,978.8 
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CONSTRUCTION. 

The new line between Chicago and Detroit, over the 
Chicago <fe Montpelier R. R., from Montpelier to Clark Junc- 
tion, 149.7 miles, was opened for freight traffic April 30th, 
1893, and for passenger trains. May 14th, 1893, since which 
date the increased passenger traffic consequent upon the 
World's Fair, as well as the ordinary business of the line, 
has been handled uninterruptedly and without accident 
Reference was made in a previous Annual Report to the 
advantages to be derived from the construction of this line, 
and the following particulars as to its physical character- 
istics will bear out those predictions, so far as may be judged 
from an operating standpoint : 

MONTPBLIBB JUJfCmON TO CLARK JUNCTION. 



Level 42.71 Miles. 28 per cent. 

5 feet per mile 10.66 ** 07 ** 

10 feet per mile 15.32 «* 10 " 

15 feet per mile 21.87 " 16 '* 

20 feet per mile 17.12 " 12 ** 

25 feet per mile 10.17 " 07 ** 

26.4 feet per mile 30.36 " 21 ** 



▲LIONMBNT. 



Tangent 136.523 Miles, 

30' Curve 

60' Curve 

P 

1° 17' 

r 20' 

V W 

P 40' 

'2« 00' 

3^ 00' 



56.523 Miles. 


92.2 


per cent 


.379 


(( 


0.3 


ii 


.603 


(( 


0.4 


(( 


6.690 


tt 


4.0 


(i 


.120 


it 


0.1 


<« 


.610 


(( 


0.3 


(( 


.263 


(t 


0.2 


li 


.262 


a 


0.2 


t( 


3.229 


it 


2.1 


(1 


.276 


(« 


0.2 


it 



Total Curvature 7.8 per cent. 
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There were purchased from the proceeds of sale of 
Detroit <fe Chicago Extension bonds, the following rolling 
stock: 

12 Passenger Engines. ' 

8 Ten-wheel Freight Engines. 
5 Switch Engines. 
8 First Class Ck>aches. 
8 Second Class Coaches. 
8 Baggage Cars. 
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EARNINGS AND EXPENSES. 



1 

1 1892-98. 

1 


1891-92. 


Increase. 




Gross Eamingrs 


$14,220,444 24 
10,807,604 41 
8,412,889 88 

76.00 

97,624 04 
6,718 81 
1,806 73 


814,389,381 18 
10,882.626 96 
3,666,804 18 

76.28 

87,606 96 
6,661 86 
1,866 60 




$168,886 89 
24,922 64 
148,964 35 

$49 86 


Operating Expenses 

Net Eamingrs 




Per Cent Operating Bxpen- 1 
ses to Earnings S 

Gross Earnings per Mile 

Operating Expenses per) 

Net Earnings per Mile 


.72 

$17 00 
66 96 



BARNINOS. 





Per 
Cent. 


1892-98. 


Per 
Cent. 


1891-92. 


Increase. 


Decrease. 


Freight 


67.68 
26.02 
2.86 
2.68 
1.82 


$ 9,617,688 18 

8,668,682 68 

404,704 70 

880,988 44 

258,682 29 


68.11 < o.MO.Mfl fift 


$67,604 26 
18,486 39 
26,047 65 


$188,880 86 


Passenger 


24.88 
2.68 
2.47 
2.41 


3,601,088 87 
886,218 81 
864,888 89 
846,217 08 


Mails 




Expresft ....,., 




Mf"celianeous 


87,684 74 




Total 




$14,220,444 24 




$14,889,881 18 




$168,886 89 











EXrENSBS. 





Per 
Cent. 


1892-98. 


Per 

Cent. 


1891-92. 


Increase. 


Decrease. 


Conducting T r a n s- j 
portation s 

Motive Power 


41.70 

27.14 
17.90 
10.77 
2.49 


$ 4,606,668 04 

2,982,827 80 

1,984,708 69 

1,168,601 60 

280,813 88 


41.71 

26.09 
17.88 
11.89 
2.48 


$ 4,618,069 42 

2,826,892 26 

1,986,902 62 

1,287,646 68 

268,496 12 


$106.486 64 
6,817 26 


$ 11,481 88 


Maintenance of Way... 

Maintenance of Cars 

General Expenses. 


2,199 06 
124,044 08 


Total 




SlO.807.604 41* 


$10,832,626 95 




$24,922 64 
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The increased cost of $106,435.54 in Motive Power 
Department, as compared with the previous year, is almost 
entirely embraced in two items — 

Repairs of Freight Locomotives 152,410 86 

New Freight Locomotives 48,780 00 

The balance of the amount is expense consequent upon an 
increased engine mileage. 

The hard service given engines in construction work on 
the new line, made necessary a larger expenditure for 
repairs than usual to keep our power up to the standard of 
efficiency, and the charging into the same account of an 
amount expended for completion of engines, building of 
which was commenced and partly included in the accounts 
of the previous year, explain the increase reported. 



TRANSPORTATION. 



FREIGHT TRAIN SERVICE. 1892-98. 1891-92. 

Average Loaded Cars moved per day 3,583 3,565 

Average Empty Cars moved per day 1,614 1,631 

Average Loaded and Empty Cars moved per 

day 5,197 5,196 

Average Loaded Cars moved per year. 1,307,795 1,301,225 

Average Empty Cars moved per year 589,110 595,315 

Average Loaded and Empty Cars moved per 

year 1,896,905 1,896,540 

Average Loaded Cars moved per train 15.1 15,3 

Average Empty Cars moved per train 6.4 7.0 

Average Loaded and Empty Cars moved per 

train 21.5 22.3 

Average Miles made by each train per day 88.0 88.2 

Average Miles made by all trains per day 20,856 20,560 
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FBBIQHT TRAIN SBRVIOB.— OmMntMd. 1892-98. 1891-92. 

Average Miles made by Loaded Cars per train 

per day 1,331 1,353 

Average Miles made by Empty Cars per train 

per day 661 629 

Average Miles made by all Cars per train per 

day 1,892 1,982 

Number Wabash Cars in Service (exclusive 

of work trains) 12,610 12,749 

Average Wabash Cars on other Roads per day 4,649 4,509 

Wabash Cars on Wabash R. R., Miles run per 

Car per day 24.8 27.6 

Wabash Cars on Foreign Roads, Miles run per 

Car per day 18.1 21.3 

Average Foreign Cars on Wabash R. R. per 

day 6,494 4,995 

Average Miles run by Foreign Cars on Wabash 

per Car per day 43.9 48.1 

Total Wabash Loaded Car Mileage for year... 48,212,668 54,668,262 
Total Foreign Loaded Car Mileage for year... 66,928,368 60,617,363 
Total Miles made by all Loaded Cars per 

year 115,141,026 116,075,615 

Total Wabash Empty Car Mileage 23,963,300 28,624,881 

Total Foreign Empty Car Mileage 24,684,696 25,143,488 

Total Mileage made by all Empty Cars 48,647,996 63,668,369 

Grand Total of Car Mileage for the year 163,789,022 168,743,984 



PASSENGER TRAIN SERVICE. 

Total Passenger Trains handled for year. 43,496 41,286 

Average Passenger Cars handled per year..... 220,096 211,182 

Average Passenger Trains handled per day... 119 113 

Average Passenger Cars handled per day 603 677 

Average Passenger Cars handled per train 6.1 5.1 

Average Miles per train per day 112 114 

Average Miles all trains per day 13,228 12,882 
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MOTIVE POWER AND MACHINERY. 



LOCOMOTIVB BQUIPMBNT. 



Constraotioii. 



On Hand 
' July 1, »W. 



Bolder 
Scrapped. 



Bniltor 
Pnrohased 



On Hand 
Jnne80,'98. 



Locomotives 

New Engine Tanks Built... 
New Tender Trucks Built .. 
New Tender Frames Built.. 



400 



•28 

4 

72 

43 



426 



^Included in the above statement are twenty-five new engines, which were 
porohased with the proceeds of sale of ** Detroit A Chicago Bxtension," bonds, 
and are covered by that mortgage. 



RBPAIB8. 

1892-96. 1891-92. 

Locomotives built and rebuilt 66 57 

Locomotives receiving light repairs 331 236 

Locomotives receiving heavy repairs 204 213 

Locomotives receiving general repairs 146 111 

Total 747 617 



ENOINB MILBAOB. 





1892^98. 


1891-92. 


Increase. 


Decrease. 


Passenger 


4,882,514 
8,452,051 
2,939,407 

635,212 


4,825,838 
8,307,110 
2,776,851 

295,031 


56,676 
144,941 
162,556 

340,181 




Freight 




Switch 




Work Train and 
other service 








Total 


16,909,184 


16,204,830 


704,354 
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EXPENSE OF OPERATING LOCOMOTIVES. 



1803-88. 



1891-92. 



Increase. 



Decrease. 



Stores 

Fuel (Coal and Wood).. 
Engineers and Firemen 
Wiping and Dispatch- 
ing 

Total 



I 366,831 

213,134 

50,143 

799,927 

1,039,060 



142,004 58 



\ 333,563 81 

169,591 61 

47,049 56 

773,541 12 

1,003,510 04 

138,871 01 



33,267 95 
43,543 35 
3,094 24 
26,386 55 
35,550 62 

3,133 57 



$2,611,103 43 



12,466,127 15 



1144,976 28 



CkWT FSB 100 MiLBS Buif . 





1882-08. 


1801-02. 


Increase. 


Decrease . 


For Reoairs 


13 42 
29 
4 73 
6 18 
084 


13 11 
029 
4 77 
6 23 
86 


10 31 




Stores 




Fuel./ 




1 04 


Engineers and Firemen... 
Wiping and Dispatching.. 




05 




02 






Total 


115 46 


115 26 


1020 









1802^08. 1881-02. 

Total engine mileage 16,909,184 16,204,830 

Average miles per engine in service for year 47,364 46,498 

Average monthly mileage per engine in service ... 3,945 3,869 

Total tons of coal consumed 725,270 667,986 

Average cost per ton of coal on tender $113 $116 

Average miles run to one ton of coal 23.3 24.3 
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MAINTENANCE OF WAY. 

NKW STEEL BAIL LAID. 





1892-93. 


1891-92. 


Increase. 


Decrease. 


No. Tons 63-lb. Rail 


10,725 
2,421 


8,347 
5,485 


1,378 




No. Tons 70-lb. Rail 


2.064 








Total 


13,146 
129 


13,832 
133 




686 


Miles New Rail Laid 




4 









MISCELLANEOUS WORK. 





1892-98. 


1891-92. 


Increase. 


Decrease. 


No. Cross-ties laid. Main 
track 


686,160 

108,777 

393 

116.8 

22.8 

133.8 

203.0 
20.5 


582,773 

74,514 

464 

134.5 

14.7 

142.3 

148.7 
45.3 


103,387 
34,263 




" Cross-ties laid. Side 
track 




*' Set Switch-ties put 
in 


71 


*' Miles track ballasted 
(stone, gravel, etc.) 

** Miles Siding Built... 

" Miles Fence Rebuilt. 




17.7 


8.1 




8.5 


*' Miles Old Fence Re- 
paired 


54.3 




** Miles Ditching 


24.8 







BRIDGES AND BUILDINGS. 



Cost. 



No. of feet Trestles and Bridges 18924». 1891-92. 1892-98. 1891-92, 

rebuilt and repaired 114,893 116,229 $184,588 66 $287,445 83 

Buildings rebuilt and repaired 270,196 04 169,136 97 

Total $454,754 70 $456,582 80 
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EXTRAORDINARY RENEWALS AND IMPROVEMENTS. 



Station. Bridges. Amoant. 

Soath Whitley, Ind. — Trestle and bridge over Spring Creek..! 4,174 75 

Riverton, 111. — Bridge over Sangamon River 15,175 74 

Decatur, 111.— Bridge over East Sangamon River 8,852 67 

Kinderhook, 111.— Bridge over McCranie Creek 8,752 70 

Chillicothe, Mo.— Trestle and bridge, E. Grand River 4,960 13 

Bloomfield, Iowa.— Trestle bridge over Fox River 3,207 10 

Carbon, Iowa.— Trestle bridge 2,567 75 

Harvey, Iowa. — ^Trestle bridge over Des Moines River 5,181 23 

Salisbury, Mo.— Trestle bridge Chariton River 3,923 85 

Glasgow, Mo.— Trestle bridge 3,199 11 



DEPOTS, BUILDINGS, ETC. 

Location. Amonnt. 

West Point, Ind.— Depot I 1,184 64 

Forrest, 111.— Depot, office, etc., (destroyed by fire and 

renewed) 5,943 33 

Chicago, 111.— Scale and office 1,059 51 

Chicago, 111.— 16th Street dock and house rebuilt 6,327 30 

Chicago, 111. — New derrick for freight house 671 73 

Pittsfield, 111.— Depot 2,139 23 

Pittsfield, 111.— Engine house 505 27 

Carrollton, Mo. — Depot (destroyed by fire and rebuilt) 2,190 68 

Chillicothe, Mo. — Depot (destroyed by fire and rebuilt) 3,459 65 

Randolph, Mo.— Engine House (destroyed by fire and 

rebuilt) 3,847 09 

St. Charles, Mo.— Water tank rebuilt 1,358 35 

St. Louis, Mo.— Franklin Avenue freight house 107,786 71 



MISCELLANEOUS. 

Location. Amount. 

Alvordton, Ohio, — Interlocking crossing with C. J. & M. 

Wabash proportion I 3,325 00 

Romulus, Mich. — Interlocking crossing with F. & P. M. 

Wabash proportion 1,662 50 

Amount expended for river protection along the Missouri 

River 16,880 80 
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MAINTENANCE OF CARS. 

CAB BQC{PMKNT. 





On 
hand 


and 
Pur- 
chased. 


De- 
stroyed 

and 
changed. 


On 

hand 

June 80, 

1898. 


PA88BNQER. 
Official 


4 

2 

5 

112 

26 

38 

2 






4 


Pay 






2 


Dining 






5 


Coach 


16 




128 


Combination 




26 


Chair 






38 


Parlor 


3 
3 
8 
3 




5 


Caf6 




3 


Bamraire 


63 
12 

5 
19 

5 


4 


67 


Basnrafire and Mail 


15 


Bafirsrasre. Mail and Passenfirer 




5 


Postal 


1 


1 


19 


Pacific Express 


5 




t 




Total Passenger 


293 


34 


5 


322 






FREIGHT. 

Box 


6,992 

1,282 

4,181 

32 

150 

100 

127 

64 

6 

9 

8 

4 

223 


35 


561 

85 

236 


6,466 


stock 


1,197 
4,652 


Coal and Flat 


707 

1 


Furniture 


33 


Fruit 




150 


Refrifirerator 






100 


Cinder and Stone 




75 


2 

1 


200 


Tool and Work 


63 


Pile Drivers 


2 

1 


8 


Derricks 


1 


9 


Cable Cars 


8 


Ice Cars 






4 


Caboose 


7 


8 


222 






Total Freight 


13,178 
293 


828 
34 


894 
5 


13,112 


Total Passenfirer 


322 






Total Car Fauinnient 


13,471 


862 


899 


13,434 
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CARS REPAIRED. 





Passenger 


Freight. 


Total. 


Cars receivincr liizrht rcDairs 


416 

161 

36 

3 


26,853 

1,138 

306 

105 


26,269 
1,299 


Cars receiving heavy repairs 


Cars receiving general repairs 


342 


Cars rebuilt. 


108 






Total 


616 
3,392 


27,402 

5,168 
5,026 


28,018 

8,560 
8,502 ^ 


Number new wheels used 1892-93 


Number new wheels used 1891-92 


3,476 





There were purchased from Car Companies during the 
year: 



3 Parlor Cars. 
16 Coaches. 

8 Baggage Cars. 

3 Caf6 Cars. 
25 Box Cars. 



500 Coal Cars. 
200 Flat Cars. 
74 Dump Cars. 
1 Derrick. 



And built in Company shops: 



1 Postal Car. 

2 Pile Drivers. 

1 Furniture Car. 
7 Caboose Cars. 



10 Box Cars. 
7 Coal and Flat. 
1 Dump Car. 



In the above statements are embraced 8 Baggage Cars, 8 
first class and 8 second class Coaches, which were purchased 
with the proceeds of the " Detroit & Chicago Extension " 
Bonds, and are covered by that Mortgage. 
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TELEGRAPH DEPARTMENT. 

1882-98. 1891-92. 

Total No. Miles of Road with Telegraph Line 1,979 1,923 

Total No. Miles of Wire assigned to this Company 5,130 4,629 

Total No. Miles of Wire assimed to Telegraph CJo 7,304 7,137 

Total No. Miles of Wire used jointly 555 555 

Total Miles of Wire 12,989 12,321 



NEW WORK. 



The following new work was performed in this depart- 
ment during the year under terms of contract with the 
Western Union Telegraph Company. 



No. MUes 
Wires. Boad. 



Eastern Diylsion. 

Rebuilt Line between Cecil and Fort Wayne 12 30 

Rebailt Line between Fort Wayne and Andrews 10 29 

Western Diylsion. 
Rebuilt Line between Gilmore and Mexico 10 68 6,09187 



Cost of 
Labor. 

$3,021 56 
3,796 60 



HOSPITAL DEPARTMENT. 



Contributions and other 1 
receipts J 

Expense of Operating 

Net surplus 

Excess of receipts over^ 
expenditures, June 1, > 
1884, to June 30, 1892. J 

Balance on hand, June \ 
30, 1893 / 



$61,140 26 

36,809 18 
14,331 07 

11,197 83 
26,628 90 



1891-92. 



$46,820 96 

36,643 36 
10,277 69 



Increase. 



$6,319 30 

1,266 82 
4,063 48 



Decrease. 



Number treated in Hospitals 

Number treated outside of Hospitals 

Total number of cases treated 

Number of Sureical cases treated 

Number of Medical cases treated 

Number of prescriptions filled for employees in Hos- 
pitals 

Nuniber of prescriptions filled for employees not in 
Hospitals , 

Total number of deaths 



1892-93. 

1,060 
17,867 
18,907 

1,499 
17,408 



26,269 
14 



Yours truly, 
CHAS. 



1891-92. 

1,087 
16,112 
16,199 

1,636 
14,663 



3,770 3,648 



22,878 
10 



M. HAYS, 
General Manager. 
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AUDITOR'S REPORT. 



St. Louis, Mo., August 25th, 1893. 
O. D. Ashley, Esq., 

President The Wahash Railroad Company, 

Dear Sir: — I herewith submit statements of General 
Account, and tables showing the results of operation for the 
fiscal year ending June 30th, 1893, as follows : 

A, Results of Operation. 

B, Comparative Statement of Earnings and Expenses. 

C, Income Account and Profit and Loss. 

D, Financial Exhibit. 

E, Comparative Statement of Operating Expenses. 

F, Train and Mileage Statistics. 

G, Tonnage of Articles Carried. 

JBT. Mileage Statistics for Thirteen Years. 

J. Statement of Funded Debt and Interest Charges. 

K, Statement Showing Lines Covered by the First, 

Second and Debenture Mortgages of the Wabash 

Railroad Company. 

Yours respectfully, 

D. B. HOWARD, 

Auditor, 
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THE WABASH RAILROAD COMPANY. 

Results op Opbration poe the Year ending June 30, 1893. 

1 



Tear end^ 
June 80, 1898. 



Year ending 
Jane 80, 1892. 



Gross Earnings 

Operating Expenses 

Net Eamingrs «^ 

Hiscellaneons Beoeipts— Interest, Dividends, etc., 



Joint Track Rentals and Misoellaneons Expenses, 
as per analysis below 



Taxes 



Net Receipts.. 



Net Earnings applicable to Interest- 
it nn Bonds* 



Interest on Bonds* 



Surplus 

Dividend on Preferred Debenture Bonds.., 



Net Surplus.. 



$14,3a0,4i4 3M 
10,807,804 41 



$14,889,831 18 
10,882,026 96 



$8,412,889 88 
819,828 94 



$8,666,804 18 
190,458 48 



$8,782,668 77 
818,010 88 



$8,747,257 66 
807,107 64 



$8,419,668 44 
457,868 22 



$8,440,160 02 
464,6« 16 



$2,962,285 22 
2,714,706 00 



$2,976,600 87 
2,674,125 00 



$247.580 22 
210,000 00 



$801,475 87 
210,000 00 



$87,680 22 



$81,476 87 



^Includes Rent of Eel River R. R. 



Analysis op Joint Track Rentals and Miscellaneous Expenses, 

AS ABOVE. 





Tear ending 
June 80, 1888. 


Year ending 
June 80, 1892. 


Debit Joint Track Rentals 


$470,194 25 
199,268 86 


$458,800 41 


Credit ** ** *' 


196,165 00 






Traffic Association and Miscellaneous Expenses 


$270,980 89 
42,079 44 


$260,686 41 
46,472 28 




$818,010 88 


$807,107 64 
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B 



THE WABASH RAILROAD COMPANY. 



CJOMPARATIVB StATBMBNT OP EARNINGS AND EXPBNSBS. 



BARiriNas. 



Year ending 
June 80, 1888. 



Year ending 
June 80, 1892. 



July 

Augast 

September 

October „ 

November 

December .. 

January 

February 

March 

ApHl 

May 

June 

Total Earnings 

Freight 

Passengers. 

Malls 

Express 

Miscellaneous 

Total Earnings 

Per cent of Freight Earnings to total 

** Passenger " •' 

Mail •' *' 

•* Express *• •* 

*• Miscellaneous'* •• 

Operating Expenses , 

Per cent of Operating Expenses to Earnings. 

Net Earnings , 

Per cent of Net to Gross Earnings 

Average number of miles operated , 

Average Earnings per mile 

Average Expenses per mile 

Net Earnings per mile , 



$1,116,801 74 
1,415,426 64 
1,406,148 08 
1,411,781 11 
1,186,776 09 
1,161,967 76 
1,068,829 67 
1,019,844 98 
1,186,189 26 
998,196 61 
1,110,908 98 
1,211,098 68 



$1 SO 44 
1 70 68 

1 48 04 

l.;«3,t;80 94 
1.203,960 88 
1.348,196 76 
1,128,160 25 
1,0H7,K49 62 
1,131.704 81 
1.052,*«2 54 
95.'), 388 68 
1,123,024 74 



$14,220,444 24 



$14,888,881 18 



$9,617,688 18 

8,668,682 68 

404,704 70 

880,986 44 

258,682 29 



$9,800,968 68 

8,601,088 87 

886,218 81 

864,888 89 

846,217 03 



$14,220,444 24 



$14,889,831 18 



67.68 
26.02 
2.86 
2.68 
1.82 



68.11 
24.88 
2.68 
2.47 
2.41 



$10,807,604 41 



$10,882,626 96 



76.00 



76.28 



$8,412,889 88 



$8,666,804 18 



24.00 



24.72 



1,890.0 

r,624.04 
6,718.31 
1,806.78 



1,916.8 

$7,606.95 
6,651.86 
1,865.69 
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THE WABASH RAILROAD COMPANY. 

Opbbating Expenses — ^Ybar ending June 30, 1893. 

ABSTRACT No. 1-CONDUCTING TRANSPORTATION. 



Year ending 
June 80, 1898. 



Tear ending 
Jane 30, 1892. 



Station Expenses 

Train Expenses , 

Outside Agencies, Commissions and Advertising. 

Hire of Cars 

Injuries to Individuals ~ 

Loss and Damage to Property and Goods 

Printing and Stationery 

Superintendence , 

Telegraph Expenses.. , 

Incidentals 



$1,868,788 21 

1,081,688 26 

473,921 60 

462,247 68 

97,418 10 
119,416 89 

65,284 81 
118,671 92 
211,790 66 

22,486 62 



$4,606,668 0& 



$1,882, 

1,066. 

640, 

410, 

12S, 

106, 

60, 

114, 

208; 

12, 



,818 96 
,888 66 
810 72 
883 62 
468 90 
697 68 
640 04 
436 06 
682 01 
922 87 



$4,618,089 42 



ABSTRACT No. 2— MOTIVE POWER. 



Year ending 
June 80, 1898. 


Year ending 
Jane 80, 1892. 


$1,002,216 12 

188,766 49 

781,220 10 

47,044 88 

096,426 07 

106,198 42 
180,86188 
16,067 60 
16,484 12 
67,260 89 
29,880 12 


$980,678 01 
180,468 18 
729,186 69 
46,466 01 
628,448 18 

98,776 79 
186,864 92 
10,764 31 
16,164 60 
66,688 40 
81,06184 


$2,932,827 80 


$2,826,892 26 



Wages— Engineers and Firemen 

Wage»— Wipers, Hostlers and Despatohers 

Fuel for Locomotives 

Oil, Tallow and Waste 

Repairs Locomotives ^ 

Repairs and Expenses of Engine Houses and 

Machine Shops 

Repairs and Expenses of Fuel and Water Stations.. 

Hire of Locomotives— Credit 

Watchmen 

Superintendence 

Incidentals 



ABSTRACT No. 8-MAINTENANCB OF WAY. 



Year ending 
June 80, 1898. 



Year ending 
June 80, 1892. 



Maintenance and Renewals of Permanent Way 

Repairs of Bridges ^ 

Removing Snow and Ice 

Repairs of Telegrraph 

Watchmen of Roadway and Bridges 

■Superintendence ~ 

Incidentals 



$1,601,899 28 
238,428 07 
18,011 44 
80,446 70 
66,086 79 
78,664 67 
11,217 68 



$1,428,863 80 
826,669 64 
8,726 76 
81,989 28 
68,042 91 
76,691 72 
12,180 02 



$1,984,708 69 



$1,986,902 62 
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E — Continued. 

THE WABASH RAILROAD COMPANY. 

Operating Expenses— Continued. 

AB8TBA0T No. 4-MAINTBNANCB OF CABS. 



Year ending 


Tear ending 


Jnne 80, 1808. 


June 80, 1802. 


$266,776 02 


$280,802 46 


762,978 78 


860,764 88 


18,682 60 


11,211 01 


46,240 68 


46,772 64 


80,764 66 


82,047 86 


4,702 20 


4,052 81 


41,057 40 


42,067 81 


1,606 82 


1,456 67 


$1,168,601 60 


$1,287,646 68 



Repairs of Passenger Cars 

Repairs of Freight Cars 

Repairs of Road Servloe Cars » 

Fomltare and Fixtures for Cars 

Repairs and Expenses of Car Shops and Buildings... 

Watchmen 

Superintendence » 

Incidentals 



ABSTRACT No. 6— GENBRAL EXPENSES. 



Year ending 


Year ending 


June 80, 1888. 


June 80, 1802. 


$07,40166 


$07,806 46 


28,880 02 


28,828 87 


16,654 20 


14,627 88 


24,707 81 


26,817 48 


67,684 00 


62,625 57 


10,048 60 


21.076 10 


27,04101 


18,810 82 


$260,818 88 


$268,406 12 



Salaries of General Officers and Clerks 

Rent and Expenses of General Offices 

Printing and Stationery 

Insurance 

Legal Expenses 

Expenses of New York and London Agencies. 
Incidentals 



RECAPITULATION. 



Year ending 
June 80, 1808. 



Year ending 
June 80, 1802. 



Conducting Transportation, 

Motive Power 

Maintenance of Way 

Maintenance of Cars 

General Expenses 



$4,506,668 04 
2,032,827 80 
1,084,708 60 
1,168,601 60 
260,818 88 



$4,618,080 42 
2,826,802 26 
1,086,002 62 
1,287,646 68 
268,406 12 



$10,807,604 41 



$10,882,526 05 
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THE WABASH RAILROAD COMPANY. 
Train and Mileage Statistics. 

FREIGHT. 



Year ending 
Jane 80, 1898. 



Tear endi] 
Jane 80, 18 



Tons Haaled 

Tons Haaled one Biile 

EaminflTS 

Operating Expenses - 

Average Distance each Ton haaled 

Average Earnings per Ton 

Average Expensesper Ton 

Average Rate per Ton per Mile 

Average Expenses per Ton per Mile 

Average Net per Ton per Mile. 

Train Mileage « 

Car Mileage, Loaded 

Car Mileage, Empty 

Oar Mileage, Total— Loaded and Empty 

Average Loaded Cars to a Train 

Average Empty Cars to a Train 

Average Cars to a Train— Total 

Average Load per Loaded Car— Tons 

Average Load per Car. Loaded and Empty— Tons... 
Average Load per Train— Tons 

Earnings per Train Mile 

Operating Expenses per Train Mile 

Net Earnmgs per Train Mile 

Average Earnings per Loaded Car per Mile 

Average Expenses per Loaded Car per Mile 

' PASSENGER. 

Namberof Passengers carried 

Namber of Passengers carried one Mile 

Earnings 

Operating Expenses 

Average Distance each Passenger carried 

Average Fare paid by each Passenger 

Average Expenses carrying each Passenger 

Average Rate per Passenger per Mile 

Average Expenses per Passenger per Mile 

Average Net per Passenger per Mile 

Train Mileage 

Car Mileage, indading Mail, Baggage, Express and 

Sleepers 

Car Mileage— Coaches and Sleepers „ 

Average No. all Cars to a Train 

Average No. Passengers to each Coach and Sleeper 
Average No. Passengers to each Train 

Earnings, inclading Mail, Express, etc 

Operatiiig Expenses 

Earnings per Train Mile 

Operating Expenses per Train Mile 

Net Earnings per Train Mile 

Average Earnings per Car per Mile 

Average Expenses per Car per Mile 



7,068,887 
1,409,068,482 



6,028,061 
1,890,610,161 



19,617,688 18 
7,748,066 00 



$9,800,968 68 
7,708,161 76 



200.2 MUes. 

SI 86.68 

1 10.11 

Cts. 0.688 

«• 0.660 

*• 0.188 



200.7 Miles. 

$141.47 

1 11.10 

Cts. 0.706 

** 0.664 

** 0.161 



7,667,247 



7,601,709 



U4, 702, 464 
48,888,884 
168,086,708 



116,018,482 
66,627,706 
168,641,167 



16.16 
6.89 
21.66 
12.28 
8.64 
186.20 

II 27.09 
1 02.88 
24.70 



16.88 
7.16 
22.48 
12.09 
8.26 
186.86 



$1 80.65 
1 02.68 
27.97 



Cts. 8.88 
•♦ 6.76 



Cts. 8.62 
»' 6.70 



$8,668,682 63 
8,060,648 82 



8,964,916 
177,119,066 



46.0 Miles. 
$0 90.44 
77.76 
Cts. 2.009 
•* 1.727 
•♦ 0.282 



4,805,888 



28,807,728 
17,748,822 



4.97 
9.98 
88.86 



8,826,748 
170,201,067 



$8,601,088 87 
8,129,875 19 



44.5 Biiles. 
$0 91.49 
81.78 
Cts. 2.057 
•« 1.889 
*» 0.218 



4,714,2 



28,670,909 
17,466,227 



6.00 

9.76 

86.10 



$4,414,680 71 
8,069,648 82 



$4,804,548 24 
8,129,876 19 



$0 91.871 
68.67 
28.20 



Cts. 18.47 
*• 12.80 



$0 91.81 
66.88 
24.96 



Cts. 18.26 
♦♦ 18.28 
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THE WABASH RAILROAD COMPANY. 



Tonnage op Articles Carried. 



▲BTIOLBS. 



Tear ending 
June 80th, 1898. 



Per 
Cent. 



Tons. 



Tear Ending 
June 80th, 1892. 



Per 
Cent 



Tons. 



Pboducts op Aoriouwubb:— 

Wheat 

Com 

Other Grain 

Flour , 

Other Mill Products 

Hav 

Tobacco 

Cotton • 

Fruits and Vegetables 



Products op Animals:— 

Livestock 

Dressed Meats 

Other Packing House Products. 

Wool 

Hides and Leather 



Pboducts op Minbs: — 

Stone, Sand, etc 

Anthracite Coal 

Bituminous Coal 

Coke 

Ores 



Pboducts op Fobbst:— 

Lumber 

Other Articles 



Manupaotubbs :— 

Petroleum and Other Oils 

Sugar 

Iron, Pig and Bloom 

Iron and Steel Bails 

Other Castings and Machinery. 

Cement, Brick and Lime 

Agricultural Implements 

wagons. Carriages, Tools, etc.. 

Wines, Beer and"^ Liquors 

H. H. Goods and Furniture , 



Merchandise .. . 
Miscellaneous.. 



Total Tons . 



7.44 
9.96 
8.28 
2.14 
1.51 
0.67 
0.18 
0.73 
1.58 



6.90 
1.48 
0.91 
0.06 
0.27 



2.52 
1.82 
M.67 
0.63 
0.80 



6.27 
2.27 



1.00 
0.68 
0.64 
0.70 
0.99 
2.26 
0.29 
0.20 
0.81 
0.28 

6.91 
11.98 



100.00 



628,600 
701,112 
280,606 
150,814 
106,928 

40,161 
8,884 

51,064 
111,444 



485,680 
104,247 

68,984 
6,560 

18,660 



177,186 
127,798 
1,696,272 
44,562 
20,927 



441,281 
169,660 



70,168 
48,160 
88,838 
49,060 
69,616 
158,720 
20,888 
14,071 
67,817 
16,004 

486,480 
889,656 



7,086,887 



Company ' s Freight. . 



1,148,062 



7.28 
12.69 
8.69 
2.22 
1.27 
0.66 
0.18 
0.82 
1.37 



6.94 
1.48 
1.28 
0.12 
0.29 



2.49 
1.24 
22.10 
0.85 
0.06 



6.27 
1.94 



0.91 
0.91 
0.48 
0.41 
0.88 
1.88 
0.82 
0.22 
0.78 
0.22 

6.74 
11.88 



100.00 



501,065 
879,867 
265,650 
153,972 



9,220 
56,868 
94,806 



480,746 
102,885 
86,440 



20,104 



172,584 

86,040 

1,630,720 



5,306 



434,076 
184,846 



68,140 
62,786 
83,022 
28,260 
59,400 
126,991 
22,476 
15,417 
60,346 
15,385 

466,876 
821,784 



6,928,061 



942,660 
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Freight 

Trato 

Net 

Bam- 

Ings 

PerMUe. 


$0 30.70 
87.80 
21.49 
17.17 
16.82 
87.81 
48.18 
90.12 


28.14 
88.00 
81.12 
27.97 
24.70 


Freight 

Tr^ 

Expenses 

Per MUe. 


$0 96.70 
100.70 
1 04.79 
105.88 
1 07.16 
107.80 
1 16.16 
1 14.86 


1 12.41 

04.07 

1 02.91 
1 02.68 
102.89 


Earn- 
ings 
PerMUe. 


81 27.40 
138.00 
1 26.28 
122.50 
1 22.98 
1 45.11 
1 69.88 
184.98 


185.55 
1 27.07 
184.06 
1 80.66 
127.09 




8,868,808 
8,689,680 
9,486,967 
9,612,870 
7.726,106 
6,210,422 
6,767.140 
6,968,618 


6,102,092 
7,286,082 
6,611.126 
7,601,799 
7,667,247 


Net 
Earn- 
ings 
Per Ton 
PerMUe. 
(cents.) 




0.129 
0.168 
0.170 
0.161 
0.188 


Expen- 
ses 
Per Ton 
PerMUe. 

(cents.) 


umm 


0.627 
0.479 
0.668 
0.654 
0.650 


Bate 
Per Ton 
PerMUe. 
(cents.) 




0.756 
0.647 
0.783 
0.705 
0.688 


4 


1,149,774,647 
1,247,611,820 
1,283,790,623 
1,378,842,462 
1,188,961,186 
1,101,686,716 
1,075,047,088 
1,072,298,610 


1,094,717,509 
1,480,197,882 
1,209,179,066 
1,390,610,161 
1,409,088,492 


ill 


6,806.917 
6,911,012 
6,869,666 
6,868,761 
6,658,671 
6,486,067 
6,409,801 
6,281,879 


6,267.780 
6,882,858 
6,256,064 
6,928,051 
7,086,887 


4 


8 747 30 

1.30156 

887 26 

754 48 

742 46 

1,586 84 

1,988 28 

1,809 82 


1,427 81 
1.914 19 
1.800 96 
1.865 59 
1.806 78 


Operating 
Expenses 
•Per MUe. 


$4,458 25 
3,652 49 
3,827 76 
3,896 86 
3,995 80 
4,806 62 
4,767 22 
6,014 40 


5,047 44 
6,082 11 
4,974 87 
6,651 86 
6,718 81 


1 « 


86,205 66 
4,954 06 
4,716 02 
4,660 88 
4,788 26 
6,848 96 
6,745 50 
6,824 26 


6,476 25 
6,946 80 
6.776 88 
7,506 96 
7,624 04 


MUes 
Boad 
Oper- 
ated. 


iiiiliii 

e4 00 eo CO e< M *H rH 


1.944.4 
1,922.8 
1,922.9 
1,916.8 
1.890.0 


1. 


1881 
1882 
1888 

1884 
1885 
1886 
1887 
1888 


Year 
ending 
JuneM 

1889 

1890 

1891 

1882 

1896 
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K. 

Statement op Lines Covered by the First and Debenture Mortgages 
OP THE Wabash Railroad Company. 

LINES EAST OF THE MISSISSIPPI RIVER. 

Toledo to East Hannibal 462.3 Miles. 

Bluffs to Camp Point 89.4 

Clayton to Elvaston ., 84.6 

Decatur to East St. Louis 110.2 

Auburn Junction to EfElngham. 205.4 

Shumway to Altamont 10.8 

Fairbury to Streator 81.5 

EdwardsvlUe to Edwardsvllle Crossing 8.5 

Delray (near Detroit) to Butler- 109.9 



Total Lines East 1,012.0 Miles 

LINES WEST OF THE MISSISSIPPI RIVER. 

St. Louis, Tayon Avenue to Harlem 274.8 Miles. 

St. Louis, Franklin Avenue...to Ferguson... 10.8 " 

Moberly to Ottumwa 181.2 " 

Brunswick to Pattonsburg 79.6 " 

Salisbury to Glasgow 15.5 '* 

Centralla to Columbia 21.6 " 

Total Lines West. 633.5 Miles. 

Total all Lines Covered by the First and Debenture Mortgages... 1,545.5 " 

The Second Mortgage covers all the lines east of the Mississippi River, as 
above. 

Total number of miles, 1,012.0. 

Note.— The First and Debenture Mortgages also cover the Leasehold interest 
which the Wabash Railroad Company has In the Eel River Railroad from Butler 
to Logansport, a distance of 94.2 miles, and also covers the Leasehold interests 
which the Wabash Railroad Company has in the Terminals at Detroit, Chicago. 
Hannibal, Qulncy and Kansas City, and in the Bridges at Hannibal, St. Louis and 
Kansas City. 

The Second Mortgage also covers the Leasehold interest which the Wabash 
Railroad Company has In the Eel River Railroad from Butler to Logansport, a 
distance of 94.2 miles, and also covers the Leasehold interests which the Wabash 
Railroad Company has in the Terminals at Detroit, Chicago, Hannibal and Qulncy, 
and in the Bridge at Hannibal. 

The First and Debenture Mortgages cover the lines west of the Mississippi 
River above described, subject to prior Divisional Mortgages. By the terms of 
the First Mortgage, a sufficient number of First Mortgage Bonds are reserved to 
meet, at their maturity, or whenever exchanges can be made, the said Divisional 
Mortgages covering the lines west of the Mississippi River. 



LINE COVERED BY THE FIRST MORTGAGE— 
DETROIT AND CHICAGO EXTENSIOK. 

Montpelier, Ohio.... to Clarke Junction, Ind 149.7 Miles. 
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FIFTH ANNUAL REPORT 

OP THE 

DIRECTORS 

OP 

The Wabash Railroad Co. 



For the Fiscal Year Ending June 30, 1894. 



The usual statements in detail, annexed, and forming a 
part of this report, will furnish to Stockholders and Bond- 
holders all the information essential to a correct under- 
standing of the aflfairs of the Company, not only as to the 
traflBc, its volume and profit, but as to the financial situation. 
All of these items of statistical information are presented in 
tabulated forms which give the inquirer an opportunity of 
comparing the figures, item by item in a condensed form, 
with those of the preceding fiscal year. 

The earnings, operating expenses, rentals and taxes of the 
year were as follows : 

Gross Earnings % 12,651,448 92 

Operating Expenses 9,830,380 97 

Net Earnings % 2,721,067 95 

Miscellaneous Receipts 258,862 05 

% 2,979,930 00 
Deduct balance of Rentals, Etc. 295,165 87 

Net Receipts.... % 2,684,764 13 

Deduct Taxes 497,098 48 

Net profits applicable to interest % 2,187,666 65 

Interest on Bonds and rent of Eel River R. R. 2,859,431 21 

Deficit of the Year % 671,765 56 
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Tliese figures compared with those of the previous year 
show the following changes, viz : 

In Qross Earnings, a decrease of 11,668,995 32 

In Operating Expenses, a decrease of 977,223 44 

In Miscellaneous Receipts, a decrease of 60,961 89 

In Rental Balance, a decrease of 17,844 46 

In Net Receipts, a decrease of 734,889 31 

In Taxes, an increase of 39J30 26 

In Net Receipts applicable to interest, a decrease of 774,619 67 

In Interest Charges, an increase of 144,726 21 

As the result of these changes the operations of the year 
show a deficit of $671,765.56 instead of a surplus of f 247,- 
580.22, derived from the traflic of the fiscal year ending 
June 30, 1893, or a total difference in profit of $919,345.78. 

The causes of this unsatisfactory result are too well known 
to require extended explanation, A period of extraordinary 
business depression, beginning in the Spring of 1893 and 
embracing the entire year covered by this report, has had a 
paralyzing effect upon all of the industrial as well as trans- 
portation interests of the country. It came upon the busi- 
ness community unexpectedly, because the usual conditions 
of a commercial crisis were lacking, and because the financial 
situation threatened no disaster, so far as a superabundant 
supply of capital and very low rates of interest indicated the 
situation. Neither over-trading, reckless speculation, or 
undue expansion of credit, which are the usual precursors of 
a business crisis, were visible even to careful students of 
economical science, practically applied. Consequently the 
sudden paralysis which struck the transportation and other 
business interests in the early part of 1893, and which 
lingered until mid-summer of the present year, found rail- 
way managers somewhat unprepared for such a calamitous 
visitation. It came, too, at a time, when in anticipation of a 
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large increase of passenger traflSc for the World's Fair, every 
railway company which had reason to expect an unusually 
large demand for rolling stock, to move conveniently and 
rapidly the throngs of visitors to and from Chicago, had 
found it necessary not only to maintain the usual operating 
force, but to add to it, in the ratio of the anticipated increase, 
and for similar reasons to add largely to the rolling stock, 
thus to be employed. These circumstances interfered 
seriously with the economies which the great shrinkage in 
the volume of freight urgently demanded, and it was not 
until the Winter of 1893-94 that eflTectiye measures could be 
introduced, to meet the changed conditions of the period. 

Beginning with the early months of the present calendar 
year, the operating expenses of The Wabash Company have 
been largely reduced, and the excellent physical condition 
of our lines will permit a continuance of these economies for 
some time, but they had not been long enough in operation 
to be of any material benefit to the fiscal year under con- 
sideration in this report. 

In addition to the business stagnation which was general 
in its effect upon the entire railway system of the country, 
the Wabash shared, with other lines in the Middle- Western 
States, in the injurious consequences of the coal strike, which 
originating in Pennsylvania, extended the field of its 
influence through the bituminous coal districts of Ohio, 
Indiana, Illinois and Missouri by "sympathy," which seems 
to be in the coal mining interpretation of that word, the 
equivalent of compulsion, as no grievance existed in the 
States named. The details of this singular strike, as well as 
a statement of the railway strike which followed in July, will 
be found in the report of Vice-President and General Man- 
ager Charles M. Hays, hereto annexed. The railway strike. 
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which nearly paralyzed operations on the Wabash, during 
the first two weeks in July, properly belongs to the record of 
the next fiscal year, but its consideration as a fiactor in rail- 
way matters will be useful and timely, while the circum- 
stances are fresh within the memory of the people. 

The effect of the coal strike was to stop the movement of 
this important product from the numerous mines upon the 
Wabash system, during the months of May and June, and 
as the tonnage of this product constituted nearly 23 per 
cent of our total tonnage in the previous year, the Company 
was deprived of that traffic in the months named, as well as 
of the tonnage in products of the industrial works upon the 
line, which were obliged to stop operations for want of fuel. 
In addition to this serious loss, the CJompany was obliged to 
pay the advanced price of coal, in order to continue the 
movement of trains ; these advanced prices nearly quadrup- 
ling the usual price of our fuel, and subjecting the CJompany 
to a heavy loss, which serves to swell the aggregate of ope- 
rating expenses. Another serious addition to these expenses 
resulted from the unfortunate accidents to two of our pas- 
senger trains. These last items neutralized any profit the 
CJompany might otherwise have derived from the large pas- 
senger traffic of the last six months of 1893. 

These are the conspicuous features of the year embraced in 
this report. It has been an exceptional year of depression 
and disaster, finding no parallel in the last decade. It is not 
to be supposed that men of ordinary intelligence will regard 
the experience of such a year as any fair criterion of the 
value or earning capacity of railway property, but these 
explanations may serve to aid the conclusions of calm and 
deliberate judgment. 
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In view of the remarkable statements recently made, as to 
the accounts of a prominent railway company, and in regard 
to the hasty criticisms of railway "book-keeping" in this 
country, it will not be out of place to discuss this subject dis- 
passionately, in connection with the accounts presented here- 
with. 

Without entering into the merits of the case to which such 
notoriety has been given, it is in point to observe that no 
formal or detailed report has yet been made by the examin- 
ing auditor. Until this report is presented, it is but simple 
justice to suspend judgment, especially when a question of 
the proper distribution of accounts is involved. Meanwhile 
it is not necessary to condemn systems of book-keeping, 
which are not at fault, even if the case as imperfectly 
reported is fully confirmed. As a matter of fact, it is not a 
system of book-keeping which is on trial, but the method of 
making use of the system. It is quite possible a system 
may be excellent, while, at the same time, the arrangement 
and distribution of items to the various accounts may be 
defective or improper. Double entry book-keeping is 
governed by the same principles everywhere, whether in 
mercantile or transportation affairs, but the persons who 
supervisie and direct the entries often differ honestly on this 
subject. In England a practice prevails of charging to 
"Cost of Road" all, so-called, betterments, whether such 
betterments add to the earning capacity of the road or not, 
and to capitalize .the increase by the issue of interest- 
paying debentures. This practice would not be popular 
here, although it may find some justification in the broad 
proposition that improvements in construction and increase 
in motive power and rolling stock should be entered as a 
part of the cost of the property, and not be a charge upon 
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income. Thus, in many cases, dividends are maintained, 
when if income had been made to bear the burden, a 
reduction must have taken place. 

The same method formerly obtained, and even now 
exists to a limited extent, in keeping an open "Construction 
Account," which has often been made to absorb charges 
belonging properly to operating expenses, under the head of 
"Maintenance and Repair.'* These methods are not dis- 
honest, but they lead to a delusion which is finally exposed 
by the accumulation of debt, which then presents its 
superior claim upon income. 

The practical question as to railway accounts is, whether 
they represent the actual earnings, expenses and profits, and 
whether the condensed balance sheet gives a true statbment 
of the assets and liabilities of the company, or whether they 
present the details in such a way as to confuse all except 
expert accountants. If these accounts are manipulated, for 
the purpose of deception, it is not the system of book-keeping 
which calls for criticism, but the method of the auditor or 
that of his superior in oflSce, who may direct the entries. 

By way of illustration, we first examine the statement of 
Income Account, as given in the first part of this report, and 
we find that the operations of the year, after deducting all 
fixed charges, have resulted in a net loss of $671,765.56. 
Turning to Profit and Loss Account, among the 
Auditor^s tables, we find that item there debited. Next, 
turning to the condensed balance sheet — called "Financial 
Exhibit" by the Auditor — we find a balance to the debit of 
that account, which has thus absorbed the deficit and lost 
its former credit balance. Taking from the balance sheet 
the debit items of cost of road and this profit and loss 
balance, we have for supposed, available assets the sum of 
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$3,599,020.80, while on the credit side of the sheet, after 
deducting the funded debt and capital stock, we have 
apparent current liabilities of $3,575,877.94, which would 
leave an apparent net surplus of $23,142.86, over all 
unfunded liabilities. This would appear to be a favorable 
statement, but, as a matter of fact, the following items would 
be wholly unavailable, viz : 

Montpelier & Chicago construction 1376,117 96 

Chicago & Western Indiana Sinking Fund 267,328 44 

$643,446 40 
Which would change the surplus of $ 23,142 86 

To a deficit of « $620,303 54 

On the other hand, the amount given as the sum of 
current liabilities contains items of interest and taxes accrued, 
but not due, to a large amount, some of these payments not 
maturing until the Spring of 1895. 

Of the deductions made in the foregoing calculation, the 
charge to the Montpelier <fe Chicago Extension cannot be 
recovered and the item must be carried to the debit of 
Profit and Loss. This expenditure in excess of the careful 
estimates of the cost of construction of this line, was largely 
due to unexpected diflSculties met by the contractors in 
"sink holes," and the extra expense of bridges and abutments 
to avoid crossing other railways at grade. It may be added, 
that the new line is much more complete in substantial 
construction, width of road-bed, turn-outs, sidings and 
fencing, than roads generally when turned over by the 
contractors. The practical operation of the line confirms 
the belief that these solid advantages in construction have 
been judiciously acquired. The new line has, thus far, 
proved the wisdom of the undertaking, not only in shorten- 
ing the distance between the large and rapidly growing 
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cities between which it is an important link, but on account 
of its opening up a fertile, well-settled section of the country 
which will eventually contribute materially to the traflSc of 
the Wabash system. 

The item of $267,328.44 is deducted because, although a 
good asset as a part of the cost of the Chicago terminals — 
of which this Company owns one-fifth part — it will not be 
available for many years, and even then would be covered 
by the mortgage liens. 

It is now stated for the information of Stockholders and 
Bondholders, that the actual available assets of the Wabash 
Railroad Company, not covered by any mortgage and repre- 
sented nominally by the "Investments in stocks and bonds," 
and the item of $392,659.36 debited to the "Purchasing 
Committee," embrace available assets largely in excess of 
those debits. 

At a conservative valuation, the assets in "Investment 
Account" added to the securities held by the Purchasing 
Committee would reach an aggregate of over $3,000,000, so 
that, deducting the debits now against those accounts, the 
Company actually owns and controls good assets to the 
amount of at least $2,000,000, which do not appear upon the 
balance sheet, in excess of all floating liabilities. Many of 
these securities can be sold in the near future, but are not to 
be pressed upon an unwilling market. This statement is 
due to Bondholders and Stockholders, who may have been 
disturbed, if not alarmed, by the depressed business and 
diminished profits of the fiscal year just closed. 

The actual floating debt of the Company at the close of 
the fiscal year, excluding vouchers which are of a perma- 
nently floating character, and the long-date car notes which 
by monthly payments are charged to operating expenses, 
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was $250,000, which represents the only money ever 
borrowed by the Company up to that date, since its 
re-organization in 1889. 

The funded debt shows an apparent increase in first 
mortgage bonds, but this is ofl&et by bonds which have been 
exchanged, and which are held in suspense until the 
exchanges can be completed. In point of fact, there has 
been no increase in funded debt, or in the cost of road as 
compared with the statement made in our last annual 
report. The tables given by the Auditor will furnish all 
necessary information to Stockholders, and can be easily 
supplemented by particulars and explanations, if required 
by those who give such accounts critical examination. 

Notwithstanding the strike of the trainmen in July, which 
made severe inroads on the net profits of that month, there 
are very substantial reasons in favor of the expectation of a 
prosperous year. Business is steadily reviving and the 
traflBic returns in August, although comparing with a period 
of large passenger traffic, incidental to the travel attracted 
by the World's Fair in Chicago, show a fair gain over the 
corresponding period of last year. The corn crop on the 
lines of the Company, from Toledo to Kansas City, promises 
well, and in Illinois and Missouri it is mostly in superior 
condition. In view of the damage to the crop in Iowa, 
Nebraska and Western Kansas, this is fortunate, and the 
higher market price of the cereal should influence its early 
shipment to the Lake ports and the Seaboard. 

With the exception of those who deserted the Company 
during the recent strike, the management has reason to 
commend its officers and employees for faithful and efficient 
service, and this is gratefully acknowledged. As to the 
misguided men who have left the employment of the 
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Company, under such discreditable circumstances, it is a 
matter of serious regret on the part of the officers, that they 
should have voluntarily abandoned good positions without 
having presented a grievance or given proper notice of their 
intention to leave. While feeling sympathy for them under 
even self-inflicted troubles, it is not out of place to say here, 
that the recent lesson proves that coercion is the most 
ineffective method which the laboring classes can adopt to 
improve their condition. 

By the death of Mr. France Chandler, our General 
Passenger and Ticket Agent, recently announced, this 
Company has lost a faithful, intelligent and respected officer. 
His merit and superior qualifications for the important office 
he filled, for so many years, are cheerfully acknowledged. 

For the Directors, 

0. D. ASHLEY, 

Pre^dent. 
New York, Sept. 11, 1894. 
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REPORT 



OF 



VICE-PRESIDENT AND GENERAL MANAGER. 



Mr. O. D. Ashley, 

PreaideTit: 

Dear Sir. — The fiscal year just ended, the results of the 
operations of which are set forth in the accompanying state- 
ments, may be regarded as having been the most trying in the 
history of the reorganized Wabash road, and is notable for the 
prevalence to an unusual degree of light traflSc, low rates 
and labor troubles. The condition in which the property is 
now found, both physically and financially, bears encouraging 
evidence as to its resources and recuperative powers. 

PASSENGER TRAFFIC. 

While the increased earnings on passenger traflSc conse- 
quent upon World's Fair travel were $677,079.52 for the 
period July 1st to November 30th, inclusive, they were oflset 
by a decrease in passenger earnings of $295,751.50 for the 
remainder of the year. The continued decrease in earnings 
from this source, not only in comparison with 1893, but also 
with 1892 and 18^1, confirms the belief expressed by many 
previous to the opening of the World's Fair that the low 
rates then made would result in concentrating and antici- 
pating travel which would otherwise have been carried at 
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regular rates and without the expense and risk of extra 
service, so decreasing the earnings from passenger business 
for a period of some considerable length after the close of the 
Fair. We were not so fortunate as to escape the accidents 
so prevalent during that period of the World's Fair when 
travel was heaviest, and the accidents to passenger trains at 
Kingsbury, Indiana, and Nameoki, Illinois, decreased the 
anticipated profits from the passenger business. All of the 
cases in connection with these accidents have been settled 
on favorable terms, with the exception of two or three now 
in process of negotiation or pending decision of suits 
brought. The increase in the item of personal injury 
account in statement of expenses of $44,340.24 over the 
preceding year is chargeable to these casualties. 

FREIGHT TRAFFIC. 

During the period from 'December 7th to January 1st, th^ 
rate on grain and grain products on that portion of the line 
in what is called Central Traffic Association territory, and 
covering the business handled between St. Louis and Toledo, 
Detroit and Chicago, and Chicago to Detroit, which is 
usually on the basis of twenty-five cents per hundred, 
Chicago to New York, was reduced to twenty and fifteen 
cents. January 1st the rate was restored to twenty -five cents 
per hundred, and on February 27th again reduced to the 
basis of twenty cents, which rate, twenty per cent less than 
formerly, is still in eCFect. As ordinarily grain and grain pro- 
ducts constitute about twenty-five per centum of the tonnage 
carried, the bad eflfect on earnings from this source has been 
very pronounced. The earnings in the territory covered by 
our lines west of Chicago and St. Louis were also seriously 
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affected by reduction between those points and the Missouri 
river from seventy-five and fifty-five cents per hundred, from 
Chicago and St. Louis respectively, to thirty-five and fifteen 
cents on first class, with corresponding reductions on all other 
classes. These rates were in effect from May 10th up to and 
including May 28th, when they were by agreement of lines 
interested restored to the former basis. 

CX)AL STRIKE. 

The coal strike, so far as the mines located on the lines of 
this road are concerned, was purely of a sympathetic 
character. It began with the month of May and extended 
to the first of July, resulting in a decrease in commercial 
coal handled from mines* on the Wabash Railroad within 
the States of Illinois and Missouri, of 127,374 tons in Illinois 
and 37,726 tons in Missouri, as compared with the same 
months of the previous year. As the scarcity of coal resulted 
in the closing of many industries it undoubtedly added 
largely to the loss in earnings. The cost of coal to the 
Company, which had previous to that time averaged $1.05 per 
ton on the engine for the System, averaged for the months 
named $3.75 per ton. It has not been considered equitable 
to charge this increased cost of fuel to the two months in 
which it occurred, and it will, therefore, be charged out 
proportionately over the six mouths ensuing from July 1st. 

ST. LOUIS, KEOKUK & NORTHWESTERN RAILWAY RENTAL. 

The St. Louis, Keokuk & Northwestern Railway, which, 
since September 15th, 1888, has used our lines between St. 
Peters and St. Louis, thirty-two miles, on payment of an 



Digitized by VjOOQIC 



43 ^^ 



— 16 — 

annual rental approximating $150,000.00, and their wheelage 
proportion of maintenance and operation, having completed 
their own entrance into St. Louis, terminated the former 
arrangement eflTective March 17th, 1894, since which date, and 
pending the completion of connection between the Merchant's 
Terminal and the Union Station tracks, they have used our 
tracks only for their passenger trains, and at a very largely 
reduced rental. The decreased credit to income account from 
this source is shown m the detailed statement of income 
account The loss of the credit obtained in operating 
expenses on that portion of the line formerly used by them 
has been but slightly oflfeet by the opportunity their cessa- 
tion of use aflforded for a reduction of expenses. 

MONTPELIER A CHICAGO RAILWAY. 

With this fiscal year closes the first entire year covering 
the operation of the Montpelier & Chicago road, and in 
considering a comparison of the operating expenses for the 
period covered by this report with those of the previous year, 
it must be borne in mind, that they embrace the entire 
expense for maintenance and operation of this 150 miles 
of additional line, as compared with a wheelage proportion of 
similar expenses, — averaging 25 to 30 per cent of the entire 
expenses, — for maintenance and operation of the line during 
the corresponding period of the previous year, when we were 
using the Chicago & Erie tracks between Laketon Junction 
and Hammond. Eventually the earnings from local business 
on the new line, from which we were excluded in our con- 
tract for the use of the Chicago & Erie tracks, will, it is 
believed, more than offset the increased cost of operation. 
The earnings from this source, will make a better showing 
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for the ensuing year than last year, as not only has the yield 
of crops in that territory been much better, but the needed 
facilities for handling the business, such as elevators, ware- 
houses, track scales, etc., are now practically completed. 

AMERICAN RAILWAY UNION STRIKE. 

While the recent American Railway Union strike occurred 
so late in our fiscal year as to have but little if any effect on 
the financial results embraced therein, the loss in earnings 
chargeable thereto in the year upon which we are just 
entering are of so serious a character as to make it seem 
desirable now, when all the events in connection with the 
strike are still fresh in our minds, that there should be 
reference made to the part taken therein by this Company. 
As is known, the boycott upon Pullman cars by which the 
American Railway Union proposed to enforce settlement 
between the Pullman Company and their employees at 
their car manufacturing establishment at the town of 
Pullman, took eflfect June 26th. As the Wabash Com- 
pany operates Wagner cars on its lines East of the Missis- 
sippi River and Pullman cars on its lines West, it was 
naturally assumed that if any interruption to traffic occurred 
at all, so far as this road was concerned it would be confined 
exclusively to the lines on which Pullman cars were 
operated. Through our position as one of the proprietary 
lines of the Chicago & Western Indiana R. R., however, the 
traffic on which line was early in the day interfered with by 
strikers, we .had commenced to suflTer some annoyance 
and delays to trains shortly after the beginning of the 
strike. There had been no more serious interference 
than the delay consequent upon getting in and out of 
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Chicago over that portion of the C. & W. I. tracks used by 
our trains, until the night of June 30th, when upon the 
arrival at Decatur, 111., the division terminus of our trains 
from Toledo, St. Louis, Chicago and Hannibal, the engine 
crews assigned to take these trains out, refused to perform 
their duty, and as fast as other trains arrived at Decatur, 
they were also f^bandoned. Two days later the engineers 
and firemen on lines West of the River also quit work, to be 
followed shortly by those on the Eastern portion of the line, 
so that out of a total of 438 engineers and 461 firemen on 
our lists during the month of June, there were but few who 
had not abandoned the service of the Company. Wiile the 
strike was for the most part confined to the engineers and 
firemen, on some portions of the line, train men, switchmen, 
and even track laborers were participants. For two or three 
days after this action, passenger trains with their loads of 
passengers were delayed from twelve to twenty-four hours at 
Decatur, Moberly, Springfield, Montpelier and other points 
on the line, while everything was done by the strikers and 
their sympathizers to prevent the Company from resuming 
operations. Energetic measures were at once taken to fill the 
vacancies, and employment agencies established in Boston, 
New York, Pittsburg, Buffalo and Cleveland for the engag- 
ing of new men, who, as fast as they could be examined by 
an oflBcer of the road and were found compe(tent, were sent 
west and assigned to duty. For the period, July 1st to July 
12th, passenger trains were only run irregularly, and all 
night trains were abandoned. July 13th, most of the 
vacancies having been filled by new men, the service was 
quite generally resumed on the line, including night 
passenger trains. By close of the week following, we had 
practically resumed our normal condition of affairs and 
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work was going on uninterruptedly, the new men performing 
the service quite as satisfactorily as obtained under former 
conditions. Although sympathy in the Pullman strike was 
alleged as the governing motive for the action taken by our 
employees, and its settlement was made a condition upon 
which they would resume work, the real source of the 
trouble lay in their opposition to and desire to defeat our 
new schedule of rates and rules governing engineer^, firemen, 
conductors and brakemen, which took eflfect May 1st. The 
decision to make eflTective the rules and rates covered 
by this schedule, which approximated a reduction of 
seven to ten per cent in wages, was arrived at by the man- 
agement after reductions in salaries of general officers and 
other branches of the service had been in force several months, 
and after a thirty days^ notice of such intention on the part 
of the Company, which notice had been followed by a 
friendly conference between our officers and committees 
representing the engineers and firemen, qonductors and 
brakemen. This conference, at which the President of 
of the Company was present, had closed with assurances of 
satisfaction from those present representing the employees, 
and with the understanding that the schedule was subject 
to a thirty days^ notice from either party of desire to change. 
Although the committees representing the engineers and 
firemen on the schedule referred to, so far as is known, were all 
members of the Brotherhood of Locomotive Engineers and 
Brotherhood of Locomotive Firemen, the chief officers of 
these organizations, Messrs. P. M. Arthur and W. P. Sargent, 
upon receipt of enquiry as to whether the conduct on the part 
of the men in leaving their engines had been authorized or was 
sanctioned by them, replied that the action taken was without 
their knowledge, and that the men were acting on their 
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individual responsibility. The course pursued seemed the 
more inexplicable for the reason that it is very generally 
understood that Wabash trainmen have had less cause for 
complaint than those on almost any other railroad in the West. 
Many of them had served the Company for periods aggregat- 
ing in some cases twenty-five to thirty years. Their grievances 
or complaints, if any were alleged to exist, had always received 
the willing consideration of the subordinate and general 
officers of the Company ; promotion from the ranks was the 
acknowledged policy of the Company, and all that could be 
done for their welfare consistent with proper discipline had 
been the practice of the road. The engineers and firemen par- 
ticularly had for several years enjoyed concessions in the way 
of fictitious mileage, classification of engines and overtime — 
not usually or ordinarily conceded, but obtained from for- 
mer managements and allowed to rem^^in undisturbed so 
long as the volume of business and the earnings of the 
Company would permit. It is to be hoped that the changed 
conditions will result in a more willing, contented set of 
employees, and a greater regard on their part for those mu- 
tual obligations which should exist between the employee and 
his employer. The interference with business resulted in a 
decrease of $387,559.00 in gross earnings for the month as 
compared with the same month of last year. As immediately 
upon the interruption of our traffic, shops were closed, track 
forces cut down, and the services of every employee not 
actually needed, were dispensed with, the loss in net 
earnings for the month was but $126,633.00. It is estimated 
that the loss to employees in salaries and wages alone was 
not less than $75,000.00. The Company was most fortunate 
as regards loss and destruction of property and freight in 
transit, which is estimated will not exceed $25,000.00. 
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MAINTENANCE OP WAY. 



As will be seen from the statement following, the physi- 
cal condition of the property has not been neglected. The 
renewals of steel rail for the previous year, having in antici- 
pation of the increased traffic expected, been more liberal 
than usual, but a small amount of new rail has been laid 
during the year just past. The unusually favorable condi- 
tions for track work during the Fall and Spring, resulted in 
the putting in of a larger number of ties than during the 
corresponding period of the previous year. There was an 
unusually large amount of new bridge work done during the 
year, most of which had, however, been contracted before the 
depression in business ensued, and was under way to such 
an extent as to make it necessary to carry it to completion. 



EQUIPMENT. 

The repairs on our motive power and cars have been fully 
maintained. There were July 1st, but 274 freight cars of all 
kinds on hand for repairs. During the year 1,000 new coal 
cars were added to the equipment, upon which there wap made 
a cash payment of 15 per cent, and the balance extended in 
monthly payments over the next ensuing three years. Owing 
to the business depression resulting in the shutting down of 
industries and the consequent falling oflF in the demand for 
coal, these cars were not utilized to the extent anticipated, 
but it is thought that under any usual conditions of aflFairs, 
we will realize the advantages of their possession the com- 
ing winter. 



Digitized by VjOOQIC 



3 4>o 



22 — 



The following statements will give in detail the work 
performed by the different departments : 



MILES OF ROAD OPERATED. 



LINES BAST OF THE MISSISSIPPI BIVEB. 



Description of Lines. 



■So« 

08*^60 



II 






^1 






X' 



^ 



FROM TO 

Toledo E. Hannibal. 

Bluffs Camp Point .. 

Camp Point... Quincy 

Clayton Elvaston .... 

Elvaston Hamilton ... 

Pittsfield Jct.Pittsfield.... 

Attica Covington... 

Sidney Cbampaig:n. 

Decatur E. St. Louis 

Edward»ville{^-S«4»« 

Chicago W. I. June 

W. I. June Effingham 

Shumway Altamont.. 

Forrest Fairbury.... 

Fairbury Streator .... 

Detroit Delrey , 

Delrey Butler , 

Butler Logansport 

Chili Peru 

'(^ontp^lier Clark June 

Clark June State Line.., 

State Line W. I. June . 

Total Lines East , 



462.3 
39.4 



34.6 



110.2 



8.5 



205.4 
10.3 



31.5 
109.9 



149.7 



1161.7 



T 



6.1 



7" 



94.2 
9.5 



109.8 



21.8 



6.5 



8.0 



6.6 
4.6 



6.7 

11.8 



63.9 



14.8 
11.7 



26.6 



462.3 

39.4 

21.8 

34.6 

6.5 

6.1 

14.8 

11.7 

110.2 

8.5 

8.0 

206.4 

10.3 

6.6 

31.6 

4.6 

109.9 

94.2 

9.5 

149.7 

6.7 

11.8 



1361.9 



204.1 
3.8 
0.2 
1.8 
0.8 
0.6 
1.4 
1.4 
39.1 

1.2 
19.3 
30.7 

0.1 



3.0 
13.7 
26.1 
19.0 

0.4 
43.3 



410.0 






666.4 

43.2 

22.0 

36.3 

7.3 

6.7 

16.2 

13.1 

149.3 

9.7 

27.3 

236.1 

10.4 

^.6 

34.5 

18.3 

136.0 

113.2 

9.9 

193.0 

6.7 

11.8 



1771.9 



\. 
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LINES WBST OF THE MISSISSIPPI RIVEB. 



Descriptton of Lines. 



*^ £j "4 

Hi 



m 

5£6o 






-II 

ag 



XJ 



St. Loais — 
Union Depot.Tayon av.. 
Tayon av Harlem ... 

Harlem Kansas City 

St. Louis- 
Franklin av...N. Market St 

Olive St Carr st 

Carr st Ferguson.... 

Moberly Ottumwa.... 

Ottumwa. Harvey 

Harvey Des Moines 

Brunswick Cbillicothe. 

Chillicothe Pattonsburg 

Centralia. Columbia 

Salisbury Glasgow .. 

Excello Ardmore.. 



274.8 



7* 



0.5 



1.6 



1.6 



0.6 



10.8 
131.2 



38.0 



z^ 



43.4 



15.5 
6.2 



.f:K2i 

/ 



2 

,41.4 

.6 



'J 



Total Lines West.. 
Total Lines East.... 



440.0 
1161.7 



101.2 
109.8 



40.6 
63.9 



Total All Lines. 



1601.7 211.0 

I 



104.5 



43.4 
26.5 

69T9 



0.5 

274.8 
1.5 



0.6 
10.8 
131.2 
38.0. 
43.4 
38.2 
41.4 
21.6 
15.5 



123.9 
3.4 

1.5 



37.9 
11.2 



6.0 
2.9 
4.6 
1.2 
0.8 
9.3 



0.5 

398.7 

4.9 

1.5 

0.6 

48.7 

142.4 

38.0 

49.4 

41.1 

46.0 

22.8 

16.3 

9.3 



617.5 202.7 
1361.9410.011771 



820.2 
.9 



1979.41612.72592.1 



' Note.— The line from Albia to Harvev, 23.4 miles, is not now being 
operated, and the mileage is not incluaed above. This is part of the 
Des Moines & St. Louis Railroad, and belongs to the Purchasing 
Committee. 

Note.— In addition to the above, this Company has a trackage 
arransement with the Missouri, Kansas and Texas Railway Company, 
whereby it runs its passenger trains over the track of that road between 
Hannibal and Moberly, Mo., a distance of seventy (70) miles. 

The Main Track mileage shown in the foregoing state- 
ment is located as follows : 

MUes. 

In Michigan 80.5 

In Ohio 114.9 

In Indiana 435.5 

In Illinois 731.0 

In Missouri 492.8 

In Iowa 124.7 

Total..^ iW^A 
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EARNINGS AND EXPENSES. 



Gross Earnings 

Operating Expenses 

Net Earnings 

Per Cent Operating Expen- / 
ses to Earnings \ 

Gross Earnings per Mile 

Operating Expenses per) 

Net Earnings per Ifile 



1898-94. 



$12,661,448 92 
9,880,880 97 
2,721,067 96 

78.82 

$6,486 20 
6,079 26 
1,406 96 



1892-98. 



$14,220,444 24 
10,807,604 41 
8,412,889 88 

76.00 

$7,624 04 
6,718 81 
1,806 78 



Increase. Decrease. 



2.82 



$1,668,996 82 
977,228 44 
691,771 88 



1,088 84 
689 06 
899 78 



EARNINGS. 



Freight 

Passenger 

Mails 

Express 

Miscellaneous . 
Total..... 



Per 
Cent. 



61.00 

81.44 

8.82 

2.60 

1.64 



1898-94. 



Per 
Cent. 



$ 7,666,891 81 

8,946,010 70 

416,290 58 

826,874 08 

205,881 80 



1892-98. 



67.68 $ 9,617,588 18 



$12,661,448 92 



26.02 
2.86 
2.68 
1.82 



8,668,682 68 
404,704 70 
880,986 44 
268,682 29 



.i$14, 220,444 24 



Increase. 



$1,960,696 37 



$887,878 07 
11,586 88 



Decrease. 



64,662 96 
62,700 49 



$1,668,996 82 



EXPENSES. 





Per 
Cent. 


1898-94. 


Per 
Cent. 


1892-98. 


Increase. 


Decrease. 


Condncting T r a n s- j 


41.91 

25.72 
19.80 
10.66 
2.41 


$4,119,196 42 

2,628,506 48 

1,897,410 88 

1,048,151 82 

287,114 42 


41.70 

27.14 
17.90 
10.77 
2.49 


$ 4,506,668 04 

2,982,827 80 

1,984,708 60 

1,168,601 60 

260,818 88 




$887,462 62 

404,819 82 
87,292 76 

115,449 78 
82,698 96 


portation \ 

Motive Power 




Maintenance of Way- 
Maintenance of Cars 




(General Expenses. 










Total 




$9,880,880 97 




$10,807,604 41 




$977,228 44 
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TRANSPORTATION. 

FREIGHT TRAIN SERVICE. 1898^. 1892-8. 

Average Loaded Care moved per day 2,959 3,583 

Average Empty Oars moved per day 1,380 1,614 

Average Loaded and Empty Cars moved 

per day 4,339 5,197 

Average Loaded Care moved per year 1,080,035 1,307,795 

Average Empty Cars moved per year 503,700 589,110 

Average Loaded and Empty Cars moved 

per year 1,583,735 1,896,905 

Average Loaded Cars moved per train 14.7 15.1 

Average Empty Cars moved per train 6.8 6.4 

Average Loaded and Empty Cars moved 

pertrain '. 21.5 21.5 

Average Miles made by each train per 

day 85.0 88.0 

Average Miles made by all trains per day 17,170 20,856 

Average Miles made by Loaded Cars per 

train per day 1,245 1,331 

Average Miles made by Empty Cars per 

train per day 580 561 

Average Miles made by all Cars per train 

per day 1,825 1,892 

Namber Wabash Cars in Service (exclu- 
sive of work trains) 13,063 12,610 

Average Wabash Cars on other Roads 

per day 3,253 4,649 

Wabash Cars on Wabash R. R., Miles run 

per Car per day 21.5 24.8 

Wabash Cars on Foreign Roads, Miles 

run per Car per day 20.6 18.1 

Average Foreign Cars on Wabash R. R. 

per day 3,682 5,494 

Average Miles run by Foreign Cars on 

Wabash per Car per day 49.3 43.9 

Total Wabash Loaded Car Mileage for 

year 49,685,449 48,212,658 

Total Foreign Loaded Car Mileage for year 42,548,143 66,928,368 

Total Miles made by all Loaded Cars per 

year 92,233,592 115,141,026 

Total Wabash Empty Car Mileage 23,566,604 23,963,300 

Total Foreign Empty Car Mileage 19,689,475 24,684,696 

Total Mileage made by all Empty Cars... 43,256,079 48,647,996 

Grand Total of Car Mileage for the year.. 135,489,671 163,789,022 
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PASSENGER TRAIN SERVICE. 

Total Passenger Trains handled for year.. 
Average Passenger Gars handled per year 
Average Passenger Trains handled per day 
Average Passenger Cars handled per day.. 
Average Passenger Oars handled per train 

Average Miles per train per day 

Average Miles all trains per day 



46,092 


43,495 


225,935 


220,095 


126 


119 


619 


603 


4.9 


5.1 


112 


112 


14,112 


13,228 



MOTIVE POWER AND MACHINERY. 

LOCX)MOTIVE EQUIPMENT. 



Constrootion. 



On Hand 
Jnly 1, '98. 



Sold or 
Scrapped. 



Built or 
Purchased 



On Hand 
June 80,' 94. 



Locomotives 

New Engine Tanks Built... 
New Tender Trucks Built .. 
New Tender Frames Built.. 



426 



418 



2 
62 
36 



REPAIRS. 

1888-«4. 1893-98. 

Locomotives built and rebuilt 52 66 

Locomotives receiving light repairs 186 331 

Locomotives receiving heavy repairs 165 204 

Locomotives receiving general repairs .'. 151 146 

Total 554 747 



ENQINB MILEAGE. 





189a-94. 


1892-98. 


Increase. 


Decrease. 


Passenger 


5,228,430 
6,977,915 
2,374,590 

207,891 


4,882,514 
8,452,051 
2,939,407 

635,212 


345,916 




Freight 


1,474,136 


Switch 




564,817 
427,321 


Work Train and 
other service 








Total 


14,788,826 


16,909,184 




2,120,358 
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EXPBNSB OF OpEBATINQ LoCOMOTIVBe. 





1898-94. 


1892-98. 


Increase. 


Decrease. 


T» • r Labor 


1 321,358 42 

173,439 01 

42,618 93 

700,078 43 

890,460 09 

132,349 79 


% 366,831 76 

213,134 96 

50,143 80 

799,927 67 

1,039,060 66 

142,004 58 




$ 45,473 34 


^P*^"\ Material 

Stores 


36,695 95 




7,624 87 


Fuel (Coal and Wood).. 

Engineers and Firemen 

Wiping and Dispatch- 

■ ine 




99,849 24 




148,600 57 




9,654 79 


*"B 






Total 


$2,260,304 67 


$2,611,103 43 




$350,798 76 









Cost Pbb 100 Milbs Bun. 





188a-94. 


1892-98. 


Increase. 


Decrease. 


For Repairs 


$ 3 34 
29 
4 75 
6 06 
89 


$ 3 42. 
29 
4 73 

• 6 18 
084 




$ 08 


Stores 






Fuel 


$ 02 




Engineers and Firemen... 
Wiping and Dispatching.. 


12 


005 






Total 


$15 33 


$15 46 




$ 13 









1898-4. 1892-8. 

Total engine mileage 14,788,826 16,909,184 

Average mileage per engine in service for year 43,116 47,364 

Average monthly mileage per engine in service... 3,593 3,945 

Total tons of coal consumed 617,999 725,270 

Average cost per ton of coal on tender $1 13 $1 13 

Average miles run to one ton of coal 23.8 23.3 
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MAINTENANCE OF WAY. 

NEW 8TBBL RAIL LAID. 





1898-M. 


1882-08. 


Inorease. 


Decreaae. 


No. Tons 63-lb. Rail 


142 


10,725 
2,421 




10,583 
2,421 


No Tons 70-lb. Rail 












Total 


142 

1 


13,146 
129 




13,004 

128 


Miles New Rail Laid 











MISCELLANEOUS WORK. 





1898-94. 


1892-98. 


Inorease. 


Decrease. 


No. Cross-ties laid. Main 
Track 


756,431 

94,478 

609 

128.7 

10.9 

134.0 

196.7 
38.2 


686,160 

108,777 

393 

116.8 

22.8 

133.8 

203.0 
20.5 


70,271 




" Cross-ties laid, Side 
Track 


14,229 


" Set Switch-ties put 
in 


216 
11.9 


** Miles track ballasted 
(stone, gravel, etc.) 

** Miles Siding Built... 

" Miles Fence Rebuilt. 




11.9 


.2 




*' Miles Old Fence Re- 
paired 


6.3 


" Miles Ditching 


17.7 







BRIDGES AND BUILDINGS. 

Cost. 
^, .. ^ , , 1898-94. 1892-96. 1898-94. 1892-96. 

No. of feet Trestles and Bndges 

rebuilt and repaired 95,805 114,893 $308,466 87 $184,588 66 

Buildings rebuilt and repaired 147,994 09 270,196 04 

Total $456,460 96 $454,754 70 
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The preceding statement includes the following : 

BXTRAORDINARY RENEWALS AND IMPBOVEMBNTS. 

Station. BBiiSoBS. Amount 

Defiance, Ohio.—Bridge over Maomee River $41,499 88. 

Belrey, Mich.— New Bridge over River Rouge 68,337 19 

North Manchester, Ind.— Bridge over Eel River 4,072 71 

Caster Park, 111.— Bridge over Kankakee River 8,270 16 

Horse Creek, 111.— Trestle Bridge over Horse Creek 3,439 36 

Decatur, 111.— Bridge over South Sangamon 9,958 41 

Palmer, 111.— Trestle Bridge over Bear Creek 2,607 58 

Effingham, 111.— Trestle Bridge over Little Wabash River 12,689 88 

Belknap, Iowa. — ^Trestle Bridge over Big Soap Creek 3,984 41 

DEPOTS, BUILDINGS, ETC. 
Location. Amount. 

Forrest, 111.— Depot and offices (destroyed by fire and rebuilt).. I 6,859 11 

Springfield Jet., 111. — Depot (destroyed by fire and rebuilt)... 1,448 98 

Milmine, 111.— Depot (destroyed by fire and rebuilt) 1,663 99 

Sibley, 111.— Depot (destroyed by fire and rebuilt) 2,622 98 

Clarksdale, 111.— Depot (destroyed by fire and rebuilt) 1,008 00 

Wakenda, Mo.— Depot (destroyed by fire and rebuilt) 1,567 64 

Alvordton, Ohio.— Depot i,107 06 

Sand Creek, Mich.— Depot 804 57 

Montpelier, Ohio.— Round house 1,909 44 

Montpelier, Ohio.— Water tank 2,544 25 

Ashley, Ind.— New car shop 2,388 49 

Ashley, Ind. — Machine shop, M. M. office, store, sand and oil 

house 11,510 53 

Bloomfield, Iowa.— Water tank (destroyed by fire and rebuilt) 1,136 49 

Brunswick, Mo.— Water tank (rebuilt) 2,742 77 

MISCELLANEOUS. 
Location. Amonnt. 

Springfield Jet.. 111. — Interlocking tower and machinery 

(destroyed by fire and rebuilt) I 1,816 08 

New Haven, Ind. — Interlocking crossing with N. Y. C. & St. 

L. Ry., Wabash proportion 1,628 20 

South Whitley, Ind. — Interlocking crossing with N. Y. C. & 

St. L. Ry., Wabash proportion 2,810 42 

Litchfield, 111.— Interlocking crossing with C. C. C. & St. L. 

& J. S. E. R. R's, Wabash proportion 3,964 80 

Windsor, 111.— Interlocking crossing with C. C. C. A St. L. 

Ry., Wabash proportion. 1,835 39 

St. Louis, Mo.— Track Scales (West St. Louis) 893 80 

Topeka, Ind.— Scales 547 50 

River protection. — Amount expended for protection of line 

along the Missouri River 14,273 25 
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MAINTENANCE OF CARS. 

CAB BQUIPMBNT. 



On 

hand 



Changed, 
Bnfit 
and 
Pop- 

ohased. 



De- 
stroyed 

and 
changed. 



On 

hand 

June 80, 

1894. 



PA88BNOER. 

Official 

Pay 

Dining 

Coach 

Co;nbination 

Chair. 

Parlor 

Caf6 

Baggage 

Baggage and Mail 

Baggage, Mail and Passenger. 

Postal 

Pacific Express 

Total Passenger 

FRSIQHT. 

Box 

Stock 

Coal and Flat 

Furniture 

Fruit 

Refrigerator 

Cinder and Stone (Dump).... 

Tool and Work 

Pile Drivers 

Derricks. 

Cable Cars 

Ice Cars 

Caboose 

Total Freight 

Total Passenger 

Total Car Equipment 



4 

2 

5 

128 

26 

38 

5 

3 

67 

15 

6 

19 

6 



822 



4 

2 

5 

126 

25 

37 

5 

3 

66 

16 

5 

19 

5 



318 



6,466 

1,197 

4,652 

33 

150 

100 

200 

63 

8 

9 

8 

4 

222 



1,000 



13,112 
322 



1,004 
3 



13,434 



1,007 



330 

61 

153 



3 



559 
9 



668 



6,136 

1,136 

5,499 

33 

147 

100 

199 

59 

7 

8 

8 

4 

221 



13,557 
318 



13,875 
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CABS RKPAIRBD. 





Passenger 


Freight. 


Total. 


Cars receivinfir liffht reDairs 


361 

123 

36 

2 


23,493 

1,245 

396 

120 


23,844 
1,368 


Oars receivinsT heaw reDairs 


Cars receiving general repairs. 


432 


Cars rebuilt. 


122 






Total 


512 

3,409 
3,392 


26,264 

4,546 
5,168 


26,766 

7,956 
8,560 


Number new wheels used 1893-94 


Number new wheels used 1892-93 





There were purchased from Car Companies during the 
year: 



1 Parlor Car. 
1 Cal6Car. 



1 Baggage Car. 
1000 Coal Cars. 



And built in Company shops: 
1 Pile Driver. 



1 Caboose Car. 
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TELEGRAPH DEPARTMENT. 

1888-4. 1802-8. 

Total No. Miles of Road with Telegraph Line 1,979 1,979 

Total No. Miles of Wire assigned to this Company 5,149 5,130 

Total No. Miles of Wire assigned to Telegraph Co 7,316 7,304 

Total No. Miles of Wire used jointly 555 555 

Total Miles of Wire 13,019 12,989 



NEW WORK. 

No new work of any importance was undertaken during 
the year by this department. 



HOSPITAL DEPARTMENT. 



• 


1893-94. 


1892-93. 


Increase. 




Contributions and other "1 

receipts j 

Expense of Operating 

Net surplus 


144,504 60 

34,776 50 
9,728 10 

25,528 90 
35,257 00 


151,140 25 

36,809 18 
14,331 07 




$6,635 65 




2,032 68 




4,602 97 


Excess of receipts over^ 
expenditures, June 1, > 




1884, to June 30, 1893. J 

Balance on hand, June\ 

30, 1894 *..../ 















Number treated in Hospitals 

Number treated outside of Hospitals.. 

Total number of cases treated 

Number of Surgical cases treated 

Number of Medical cases treated 

Number of prescriptions filled for employes in Hos- 
pitals 

Number of prescriptions filled for employes not in 

Hospitals y 

Total number of deaths 



1898-4. 


1892-8. 


880 


1,050 


18,986 


17,857 


19,866 


18,907 


1,555 


1,499 


18,311 


17,408 


3,405 


3,770 


29,682 


26,259 


12 


14 



Yours truly, 

CHAS. M. HAYS, 
Vice-President and Qen!l Manager. 
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AUDITOR'S REPORT. 



St. Louis, Mo., August 25th, 1894. 
O. D. Ashley, Esq., 

PresiderU, Wabash Railroad Company^ New York. 

Dear Sir: — I herewith submit statements of General 
Account, and tables showing the results of operation for the 
fiscal year ending June 30th, 1894, as follows : 

A. Results of Operation. 

B. Comparative Statement of Earnings and Expenses. 

C. Income Account and Profit and Loss. 

D. Financial Exhibit. 

E. Comparative Statement of Operating Expenses. 

F. Train and Mileage Statistics. 
0, Tonnage and Articles Carried. 

H, Mileage Statistics for Fourteen Years. 

J. Statement of Funded Debt and Interest Charges. 

K Statement Showing Lines Covered by the First, 

Second and Debenture Mortgages of the Wabash 

Railroad Company. 

Yours respectfully, 

D. B. HOWARD, 

Auditor. 
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THE WABASH RAILROAD COMPANY. 



Results op Operation fob the Ybab Ending June 30, 1894. 



Tear ending 
Jane 80, 18»i. 



YearendinflT 
June 80,1m. 



Gross Bsrnlngs , 

Operating Expenses 

Net Earnings « 

Miscellaneous Receipts, Interest, Dividends, etc 

Joint Track Rentals and Mlsoellaneons Expenses, 
as per Analysis below 

Net Beoelpts 

Taxes 

Net Earnings applicable to Interest 

Interest on Bonds * 

Deficit „ 

Sorplns 

Dividend on Preferred Debenture Bonds 

Net Deficit 

Net Surplus 



$12,551,448 02 
9,880,880 97 



$2,721,067 95 
268.862 05 



$2,979.980 00 
286,165 87 



$2,684,764 18 

497,098 48 



$2,187,666 66 
2,869,481 21 



$671.765 66 



$671,765 66 



$14,220,444 24 
10,807,604 41 



$8,412,889 88 
819.828 94 



$8,782,668 77 
818.010 88 



$8,419,668 44 
457,888 22 



$2,962.286 22 
2,714,706 00 



$247.580 22 
210.000 00 



$87,580 22 



^Includes Bent of Eel Elver R. R. 



Analysis of Joint Teack Rentals and Miscellaneous Expenses 

AS Above. 



Year ending 
June 80, 1894. 



Year ending 
June 80, 1898. 



Debit Joint Track Rentals 


$442,128 76 
180,598 26 


$470,194 26 
199,268 86 


Credit " " •• 






Traffic Association and Miscellaneous Expenses 


$261.525 50 
88,640 87 


$270,980 89 
42,079 44 




$286,165 87 


$818,010 88 
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THE WABASH RAILROAD COMPANY. 

COMPARATIVB STATEMENT OP EaBNINOS AND EXPENSES. 



Eabninos. 



Tear ending 
June 80, 1894. 



Year ending 
June 80, 1888. 



July 

August 

September 

October 

Noyember... 
December ... 

January 

February .... 

March 

AprU 

Blay 

June 



Total Earnings.. 



Freight 

Passengers 

Malls 

Express 

Bilscellaneous.. 



Total Earnings.. 



Per cent of Freight Earnings to Total.. 

a it Passenger " " 

*• " Mall ** " 

" " Express " " 

" Miscellaneous •* 



Operating Expenses 

Per cent of Operating Expenses to Earnings.., 

Net Earnings... 

Per cent of Net to Gross Earnings 



Average number of miles operated . 



Average Earnings per mile .. 
Average Expenses per mile.. 
Net Earnings per mile 



$1,150,788 88 

1,348,881 84 

1,297,172 47 

1,402,708 64 

1,184,479 81 

987,602 92 

906,157 78 

882,484 66 

1,007,589 08 

878,481 78 

867,244 17 

829,487 88 



$12,661,448 92 



$7,868,891 81 

8,946,010 70 

416,290 68 

826,874 08 

206,881 80 



$12,661,448 93 



61.00 

81.44 

8.82 

2.60 

1.84 



1,986.4 

$8,486 20 
6,079 26 
1,406 96 





$9,880,880 97 




$10,807,604 41 


78.82 


76.00 


$2,721,067 96 


$8,412,888 88 


21.68 


24.00 



$1,115, 
1,415, 
1,406, 
1,411, 
1,185, 
1,151, 
1,063, 
1,019, 

i.iai, 

993, 

1,110, 
1.211, 



301 74 
428 64 
148 08 
781 11 
776 09 
967 76 
829 67 
H44 98 
189 26 
196 61 
908 98 
098 68 



$14,220,444 24 



$9,617,588 18 

8,568,682 68 

404,704 70 

880,966 44 

268,682 29 



$14,220,444 24 



67.68 

26.02 

2.86 

2.68 

1.82 



1,890.0 

$7,624 04 
6,718 81 
1,806 78 
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THE WABASH RAILROAD COMPANY. 
Operating Expenses— Year ending June 30, 1894. 

ABSTBAOT No. 1— CONDUCTING TRANSPORTATION. 



Year ending 
Jnne 80, isoi. 



Year ending 
ao,189£ 



Junes 



Station Expenses ....« 

Train Expenses 

Outside Agencies, Commissions and Advertising.., 

Hire of Oars 

Injuries to Indlyldnals 

Loss and Damage to Property and Goods 

Printing and Stationery „ 

Superintendence 

Telegraph Expenses ~ 

Incidentals 



$1,706,662 09 
962,046 76 
468,804 92 
828,786 75 
141,768 84 
149,721 46 

68,846 87 
107,826 27 
191,432 69 

24,921 87 



$4,119,195 42 



$1,888,788 21 

1,081,688 26 

478,921 59 

462,247 68 

97,418 10 
119,416 89 

65,284 81 
118, 6n 92 
211,790 66 

22,485 53 



$4,606,668 04 



ABSTRACT No. 2— MOTIVE POWER. 



Year ending 
June 80, 1894. 



Year ending 
June 80, 189& 



Wages— Engineers and Firemen 

Wages— Wipers, Hostlers and Despatohers ,.. 

Fuel for Looomotdyes 

Oil, Tallow and Waste 

Repairs Looomotiyes 

Repairs and Expenses of Engrine Houses and 

Machine Shops 

Repairs and Expenses of Fuel and Water Stations.. 

Hire of Looomotiyes , 

Watchmen , 

Superintendence 

Incidentals 



$881,218 81 
125,464 88 
668,068 88 
41,780 67 
493,968 15 

94,992 58 
182,614 11 
1,661 12 
15.210 19 
64,916 07 
23,778 09 



$2,528^506 48 



$1,002,216 12 
188,755 49 
781,220 10 
47,044 88 
696,436 07 

106,198 42 

180,851 88 

♦ 16,967 69 

15,484 12 

67,269 88 

29,880 12 



$2,932,827 80 



* Credit. 



ABSTRACT No. 8-MAINTENANCE OP WAY. 



Year ending 
June 80, 1894. 



Year ending 
June 80, 189^ 



Maintenance and Renewals of Permanent Way 

Repairs of Bridges , 

Removing Snow and Ice 

Repairs of Telegraph 

Watchmen of Roadway and Bridges 

Superintendence 

Incidentals , 



$1,483,887 49 
281,766 94 
11,541 51 
16,188 81 
76,838 60 
68,943 40 
9,804 68 



$1,897,410 88 



$1,601,890 28 
288,428 07 
18,011 44 
80,446 70 
66,085 79 
78,064 67 
11,217 69 



$1,984,708 69 
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E — Continued, 

THE WABASH RAILROAD COMPANY. 

Operating Expenses — Continued, 

ABSTRACT No. 4~MAINTENAN0B OP CAB3. 



Tear ending 
June 80, 1894. 



Year ending 
June 80, 1808. 



Repairs of Passenger Cars 

Repairs of Freiffbt Cars 

Repairs of Roaa Service Cars 

Pumlture and Plxtures for Cars.. , 

Repairs and Expenses of Car Shops and Buildings. 

Watchmen 

Superintendence 

Incidentals 



$806,296 28 

606,778 88 

40,661 61 

29.617 91 

80,181 06 

4,104 77 

40,129 91 

1,892 45 



$1,048,161 82 



$266,776 02 
762,978 78 
18,582 60 
46,249 68 
80,764 65 
4,792 20 
41,067 40 
1,506 82 



$1,168,601 60 



ABSTRACT No. 5— GENERAL EXPENSES. 



Tear ending 
June 80, 1801 



Tear ending 
June 80, im 



Salaries of General Officers and Clerks 

Rent and Expenses of General Offices 

Printing and Stationery 

Insurance - 

Legal Expenses 

Expenses of New Tork and London Agencies. 
Incidentals 



$85,978 76 
27,668 81 
18,847 09 
26,878 04 
47,181 24 
18,799 62 
17, 8n 86 



$287,114 42 



$97,401 66 
28,880 02 
15,664 29 
24,707 81 
57,584 99 
19,048 60 
27,041 01 

$269,818 88 



RECAPITULATION. 



Tear ending 
June 80, 1894. 



Tear ending 
June 80, 1898. 



Conducting Transportation 

Motive Power 

Maintenance of Way 

Maintenance of Cars 

General Expenses 



$4,119,196 42 

2,528,506 48 

1,897,410 88 

1,048,151 82 

287,114 42 



$4,606,658 04 

2,982,827 80 

1,984,708 50 

1,168,601 60 

289,818 88 



$9,880,880 97 



$10,807,604 41 
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THE WABASH RAILROAD COMPANY. 

Train and Mileage Statistics. 

FBBIGHT. 



Tearendlnff 
Jnne 80, 1894. 



Tear endlnsr 
June 80, 1888. 



Tons Hanled... 

Tons Hauled one MUe. 

Earnings.. 
Operadng 

Average Distance each Ton hanled 

Average Earnings per Ton 

Average Expenses per Ton. 

Average Bate per Ton per MUe 

Average Expenses per Ton per Mile 

Average Net per Ton per Mile 

Train Mileage 

Oar Mileage, Loaded 

Oar Mileage, Empty 

Oar Mileage; Total— Loaded and Empty 

Average Loaded Cars to a Train 

Average Empty Cars to a Train 

Average Cars to a Train— Total 

Average Load per Loaded Car— Tons 

Average Load per Oar. Loaded and Empty— Tons... 
Average Load per Train— Tons 

Earnings per Train Mile 

Operating Expenses per Train Mile 

Net Eammgs per Train MUe 

Average Earnings per Loaded Car per MUe 

Average Expenses per Loaded Car per MUe 

PASSENGER. 

Number of Passengers carried 

Number of Passengers carried one MUe 

Earnings 

Operating Expenses 

Average Distance each Passenger carried 

Average Fare paid by each Passenger.. 

Average Expenses carrying each Passenger 

Average Bate per Passenger per MUc 

Average Expenses per Passenger per MUe 

Average Net per Passenger per MUe 

Train MUeage 

Car MUeage, including MaU, Baggage, Express and 

Sleepers 

Car MUeage— Coaches and Sleepers 

Average No. aU Cars to a Train 

Average No. Passengers to each Coach and Sleeper 
Average No. Passengers to each Train . 

Earnings. Including MaU, Express, etc. 
Operating Expenses , 

Earnings per Train MUe 

Operadng Expenses per Train MUe 

Net Earnings perTrain MUe , 

Average Earnings per Car per MUe 

Average Expenses per Car per Mile 



6,414,994 
1,007,665,279 



7,086,887 
1,400,068,482 



$7,666,891 81 


$9,617,588 18 


6,668,666 88 


7,748,066 00 


902.7 Miles. 


200.2 B£Ue8. 


$141.40 


$1 86.68 


122.97 


1 10.11 


Ots. 0.696 


CtS.0.68S 


•• 0.607 


•• 0.660 


** 0.091 


'* 0.188 


6,268,098 


7,667,247 


91,982,888 


114,702,464 


48,088,607 


48,888,884 


186,016,840 


168,065,798 


14.69 


15.16 


6.88 


6.89 


21.67 


21.55 


11.94 


12.28 


8.18 


8.64 


176.89 


186.20 


$122.85 


$1 27.09 


1 06.40 


102.89 


15.96 


24.70 



Ots. 8.88 
** 7.24 



Ots. 8.88 
•« 6.75 



8,724,674 
210,281,487 


8,984,916 
177,U9,066 


$8,946,010 70 
8,171,815 09 


$8,668,682 63 
8,060,548 82 


66.5 MUes. 
$1 06.94 
85.16 
Ots. 1.877 
** 1.508 
*• 0.869 


46.0 MUes. 
$0 90.44 
77.76 
Ots. 2.009 
•• 1.727 
•• 0.282 


5,188,272 


4,805,888 


24,574,770 
18,802,284 


28,807,728 
17,748.822 


4.79 
11.49 
40.96 


4.97 

9.96 

86.86 


$4,758,980 46 
8,171,815 09 


$4,414,680 71 
8,060,549 82 


$0 92.61 
61.79 
80.82 


$0 91.87 
68.67 
28.20 


Ots. 19*84 
*» 12.91 


Ots. 18.47 
•* 12.80 
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THE WABASH RAILROAD COMPANY. 



Tonnage of Articles Carried. 



▲BTI0LB8. 



Year ending 
June 80th, 18M. 



Per 
Cent. 



Tons. 



Tear Ending 
Jnne 80th, 1888. 



Per 
Cent 



Tons. 



Pboducts of Aokioultubb:— 

Wheat 

Com 

Other Grain 

Flour 

Other Mill Products...^ 

Hay 

ToDacoo 

Cotton 

Fruits and Vegetables.. 



Fbodu<7T8 of Animai^:— 

Liye Stock 

Dressed Meats 

Other Packing House Products^ 

Wool 

Hides and Leather^ 



Pboducts of Miitbs:— 

Stone, Sand, etc 

Anthracite Coal , 

Bituminous CoaL , 

Coke , 

Ores 



Pboducts of Pobbst:— 

Lumber 

Other Articles 



Man ufaotubbs : — 

Petroleum and Other Oils , 

Sugar 

Iron, Pig and Bloom. , 

Iron and Steel Bails 

Other Castings and Machinery. 

Cement, Brick and Lime 

Agricultural Implements 

wagons. Carriages, Tools, etc... 

Wines, Beer and Liquors 

H. H. Goods and Furniture... 



Merchandise .. . 
Miscellaneous.. 



Total Tons. 



Company's Freight.. 



4.72 
11.72 
4.85 

1.70 
2.06 
0.06 
0.18 
0.64 
1.67 



8.47 
2.89 
1.20 
0.10 
0.48 



2.18 
2.47 
20.97 
0.71 
0.16 



4.96 
2.01 



1.26 
0.68 
0.20 
0.11 
0.68 
1.97 
0.14 
0.12 
0.84 
0.27 

7.44 
12.01 



100.00 



266,674 
684,664 
262,711 

92,047 
110,916 

61,088 
6,868 

84,668 

90,649 



468,899 
129,647 

64,796 
6,288 

28,169 



118,166 

188,886 

1,186,848 

88,666 

8,462 



268,040 
106,760 



68,246 

84,219 

10,620 

6,780 

28,867 

106,890 

7,746 

6,724 

45,688 

14,661 

402,968 
660,212 



5,414,994 



7.44 
9.96 
8.28 
2.14 
1.61 
0.67 
0.18 
0.78 
1.68 



6.90 
1.48 
0.91 
0.06 
0.27 



2.62 
1.82 
22.67 
0.68 
0.80 



6.27 
2.27 



1.00 
0.68 
0.64 
0.70 
0.99 
2.26 
0.29 
0.20 
0.81 
0.28 

6.91 
11.98 



100.00 



628,600 
701,112 
280,606 
160,814 
106,928 

40,161 
8,884 

61,064 
111,444 



486,680 
104,247 

68,984 
6,660 

18,660 



177,186 
127,798 
1,606,272 
44,662 
20,927 



441,281 
160,660 



70,168 
48,160 
88,888 
48,060 
60,616 
156,720 
20,888 
14,071 
67,817 
16,004 

486,480 
889,666 



7,086,887 



961,488 



1,148,062 
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5,888,017 
6,011,012 
5,850,566 
6,858,761 
5,556,571 
6,486,067 
6,400,801 
6,281,870 


6,267,780 
6,882,868 
6,266,064 
6,028,061 
7,086,887 
5,414,004 


f 747 80 

1,801 56 

887 26 

764 48 

742 46 

1,686 84 

1,088 28 

1,800 86 


1,427 81 
1,014 10 
1,800 06 
1,865 50 
1,806 78 
1,405 06 


84,468 26 
8,662 40 
8,827 76 
8,886 86 
8,006 80 
4,806 62 
4,767 22 
5,014 40 


6,047 44 
6,082 11 
4,974 87 
6,661 86 
6,718 81 
5,070 26 


86,206 56 
4,064 06 
4,716 02 
4,650 88 
4,788 26 
5,848 06 
6,746 50 
6,824 26 


6,476 26 
6,046 80 
6,776 83 
7,606 06 
7,624 04 
6,486 20 


2,770.8 
8,401.6 
8,567.6 
8.682.6 
2,012.8 
2,101.4 
1,080.6 
1,060.1 


1,044.4 
1,022.8 
1,022.0 
1,016.8 
1.800.0 
1,086.4 
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Statement of Lines Coyebed by the First and Debenture MoRTaAoss 
OP THE Wabash Railroad Company. 

LINBS BAST OF THB MISSISSIPPI BIVBB. 

Toledo to East Hannibal 482.8 MUeB^V 

Bluffs to Oamp Point 89.4 " 

Clayton to Blvaston 84.6 " 

Decatur ^ to Bast St. Lonls « 110.2 " 

Anbom Junction. to Effingham ^ 206.4 ** 

Sbnmway - to Altamont 10.8 " 

Faipbnry toStreator 81.6 *• 

EdwardsTille to Edwardsville Crossing.. 8.6 " ' 

Delray (near Detroit) to Bntler 109.9 " 

Total Lines East 1,012.0 Miles. 

LINES WEST OF THE MISSISSIPPI BIVEB. 

St. Louis, Tayon Avenue to Harlem 274.8 Miles. 

"^ St. Louis, Franklin Ayenue to Ferguson 10.8 " "^ 

"^^ Moberly toOttumwa 181.2 " " 

Brunswick to Pattonsburg 79.6; " ^ 

Salisbury « i to Glasgow 16.5( " ^ 

Centralia » to Columbia 21.6 1 " " 



t^ 



Total Lines West „ 688.6 Miles. 

Total all Lines Coyered by the First and Debenture Mortgages... 1,646.6 " 

The Second Mortgage ooyers all the lines east of the Mississippi Biyer, as 
above. 

Total number of miles , 1,012.0. 

NoTB.— The First and Debenture Mortgages also cover the Leasehold interest 
which the Wabash Railroad Company has in the Eel River Railroad from Butler 
to Logansport, a distance of 94.2 miles, and also covers the Leasehold interests 
which the Wabash Railroad Company has in the Terminals at Detroit, Chicago, 
Hannibal, Quincy and Kansas City, and in the Bridges at Hannibal, St. Louis and 
Kansas City. 

The Second Mortgage also covers the Leasehold interest which the Wabash 
Railroad Company has m the Eel River Railroad from Butler to Logansport, a 
distance of 94.2 miles, and also covers the Leasehold interests which the wabash 
Railroad Company has in the Terminals at Detroit, Chicago, Hannibal and Quincy, 
and in the Bridge at Hannibal. 

The First and Debenture Mortgages cover the lines west of the Mississippi 
River above described, sublect to prior Divisional Mortgages. By the terms of 
the First Mortgage, a sufficient number of First Mortgage Bonds are reserved to 
meet, at their maturity, or whenever exchanges can be made, the said Divisional 
Mortgages covering the lines west of the Mississippi River. 

LINE COVERED BY THE FIRST MORTOAOE— 
BBTBOIT AND CHICAGO EXTENSION. 

Montpelier, Ohio to Clarke Junction, Ind 149.7 Bfiles. 
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fHE WABASH RAILROAD CO. \ 
TO THK HOI^DERS OF J 

orth Missouri R. R. Go.' 

jrtrst HIortiTfifee 7% Bonds, due Jnly 1. 1S9'1, and . 

St. Louis, Kansas City and 
Northern Ry. Co. 

HEAL ESTATE AND RAILWAY 

HIorttMne r^'y lloiuU, dite r^cptfmber 1, 1SJI3. 

In accordance with the provisions of Us First Mort^ag^e, 

th« AVabarh Railroad Compauy hereby notlfips holders 

of the above-gpeclfied Mortffago Bonds that exchanges 

. |Ba.y be niado for ilic Fir»t Mortgage Bonds of, the Com- 

• pany at any time before June let, next, by application ai 

' th« office of the Coirpany, No. 195 Broadway, upon the 

i> following terms, vir : 

For either claos of the otd bonds, , the par value and 

ji • accrued interest at the rate of 7 per cent to May 1, 1804. 

will be ailowevi In exchange for the Wabash Railroad 

' Company's First Mortgage 5 per cent Bonds at par value, 

' «x-vr>upon. due May 1, 18i>4. 

The accrued Interest lo be paid In cash, whert the ex- 
I changre is made. 

Holders of theBP maturing Mortgage Bonds who do not 
' Avail of the privUege now extended to them will bo un- 
\ derstood as declining to malce the exchange. 
I Furthtr information may be obtained at the office of the 
Company, Mo. 105 Broadway. 
By order of the Directors of the Wal>ash Railroad Co. 
O. D. ASHUET, President. 
Kew-York, April 4. J«)4. ! 
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